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AGRICULTURAL FREIGHT RATES 

We have previously pointed out what may be taken to be 
an advance in thought by President Coolidge in the matter 
of rates on agricultural products, judging from the fact 
that, in his first message to Congress, he said the farmer 
must be assisted by the reorganization of the freight rate 
structure so that charges on his product would be reduced, 
whereas, in his second message, devoted exclusively to sug- 
gesting means for the relief of the agricultural situation in 
the northwest, he made no mention of any such thing as 
reduced agricultural rates. This week he made an address 
in New York in which, among other things, he discussed 
the agricultural problem. Again he made no suggestion as 
to reduced rates for the farmer. 


Last week there were two conferences held in Washington 
by friends of the farmers to consider means of improving 
their condition. One was a conference of the National 
Council of Farmers’ Cooperative Marketing Associations 
and the other was a conference called by President Coolidge 
to consider the agricultural needs of the northwest. At 
neither was any suggestion made or recommendation adopted 
that there ought to be a reduction in freight rates for the 
benefit of the farmer. 

We think these things are significant. They can mean 
only that President Coolidge and those who took part in 
the conferences mentioned do not now think that a reduc- 
tion in freight rates would afford any appreciable degree of 
help for the farmer. If they thought so they would certainly 
say so when dealing with the subject of relief for the 
farmer. Perhaps, some of those concerned never have 
thought a freight rate reduction important. Those of them 
who did think so must have changed their minds. Certainly, 
in so far as the latter is true, it is a victory for education 
and ought to be an encouragement to those who have fought 
the fight to continue the work of controverting demagogic 
argument and false ideas wherever encountered, for there 


We have seen nothing yet to indicate that the farmers’ 
self appointed friends in Congress have changed their views, 
but perhaps even these may do so when they see that the 
farmers, as represented by the results of the Washington 
conferences referred to, are not impressed. The senators 
and representatives who have been howling for reduced 
rates for the farmer are not especially interested in that 
plea; they have merely been seeking something that would 
hold the attention of their constituents. When they see that 
those constituents are not interested they will change to 
some other issue. Anything will do. They have no com- 
punctions about what it may be. Freight rates will do 
when the audience is attentive, but if attention wanders 
they can put on some other stunt. There is no one more 
versatile than a senator or a congressman who is after votes. 
We have hopes that we shall hear less in Congress about 
this freight rate remedy for the suffering farmer. We give 
here a few figures—emanating from railroad sources, to 
be sure—for the edification of these gentlemen who mis- 
represent us in Congress. 

A reduction of ten per cent in freight rates on agricul- 
tural products would save the average wheat grower of the 
nation the sum of $6.30 a year. According to the statistics 
of the Interstate Commerce Commission the railroads re- 
ceived $126,000,000 in 1922, the last year for which total 
statistics are now available, for transporting the American 
wheat crop from the point of production to the ultimate 
consumer. The production in 1922 was 862,000,000 bushels, 
sixty-five per cent of which, or 560,000,000 bushels, was 
transported by rail. The freight cost to the average grower 
was $63. If a ten per cent reduction in rates were granted, 
the saving would be $6.30 to each grower. If the American 
wheat producer is facing bankruptcy, as some assert, surely 
help amounting to only $6.30 a year would not avail. If the 
reduction were twenty per cent he would benefit to the 
extent of $12.60 a year. If it were thirty per cent his gain 
would be $18.90 a year. How much good would that do 
him? 

That the farmers have suffered greatly from the defla- 
tion of prices since the war is not denied. No one, we fancy, 
regrets this more than the managers of the railroads, be- 
cause it is to their selfish interest that the farmer prosper, 
but it is manifestly unfair to charge the railroads with re- 
sponsibility for the unfortunate condition in which the wheat 
grower finds himself. Radical politicians charge that freight 
rates are responsible for the lack of prosperity on the farm. 
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should 

appreciate the wealth 

of the Illinois - St. Louis 

territory. Few sections 

offer such diversification of interests as 

this part of the Middle West served 
by the Illinois Traction System. 

St. Louis, to which this railway has 

the only independent entrance, is the 

outstanding market place for the great 

South West. Central Illinois, with its 

coal deposits, agricultural and mant- 

facturing resources, offers a contented 

community of buyers. 


The Illinois Traction System, as the 





map indicates, thoroughly covers this 
territory. It is equipped to handle 
freight in car lots, as well as package 
shipments to and from practically any 
point in the United States. 

Standard equipment, through rates 
with 800 railways, physical connection 
with steam lines and track connections 
to the principal industries make this 
possible. To this, add personal attention 
from the Traffic Department to all 
freight business offered this railway 
and you have a service that appeals 
to the shipper consigning to or from 
this Middle West territory. 
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They make no complaint against the American Bell Tele- 
phone Company, which pays its stockholders nine per cent 
dividends, although the farmer is paying a much higher 
rate for his telephone service than he did before the war; 
they make no complaint of the Ford Motor Car Company, 
which derives most of its profits from its sales to farmers, 
and which enjoys a much higher return on its investment 
than does any railroad; the big mail order houses made 
more money last year than they have made since 1920 and 
90 per cent of their patrons live on farms. Yet we do not 
hear Senator Capper, in whose periodicals the mail order 
houses advertise heavily, declaring that these concerns are 
profiteering off the farmer. We find no fault with the 
earnings of any one of these concerns, but it is a fact that the 
expenses of the average farmer would be reduced to a much 
larger extent by a reduction of ten per cent in the prices he 
pays these three concerns than he would be by abolishing 
all the profits the railroads earn from the transportation of 
all products of the farm. 


Of vastly more importance to the farmers and all who 
use the railroads than the freight rate they pay, is the 
character of the service they receive. Last year the service 
furnished the American farmer by the railroads was superior 
to any they ever previously received. This did not merely 
happen. It was due to a well developed program adopted 
by the railroads to furnish the country adequate transporta- 
tion. It required intelligent cooperation by the roads and 
the constant watchfulness' of the. car service division, to- 
gether with the investment of millions of dollars in new 
equipment and betterments. 


Compare the record of service in 1923 with that of any 
preceding year since government operation ceased, and you 
may understand how necessary it is to enable the roads to 
maintain their equipment if they are to come anywhere near 
meeting the demands on them. In the three years from 
January 1, 1920, to December 31, 1922, the roads retired 
61,652 more freight cars than they put into service. This 
was due to the fact that their net earnings were so low that 
they had neither the cash nor the credit with which to buy 
new locomotives and freight cars. Is it any wonder, con- 
sidering the constant growth of business, that the nation 
suffered from inadequate transportation service in these 
years? The situation was finally met by the issue of short 
time equipment certificates and the improvement program of 
1923 decided on. In 1923 approximately 200,000 new freight 
cars and 4,000 locomotives were put into service. Notwith- 
standing this addition to railway equipment the roads had 
in actual service only a few thousand more cars at the end 
of the year than they had when the year began. It ought 
to be obvious that we may not expect the transportation 
plant to be maintained in good condition without the con- 
tinual investment of new capital, and it goes without saying 
that this new capital cannot be obtained unless those who 
furnish it have some assurance that a reasonable return will 
be paid. 

The railroads earned, as a whole, a little over five per cent 
on their valuation last year, but this was the first year since 
the war in which they were able to earn anything approach- 
ing what they must have if they are to continue their present 
service. At least thirty-seven out of the seventy-seven 
Class one roads in the western group have not had net earn- 
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ings in the last three years sufficient to meet their interest 
requirements, and yet, in the face of this condition, Senator 
LaFollette has introduced a bill directing the Commission 
to reduce rates on farm products to the pre-war level. If 
this man knows anything about railway conditions, he ought 
to know that the passage of this bill would bankrupt practi- 
cally every railroad in the western group. 

It is a fact that the owners of railway securities have not 
benefited from the increased rates granted in 1920. Every 
dollar and more of increased earnings has been consumed 
by increased operating expenses, such as labor, fuel, and 
taxes. Indeed, the railroads as a whole, in 1923, had $265,- 
000 a day less for interest and dividends than in 1916, when 
freight rates were the lowest in the history of the country— 
and this, notwithstanding the fact that they have invested, 
since 1916, something like four billions of new money on 
capital account. 

The railroads have made no plea for special consideration, 
but they cannot be blamed for devoutly hoping that the day 
will speedily come when, in the language of Director General 
Davis, the railroad question will be looked on as a great 
economic problem rather than as a matter of politics. In 
the light of almost four years of actual experience, the 
transportation act of 1920 is generally believed to be a piece 
of constructive railway legislation. Its provisions are not 
so much in the interest of the railroads as in the interest of 
the people, for, with the observance of these provisions, the 
people will have a guaranty of adequate transportation in 
the years to come. It is impossible under this law for. the 
railroads to earn more than a reasonable return; therefore, 
unjust or exorbitant rates are out of the question, generally 
speaking. That rate adjustments will be necessary in 
specific cases is, of course, not denied. These, however, 
the Commission is instructed to make without infringing 
the fundamental principles on which the law is based. 


SHADES OF FINNEGAN 

All the humor has not disappeared from the railroad busi- 
ness. Everybody has heard of the famous section boss 
«message to his superior—“Off again, on again, gone again, 
Finnegan.” But that was probably fiction. Here is a real 
one sent to us by one of our readers, out of his actual recent 
experience: “Freight train wrecked; wrecker started out 
to pick up wreck; wrecker was wrecked on way to wreck; 
A. B. C. borrowed X. Y. Z. wrecker to pick up their 


wrecker; X. Y. Z. wrecker was wrecked twice before it 
got to wreck.” 


RAILROAD REVENUE IN 1923 


“Class I railroads representing a total mileage of 235,667 
miles, earned in 1923 an annual rate of return of 5.10 per cent 
on their tentative valuation as fixed by the Interstate Commerce 
Commission for rate making purposes including additions and 
betterments up to January 1, 1923, according to complete reports 
for the year filed with the Commission,” the Bureau of Railway 
Economics said in a statement, continuing as follows: 


In dollars this represents a net operating —_ of $977,543,590. 
In the Eastern District the rate earned was 5.40 per cent; in the 
wn District, 5.84 per cent and the Western District, ‘4.57 per 
cen 

These tabulations were compiled by the Bureau of Railway 
Booqessite from reports filed with the Commission by the carriers. 

The same roads in 19223, earned a net epee: income of 
$776,880, 592, which was at the annual rate of return of 4.14 per cent. 

The net operating income is what is left of the revenues after 
the payment of operating expenses, taxes and equipment rentals, but 
before interest and other fixed charges are paid. 

Operating revenues of the Class I carriers in 1923, according to 
the complete reports for the year, amounted to $6, 356,883, 424, an 
increase of $736,481,703, or 13.1 per cent over the year before, while 
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their operating expenses amounted to $4,944,011,124 or an increase of 
$486,388,653 or 10.9 per cent. 

the total operating revenues for the year, those derived from 
freight totaled $4,624,390,900 or an increase of 15.3 per cent over 
those for 1922. assenger revenues for the year totaled $1,147,751,691 
or an increase of 6.6 per cent. 

I carriers in 1923, expended for maintenance of way and 
structures $821,380,867, an increase of $85,199,655 or 11.6 per cent over 
such expenditure in 1922. For maintenance of equipment in order to 
meet the heaviest demand for transportation in the history of the 
nation, $1,474,931,328 was spent, an increase over the year before of 
$214,934,414 or 17.1 per cent. 

The cost of operating trains in the year in order to move the 
recorg amount of traffic handled, including wages of employees used 
in the transportation service, fuel and other supplies, totaled 
$2,350,988,604 compared with $2,176,016,899 for 1922, or an increase of 
$174,971,705 or 8 per cent. 

Reports showed that the Class I railroads in 1923, paid $336,- 
399,600 in both state and federal taxes. This means that the Class 
I railroads, for taxes alone in the past year — out daily an average 
of nearly $922,000. Compared with 1922, the amount expended for 
taxes was an increase of $30,920,083 or 10.1 per cent. 

Tabulations as to the tentative valuation of the carriers ac- 
cording to the various sub-districts are not compiled by the Interstate 
Commission, but compilations by the Bureau of Railway Economics 
show the annual rate of return for the carriers for the twelve 
months in 1923, based on their property investment, to have been 
4.47 _— cent. 

rnings by sub-districts for the year 1923, with the percentage 
of return based on property investment in each district follows: 

New England Region .............+8- $ 21,700,487 2.30 

GORE EOMOS TIGBION ooo cccicccescccce 191,212,818 5.36 


Ohio-Indiana-Allegheny ............... 212,723,389 4.81 
WOCRTIOTUEE TRGMION occ cc cc ccccccccsccs 47,696,463 5.73 
DE EEE cls circncccccecesewes 129,749,050 4.95 
Northwestern Region .............e+8. 112,130,409 3.42 
Centralwestern Region ..............- 186,677,198 4.49 
Southwestern Region ........eccececes 75,653,776 3.67 


Class I railroads in the Eastern District, according to complete 
reports, had a net operating income in 1923, of $473,333,157, which 
was at the annual rate of return of 5.40 per cent on their tentative 
valuation as fixed by the Interstate Commerce Commission for rate 
making purposes. his compared with a net operating income in 
1922, of $342,447,567 or 4 per cent. Freight traffic in the Eastern 
District, in 1923, according to complete reports, was approximately 
27 per cent over 1922, when freight traffic, particularly in the East, 
was affected owing to the strikes of both coal miners and railway 
shopmen. Operating revenues of the Eastern carriers totaled $3,217,- 
493,066, an increase of 164% per cent over the year before, while operat- 
ing expenses amounted to $2,537,427,286 or an increase of 13.1 per 
cent over 192 

Complete reports showed that the carriers in the Southern Dis- 
trict in 1923, had a net operating income of $129,749,050, which was 
at the annual rate of return of 5.84 per cent. The net operating 
income of the Southern roads in 1922, was $109,992,301 or 5.06 per 
cent. ae traffic on the Southern roads in the year showed an 
increase of 18.9 per cent over the preceding year. Operating 
revenues of the Southern roads in 1923, totaled $808,320,846, an in- 
crease of 13% per cent over the year before, while operating expenses 
totaled $627,797,952, an increase of 13.1 per cent. 

ers in the Western District, according to complete reports, 
had a net operating income in 1923, of $374,461,383, which was at 
the annual rate of return of 4.57 per cent compared with $324,440,724 
or 4.03 per cent in the preceding year. Freight traffic in the Western 
District showed an increase o 16% per cent over 1922. Operating 
revenues for the roads in that istrict totaled $2331,069,512, an 
increase of 8.6 per cent over 1922, while their operating expenses 
vs = $1,778,785,886, or an increase over the year before of 
.2 per cent, 
or the month of December alone, Class I carriers earned an 
annual rate of return of 4.43 per cent, which in dollars represented 
a net operating income of $69,580,697 compared with $79,037,486 in 
a 1922, or a return on their tentative valuation of 5.14 
per cen 

Operating revenues of the carriers in December, totaled $494,456, - 
428, a decrease compared with December the year before, of 3.7 per 
cent, while their operating expenses totaled $388,231,951 or a decrease 
compared with the same month in 1922, of 4.1 per cent. Carriers in 
the Eastern District had a net operating income in December, of $27,- 
781,828, which was at the annual rate of return of 4.32 per cent 
compared with $33,491,345, or 5.33 per cent in the same month the 
preceding year. In the Southern District the carriers had a net 
sporting. income of $11,463,778 or 4.83 per cent compared with $13,- 
118,184 or 5.64 per cent the year before, while in the Western District 
the net operating income for December, 1923, was $30,335,361 or 4.41 
—— In December, 1922, it amounted to $32,427,957 or 4.80 per 
cen 


Forty-nine Class I railroads in December, operated at a loss, 
according to the reports, of which twenty-three were in the Eastern 
District, six in the uthern and twenty in the Western. In Novem- 
ber, twenty-four roads had operating deficits. 


FREIGHT TRAFFIC IN 1923 


“An unprecedented volume of freight traffic was carried by 
the railroads in 1923, according to complete reports for the 
year filed by the carriers with the Bureau of Railway Econom. 
ics,” the Bureau said in a statement, continuing as follows: 


These showed that in 1928 the traffic amounted to 457,589,846,- 
000 net ton miles, exceeding by 10,311,636,000 net ton miles or 2.3 
per cent the total for 1920, which marked the previous record 
year. 

Compared with 1922, this was an increase of 81,637,920,000 
or 21.7 per cent. It was also an increase of 17,588,132,000 net ton 
miles or 4 per cent over 1918, when freight traffic was greatly 
stimulated | the war. 

In the Eastern District alone, freight traffic amounted to 
236,963,042,000 net ton miles, which was an increase of 4.3 per 
cent over 1920 and an increase of 27.1 per cent over 1922, when 
freight traffic, particularly in the East, was reduced somewhat 
due to strikes of both coal miners and railway shopmen. Freight 
traffic on the railroads in the Southern District amounted to 
61,232,629,000 net ton miles, an increase of 9.2 per cent over 1920, 
and an increase of 18.9 per cent over 1932, while in the Western 
District it amounted to 159,394,175,000 net ton miles, which was 
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a decrease of 2.7 per cent under 1920, but an increase of 15% per 
cent over 1 


For the month of December alone freight traffic on the rail- 
roads amounted to 38,418,537,000 net ton miles or 7.9 per. cent 
under the same month in 1922. In the Eastern District, a decrease 
compared with the same month the year before of: more than 
6 per cent was reported, while the Southern and Western dis- 
tricts both reported decreases of more than 9 per cent. 

A new high record was also made in 1923 in the average 
daily movement per freight car, the average for the year being 
27.8 miles per day. This exceeded by 1.7 miles the best previous 
average, which was that for 1917, while it also exceeded by 2.7 
miles the average for 1920. Compared with 1922, it was an 
increase of 4.3 miles. 


In computing the average movement per day, account is 
taken of all freight cars in service, including all cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on side tracks for which no 
load is immediately available. 


The average load per freight car in 1923 amounted to 27.9 
tons, which was an increase of one ton over the average for 
1922, but a decrease of 1.4 tons under 1920, when the average 
was 29.3 tons, the greatest for any year on record. 


D. T. & Il. EARNINGS 


Henry Ford’s Detroit, Toledo & Ironton railroad had a net 
railway operating income of $1,786,924 for 1923, an increase of 
$1,945,908 over 1922, when there was a deficit, according to the 
company’s report filed with the Commission. 

Operating revenues for the year were $10,417,412, an in- 
crease of $1,412,938 over 1922, while expenses were $6,766,472, 
a decrease of $737,170 as compared with 1922. 

Maintenance of way expenses in 1923 showed a reduction 
of $252,128 as compared with 1922, while maintenance of 
equipment expenses were reduced $691,243 as compared with 
1922. 

For December there was a deficit of $8,367 as compared with 
a net railway operating income in December, 1922, of $147,940. 

Operating revenues for December were $783,367, an increase 
of $21,756 over December, 1922, and expenses were $641,047, an 
increase of $216,885 over December, 1922. 


REVENUE TRAFFIC STATISTICS 


Freight revenue amounted to $394,815,502 in November as 
compared with $388,962,848 in November, 1922, and $4,270,428, 
484 for the eleven months ended with November as compared 
with $3,635,734,937 for the same period of 1922, according to 
revenue traffic statistics compiled by the Bureau of Statistics 
of the Commission from 162 reports representing 177 class I 
roads, exclusive of switching and terminal companies. 


Passenger revenue amounted to $87,131,638 in November as 
compared with $84,805,670 in November, 1922, and $1,046,240,252 
for the eleven months as compared with $977,164,950 for the 
same period of 1922. 


Revenue tons carried amounted to 191,938,000 in November 
as compared with 188,046,000 in November, 1922, and 2,145,- 
377,000 for the eleven months as compared with 1,647,134,000 
in the same period of 1922. 


Revenue tons carried 1 mile totaled 34,833,656,000 in No- 
vember as compared with 34,718,945,000 in November, 1922, 
and 382,975,391,000 for the eleven months as compared with 
307,196,606,000 for the same period of 1922. 


Revenue per ton-mile averaged 11.33 mills in November as 
compared with 11.20 mills in. November, 1922, and 11.15 mills 
for the eleven months as compared with 11.84 mills for the 
same period of 1922. 


Revenue per ton per road averaged $2.06 in November as 
compared with $2.07 in November, 1922, and $1.99 for the eleven 
months as compared with $2.21 for the same period of 1922. 

Revenue per passenger-mile averaged 3.076 cents in Novem- 
ber as compared with 3.071 in November, 1922, and 3.008 cents 
for the eleven months as compared with 3.016 cents for the 
same period of 1922. : 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight’ cars in the period 
January 23-31, inclusive, was 169,036 cars as compared with 
236,174 cars in the preceding period, while the average daily 
shortage was 4,598 cars as compared with 2,484 cars in the pre 
ceding period, according to the car service division of the 
American Railway Association. 

The surplus was made up as follows: box, 96,616; ven- 
tilated box, 158; auto and furniture, 4,641; total box, 74,415; 
flat, 3,970; gondola, 38,712; hopper, 28,866; total all coal, 67, 
578; coke, 473; S. D. stock, 13,857; D. D. stock, 686; refrig- 
erator, 7,769; miscellaneous, 288; total, 169,036. 

The shortage was made up as follows: Box, 1,594; auto 
and furniture, 84; total box, 1,678; flat, 258; gondola, 517; 
hopper 1,877; total, all coal, 1,894; S. D. stock, 251; D, D. stock, 
246; refrigerator, 245; tank, 23; miscellaneous, 8; total, 4,598. 

Canadian roads reported a surplus of 13,700 box, 2,050 flat, 
2,000 gondola, 1,700 S. D. stock, and 350 refrigerator cars, mak- 
ing a total of 19,800 cars. They reported a shortage of 500 
auto and furniture cars. 
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Current Topics 
in Washington 


The. Senate’s Denby Resolution.—Apotheosis of hypocrisy 
took place in the Senate when that body adopted a resolution 
calling on President Coolidge to dismiss Secretary Denby. Those 
who think ill of the Senate can easily catalogue a dozen facts 
or considerations to show the hypocrisy of that body. The 
enumeration of only a few will serve to illustrate the point. 
The first is that every man who voted for the resolution (unless 
Magnus Johnson be an exception) knew that no President of 
the United States eyer acknowledged that the Senate has a 
right to advise him about the dismissal of anyone in the ex- 
ecutive branch of the government. Every one knew that Presi- 
dent Madison rebuked the Senate for undertaking to instruct 
the head of the executive branch of the government, and 
Grover Cleveland, a man with the stiffest backbone ever known, 
flatly told the Senate that he would give no heed to advice 
from it. The Presidents mentioned were not of Coolidge’s po- 
litical faith. One member of their party, Senator Bruce, of 
Maryland, voted to keep the Senate from doing the things that 
James Madison and Grover Cleveland told the Senate it had 
no legal warrant for doing. Ten of the senators calling them- 
selves members of the party of which the President is a 
member voted for the resolution. Its adoption was the epiphany 
of La Follette, the acknowledgment of his leadership by the 
party which lately followed Woodrow Wilson, and the triumph 
of government by leather-lung and loose-jaw, as the event was 
viewed by those who believe the American form of government 
composed of three distinct branches is the most distinct ad- 
vance made in the science of government in all time. Arith- 
metically, the Senate constitutes something less than one-sixth 
of the government of the United States. The President con- 
stitutes one-third. The Senate is one-half of the body, which, 
when the President approves, can write a statute on the books. 
If the President were deprived of the power of veto, it would 
constitute exactly one-sixth. Yet it volunteered what it hoped 
would be controlling advice to one-third. The Constitution says 
the President, by and with the advice and consent of the Senate, 
may appoint men to places in the executive branch of the gov- 
ernment. Not a word does it say about advice and consent 
for their removal. In polite form the President told the public 
that no official recognition could be given to the Senate’s opinion. 
In passing, he also pointed out the method provided by the 
Constitution by which the Senate could have a small part in 
the removal of an officer in the executive branch, which is 
impeachment by the House of Representatives, trials by the 
Senate, which, when it sits as a court to try articles of impeach- 
ment, is under the presidency of the Chief Justice of the United 
States. A resolution is the method provided by the leather-lung, 
limber-jaw form of government: The hypocrisy of the act con- 
sists, im part, of the pretense of a right to express an opinion 
on the subject of the qualification of Denby to continue in 
office, after the right of removal “by address” was distinctly 
rejected in the convention that framed the Constitution. Every 
man (with the possible exception of Magnus Johnson) who 
voted for the resolution, knew the fact about the debates in 
the constitutional convention, and the position taken by James 
Madison and Grever Cleveland. The facts had all been men- 
tioned in the debates on the resolution. President Coolidge, in 
his statement to the public—not to the Senate, because telling 
it to the Senate would have- been akin to recognizing the point 
as one to be talked about—implied that he did not know 
whether the naval reserve leases were or were not illegal. He 
was waiting for his special counsel to advise him on: that point. 
He did not favor lynching Denby first and then trying him to 
find out whether he was guilty or innocent. As those who 
disagree with the Senate view the matter, it was a great victory 
for lynch, law, even if the more serious phase of the matter— 
that of disregard for the rule that keeps the three branches 
of the government distinct from each other—be-brushed aside 
as of no account. 





Fuel Industries Rejoice.—There is some joy in life these 
days for the fuel industries of the country, particularly coal. 
While the Senate is playing politics around the. Teapot Dome, it 
is not trying: to regulate the coal. industry;- hence the joy in 
that quarter.. While it is suspected that the oil industry is not 
inclined to rejoice over the discredit brought to it by what has 
been done; there is-a suspicion that it can bear the ills it has 
with much less fatigue tham would afflict it if it were trying 
to defeat legislation’ that would subject it to efficient coddling 
by the Federal Trade Commission. The coal people have been 
laughing ‘in their sleeves over the discomfiture of the now de- 
funct United’ States Coal Commission at the hands of the Fed- 
eral Trade Commission, a wholly sympathetic body. The coal 
commission, in its report, devoted much space to recitals about 
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profiteering in hard coal, while the strike was on in 1922. 
Madiera, Hill and Company, large operators and wholesalers, 
were cited as among the bad ones. That was fine for the Fed- 
eral Trade Commission. With great alacrity it hopped in and 
made complaint against Madiera, Hill and Company. It has 
recently made a report in which it had to say bluntly that none 
of the things said by the coal commission to be facts could 
be made to stand up, either by the testimony of its own agents 
or the testimony of the Pennsylvania Fair Price Committee. It 
had to “throw down” the coal commission’s report which put 
Madiera, Hill and Company at the head of the list of bad actors. 
The report had to say that the things alleged were not true. 
The trade body could not even give a Scotch verdict of “guilty 
but not proven.” The suspicion that the retail dealers are the 
ones who are getting the large profits in the coal business, the 
coal commission did not touch. A coal traffic manager sug- 
gested that no one could expect. a government body, composed 
of men who think in terms of votes, to criticize a body of men 
numbering 40,000, which is the number of the retail coal deal- 
ers. It was suggested that it was much better politics to stamp 
hard on 1,400 or 1,500 operators, because they could not fight 
back as vigorously as the 40,000 retail dealers, many of which, 
especially in the small towns, were also in politics as well as 
in coal. 





It Is to Laugh.—Railroad labor leaders representing the 
trainmen, conductors and clerks furnished a laugh this week. 
They appeared before the Senate committee considering the 
nominations of Atlee Pomerene and Silas H. Strawn to be gov- 
ernment counsel to conduct the Teapot Dome prosecutions (if 
there are to be any) to oppose Pomerene. With perfectly 
straight faces, after they had made their appearance, they told 
the newspaper men that they opposed Pomerene “on the ground 
that he had not had sufficient experience in handling that sort 
of litigation.” No one, of course, was impolite enough to recall 
the position they took against Pomerene when the latter was 
a candidate for the Senate in 1922. They opposed him because 
of his “bad” labor record, in connection with the Esch-Cummins 
bill. He favored legislation that would make organized labor 
as amenable to the law as any other class of citizens. The 
labor leaders made a fight against Pomerene which resulted in 
his running ahead of his ticket, if recollection on that point is 
accurate. Pomerene refused to bow the knee to the Sanhedrin 
of labor leaders gathered in Washington, and that is a serious 
offense, always, in the eyes of the organizations of special in- 
terests with headquarters in Washington. Speaking of “special 
interests,” which are always lambasted by so-called progressives, 
there is none more tyrannical than that of the national and 
international labor unions. No other “special interest,” it is 
believed, has such diligent and industrious representation in 
Washington as organized labor. It uses no ‘such things as 
“insidious lobbyists.” It uses an ax. One of its messengers, 
a short time ago, tried to make an elevator conductor on the 
Senate side of the Capitol carry him, against the rules, to the 
gallery floor of the Senate while that body was in executive 
session. “Why,” he exclaimed, “I am from Senator La Follette’s 
office,” as if that were all that was necessary to break down 
even that ancient rule and tradition of the Senate—that out- 
siders must be kept at a distance when the Senate sits as an 
executive and not as a legislative body. 





Old Senate Customs and Rules.—The Senate has changed 
a good deal since its birth in 1789: For instance, in the old 
days senators jumped at a chance to become governors of 
states or even mayors of cities. Now the inclination is the 
other way. In that respect—esteem of men in public life or 
getting into it—the Senate has grown. In the first five or six 
years all the sessions of the body were in secret, both legis- 
lative and executive. Now the tendency is to have open ex- 
ecutive sessions. In the Spanish war period -a few secret legis- 
lative sessions were held by both House and Senate, for con- 
siderations that are believed to be obvious. - The whole tendency 
has been away from secrecy, as in every other governmental 
body, except, possibly, the Shipping Board. The rule that has 
wholly disappeared, leaving no trace, was the unwritten one 
that no senator should think of addressing the Senate in the 
first Congress in which he should sit. That, as a rule, required 
the new man to keep quiet and listen for two years. Less than 
twenty-five years ago it was still considered a piece of news 
to announce that on such and such a day Senator Soandso 
would make his “maiden” speech. It was always his “maiden” 
speech—never his first or anything of that kind. The _ theory 
was that it would take a new man about two years in which 
to learn enough to make it worth while for anyone to listen 
to him. However, that was before the. invention of speeches 
for Buncombe County. Now, the speech that is made for the 
enlightenment of other members of the Senate is the exception 
They are all either for. the immediate gallery or for constituents: 
Buncombe is a county in one of the Carolinas. Talking for 
Buncombe County was the invention of a Carolinian and his 
performance brought the name of his county into a-sense almost 
as obnoxious as that of “propaganda,” which is merely the Latin 
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word used east of the Engliish Channel to mean the same as 
advertisement, to create a favorable state of the public mind 
toward certain goods or a certain proposal as to governmental 
policy. 





Heavy Loading Here Again.—The new heavy loading record 
made in the week ended February 2—929,936 cars, the heaviest 
ever in any January, February, or March, except the last week 
of March last year—has suggested to those who remember the 
curves platted by those who believed there would be a perma- 
nent depression after the heavy loading in 1920, that, after all, 
the man who warned his fellow citizens never to discount their 
country—perhaps it was E. H. Harriman—was a much better 
economist than those who make a living as economists. The 
latter said (quoting from memory) that the loading in 1920 
would not be duplicated again until about 1927. Almost before 
their ink was dry they were shown to be poor prophets. Last 
year looked like one that, vernacularly speaking, would hold us 
a while. Now it looks as if it might be exceeded very early 
in this year. A further thought along that line is that the 
railroad men who were inclined to shiver when they thought 
of automobile trucks should have remembered how vain were 
the fears of the wheelwrights who thought they would all have 
to go to the poorhouse when the locomotive appeared. The 
printers thought the same thing when te type-Ssetting machine 
came into use thirty-odd years ago. The scriveners bemoaned 
their fate when the typewriter made its appearance, and un- 
doubtedly the pony messengers felt fate had been unkind to 
them when Morse began saying things by means of wires 
transmitting interrupted currents of electricity. Now there are 
many more wagons than there were when the engine was in- 
vented. The same is true respecting printers and men and 
women who practice penmanship by means of typewriters. The 
truck is relieving the railroad of burdensome less-than-carload 
freight and the radio points the way to talking without the 
use of wires—a thing that will be done just as soon as com- 
merce is willing to pay for machines that will keep messages 
in secret channels instead of broadcasting them for the tickling 
of the ears of all willing to fiddle about with crystals, cat 
whiskers, tubes, grid leaks, variocouplers, and the other things 
needed in a radio “hook-up.” “Million a week loadings, many 
believe, will soon become exceedingly modest performances. 
Heavy leading and elimination of delays in yards and at the 
terminals will make such loadings easy, without a corresponding 
increase in the number of cars and engines. 





McAdoo and La Follette.—The psalmist’s declaration about 
there being no end to the making of books, it is believed, ap- 
plies with equal force to the making of presidential tickets. 
This is the political climax year. In view of declarations made 
by McAdoo and La Follette this week in connection with the oil 
scandal, there is a suggestion that a ticket composed of McAdoo 
and La Follette might show strength. In his letter asking for 
the call of a conference of McAdoo leaders to determine whether 
he was fit, nothwithstanding his Doheny employment, to stand for 
the.leadership, he said those who knew him knew that if he had 
the power he would scourge the grafter and faithless servants 
and drive them from every bureau and department of govern- 
ment and punish them to the utmost limit of the law. He said 


the powerful financial influences which he had to fight for six. 


years while secretary of the treasury, “unscrupulous railroad 
offidials who have filed false claims against the government, 
the bosses and other simister influences, are determined to con- 
trol the government at any cost. They are arrayed against me 
to a man because they fear to have a man in the Presidency 
who knows them and their methods and who cannot be swerved 
from the path of duty and justice. * * * We must all fight 
and sacrifice to the limit of human capacity the vicious and 
sinister combination of finance, transportation, bosses and graft 
which has destroyed confidence in government and will destroy 
democracy itself unless it is whipped into oblivion.” The 
thought is that, as La Follette talks:much the same way, inas- 
much as he started the investigation that uncovered the oil 
scandal into which McAdoo’s name was dragged by means of 
a question propounded by Senator Lenroot at the suggestion of 
Senator Reed of Missouri, a rival of McAdoo for leadership, a 
ticket composed of McAdoo and La Follette would enable any 
oorganization backing it to meet all objections by having an 
objector look at La Follette if he objected to McAdoo and at 
McAdoo if he objected to La Follette. They, in the language of 
other days, might be expected to “turn the rascals out.” 
A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended February 2 totaled 
929,936 cars—the largest number of cars ever loaded in any week 
in any year in the months of January, February or March, with 
the exception of the week ended March 31, 1923, when the 
total was 938,725 cars, according to the weekly loading state- 


ment of the car service division of the American Railway Asso- 
ciation. 
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Thus far this year revenue freight loading is approximately 
53,000 cars ahead of that for the same period of 1923. 

The loading of forest products—80,132 cars—was the highest 
on record for any week except that ending April 21, 1923, when 
the total was 80,140 cars. 


Coal loading is expected to affect the total loading this year, 
If there is no strike in the bituminous fields, it is expected 
that coal loading will decrease, whereas if no agreement is 
reached by the operators and miners in conference at Jack- 
sonville, Fla., a marked increase in loading will result in the 
period that will intervene between the time of failure to nego- 
tiate a contract and April 1 when the present contract expires. 


However, the general belief is that there will be no strike this 
year, 


Loading by districts the week ended February 2 and for the 
corresponding week of 1923 follows: 

Eastern district: Grain and grain products, 8,909 and 6,578; live 
stock, 3,752 and 2,868; coal, 54,982 and 54,317; coke, 2,979 and 3,220; 
forest products, 7,592 and 6,292; ore, 1,085 and 1,972; merchandise, 
L. C. L., 65,218 and 55,361; miscellaneous, 83,996 and 77,648; total, 
1924, 228,513; 1923, 208,256; 1922, 190,898. 

Allegheny district: Grain and grain products, 2,601 and 2,939; live 
stock, 2,961 and 2,768; coal, 51,947 and 54,350; coke, 6,167 and 6,951; 
a products, 3,568 and. 3,672; ore, 2,636 and 2,241; merchandise, 


yn. , 47,286 and 44,211; .miscellaneous, 70,003 and 70,839; total, 
1924, 187,169; 1923, 187,971; i922, 152,832. 

Pocahontas district: Grain and grain products, 286 and 192; live 
stock, 77 and 60; coal, 27,567 and 21,672; coke, 364 and 6534; forest 
products, 1,677 and 1,404; ore, 125 and 202; merchandise, L, C. L., 
6,652 and 5,875; miscellaneous, 3,956 and 3,818; total, 1924, 40,698; 
1923, 33,757; 1922, 32,749. 

Southern district: Grain and grain products, 4,733 and 3,573; live 
stock, 2,117 and 2,399; coal, 26,129 and 25,581; coke, 1,085 and 1,318; 
forest products, 24,366 and 22,270; ore, 1,568 and 1,358; merchandise, 


L. C. L., 39,822 and 37,978; miscellaneous, 44,256 and 43,682; total, 
1924, 144,076; 1923, 138,159; 1922, 112,633. 

Northwestern district: Grain and grain products, 15,669 and 14,455; 
live stock, 10,599 and 10,433; coal, 9,458 and 8,125; coke, 1,452 and 
eg forest products, 24,103 and 21,057; ore 706 and 1,083; merchandise, 


Cc. L., 27,718 and 25,616; miscellaneous, 34,159 and 31,815; total, 
1924, 123,865; 1923, 114,241; 1922, 92,602. 

Central Western district: Grain and grain products, 15,678 and 
10,323; live stock, 11,312 and 11,985; coal, 22,530 and 21,782; coke, 295 
and 406; forest products, 9,892 and 7,786; ore, 2,779 and 2,952; mer- 
chandise, L. C. L., 34,563 and 33,621; miscellaneous, 46,005 and 41,785; 
total, 1924, 143,054; 1923, 130,640; 1922, 117,036, 

Southwestern district: Grain and grain products, 5,775 and 3,635; 
live stock, 2,428 and 2,355; coal, 6,342 and 4,598; coke, 165 and 101; 
forest products, 8,934 and 7,316; ore, 607 and 461; merchandise, L. C. 
i, 14,719 and 13,794; miscellaneous, 23,591 and 20,130; total, 1924, 
62,561; 1923, 52,390; 1922, 49,145. 


Total, all roads: Grain and grain products, 53,645 and 41,695; live 
stock, 33,246 and 32,868; coal, 198,955 and 190,425; coke, 12,507 and 
14,187; forest products, 80,132 and 69,797; ore, 9,506 and 10,269; mer- 


chandise, L. C. L., 235,979 and 216,456; miscellaneous, 305,966 and 
289,717; total, 1924, 929,936; 1923, 865,414; 1922, 747,895. 


NUMBER OF CARS AND TRUCKS 


There were in operation in the entire world on January 1, 
1924, approximately 18,100,000 passenger cars and motor trucks 
and 1,075,000 motor cycles, calculated on the basis of a com- 
pilation made by the Automotive Division of the Commerce De- 
partment. 

The world’s automotive population at the end of 1923 in- 
cluded 15,763,281 passenger cars, 2,345,850 trucks, and 1,077,935 
motor.cycles. The total of the three groups was 19,187,066. 

In the United States the approximate total of cars and 
trucks was 15,280,000, and of motor cycles 172,000. The more 
detailed figures are as follows: Passenger cars, 13,484,939; 
trucks, 1,796,356; motor cycles, 171,568. 

‘The total world registration of cars, trucks and motor cycles 
last year was placed at 15,505,788, and the increase during 1923 
accordingly was 3,681,278. The registration in the United States 
at the end of 1922 was 12,567,376, and its growth during 1923 
was 2,885,487, or approximately four-fifths of the world increase. 

The significance of these figures is best shown in the fol- 
lowing comparisons: 

The United States has 80 per cent of all the passenger cars, 
trucks and motor cycles in the world. 

Out of every six passenger cars and trucks in the world 
the United States has five. 

In the world there are more than six times as many pas- 
senger cars as trucks. In the United States this ratio is 7.5 to 1. 

The increase during 1923 in all automotive vehicles in the 


world was 23 per cent, and in the United States the ratio was 
the same. 





NEW RECORD IN AUTOMOBILE SHIPMENTS 


The growth of the automobile industry is shown in the 
traffic records of the New York Central Lines. These statistics 
show that the number of cars of automobiles loaded at stations 
on the New York Central Lines exceeded the best previous 
reeord, which was made in April, 1923, by more than a thousand 
cars. In January, 21,948 cars were loaded with automobiles at 
stations on the New York Central Lines, which was an average 
of 844 cars daily as compared with a daily average of 832 in 
April, 1923. In the last ten days of January the daily average 
was 982 cars as compared with 909 cars for the last week of 
April, 1923, previously the high record for a week. Further 
comparisons show that 16,250 cars were loaded with automo- 


bene in January, 1923, and 7,608 in the corresponding month of 
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Decisions of Interstate Commerce Commission 


CHARGES DEMANDED INAPPLICABLE 


The Commission has dismissed No. 14864, Callahan & Sons 
ys. Director-General, opinion No. 9188, 87 I. C. C. 331-2, finding 
charges, On grain shipped from East St. Louis to Louisville and 
reshipped from Louisville to New Orleans, for export, demanded 
by the Director-General on the ground that an undercharge was 
outstanding, were not applicable. The Director-General de- 
manded the return of 18 cents per 100 pounds which he had 
paid out of a rate of 33 cents on the theory that transit on 
export was not permitted and that he would have to charge the 
local rate of 33 cents on grain that was shipped from Louis- 
ville on Which transit had been allowed. Therefore, the Director- 
General argued, the complainant was not entitled to the protec- 
tion of an East St. Louis-New Orleans rate, which the tariffs 
purported to make applicable via Louisville when he equalized 
Louisvile and East St. Louis on that kind of traffic. 

Inapplicability of a 15-cent rate to export grain was argued 
from the fact that transit, by the terms of the tariff, seemed 
to be limited to New Orleans and Mobile “proper.” The word 
proper was employed in the tariffs. The complaint alleged the 
33 cent rate sought to be applied by the Director-General was 
unreasonable, unduly prejudicial and unlawful, because, as a 
rule, export rates were as low as or lower than the local rates. 

The Commission said the word proper was used there to 
limit the delivery of transited grain to New Orleans itself and 
not to points in the New Orleans group such as Algiers, Ames- 
ville. Westwego, Gretna, Harvey and Port Chalmette, to which 
greater serivces would have been required. In view of the 
fnding of inapplicability, the Commission said, it was unneces- 
sary to discuss the other contentions of the complainant. 


COTTON PIECE GOODS ADJUSTMENT 


Components of combination rates on cotton piece goods, 
applying from Mississippi river crossings to Wichita, Kans., have 
been found unreasonable and unduly prejudicial in a report on 
No. 18182, Wichita Board of Commerce vs. Atchison, Topeka 
& Santa Fe et al., opinion No. 9165, 87 I. C. C. 249-56. New 
and considerably reduced rates are to be made not later than 
April 7. They are any-quantity rates. No complaint, the 
Commission said, was made about the components to the Mis- 
sissippi river from the east. 

The complaint attacked the rates from points east of the 
Indiana-Ilinois line, from points in the southeastern and Carolina 
territories and from Memphis, as unreasonable, unjustly dis- 
criminatory, unduly prejudicial to Wichita and unduly prefer- 
ential of Kansas City. Rates on a ton-mile basis no higher than 
those to Kansas City were sought on the allegation that the 
traffic density between Kansas City and Wichita was as great 
as the density east of Kansas City, the claim being limited, of 
course, to territory west of the Mississippi. The Commission 
Was not convinced by the testimony on that point. 


Cotton piece goods are rated fourth class:in Southern, Rule 
% in Official and first class in Western. But the Commission 
fund many commodity rates in the last mentioned territory 
and exceptions to the classification, of third class. From the 
east the component west of the river to Wichita was $1.52 
While the proportional to Kansas City was only 54 cents. The 
local commodity rate from Memphis to Wichita was $1.62 and 
to Kansas City, 84.5 cents. Those rates do not reflect the re- 
ductions of 1922. In disposing of the case the Commission said: 


Kansas City now enjoys a proportional commodity rate on this 
traffic which is equal to the proportional third-class rate and is 91 
per cent of the local commodity rate from St. Louis to Kansas City, 
and a commodity rate from Memphis which is much lower than the 
third-class rate, while Wichita on this through traffic is charged 
from both Memphis and St. Louis commodity rates greatly in excess 
of local third-class rates. While the record does not show that 
Wichita is entitled to the same rate per ton-mile as Kansas City, it 
affords no justification for such a great difference as exists, and 
tates should be maintained to Wichita which are more equitably 
related to the Kansas City rates. Although the rates on this com- 
modity established subsequent to the state of Kansas case, supra, 

d our approval, it is apparent that Wichita was not given the 
‘lief which this record shows it is now entitled to have. 

Defendants assert that any reductions in the rates to Wichita will 
teult in breaking down the rates to other interior points in Kansas 
ind Nebraska. However that may be, shippers are entitled to 
tansportation at reasonable and nonprejudicial rates; and unrea- 
nable or unduly prejudicial rates can not be permitted to stand 
rely because if readjusted other rate readjustments may follow. 

lps Dodge Corp. vs. Director General, 57 I. C. C., 714, 721. 

f We find the rates assailed on cotton piece goods, any quantity, 
‘om Mississippi River crossings, East St. Louis, Iil., to Dubuque, 
pone inclusive, and from Memphis, Tenn., to Wichita, Kans., as 
Thied to through shipments originating at points east of the 

Nois-Indiana state line, points in southeastern and Carolina ter- 
om and at Memphis, are and for the future will be unreasonable 
tL unduly prejudicial to the extent that they exceed or may exceed 
‘85 from the said Mississippi River crossings, East St. Louis to 





Dubuque, and $1.235 from Memphis. 


An order will be entered ac- 
cordingly. 


TRANSIT PREJUDICE 


A finding of undue prejudice has been made in No. 13595, 
Albert H. Buehrle Co. vs. Baltimore & Ohio et al., and six 
sub-numbers thereunder by the same complainant against vari- 
ous combinations of railroads, opinion No. 9179, 87 I. C. C. 303-6, 
as to rates on grain and grain products from points west of 
Youngstown in states other than Ohio to destinations on the 
Franklin division of the New York Central in Ohio and Penn- 
sylvania in the period March to December, 1920, because of 
the failure of the Erie to accord transit at Youngstown, O. 
The Commission denied reparation for lack of proof of damage 
and dismissed the complaints. 

The Commission said that as the New York Central did 
not reach either Akron or Cortland, points alleged to be pre- 
ferred, the rule restricting outbound movements to the Erie 
did not deprive shippers at those points of transit on traffic des- 
tined to points on the Franklin division because the Erie inter- 
changed such traffic at Youngstown or at some point other 
than Akron or Cortland. The Commission said it followed, there- 
fore, that outbound shipments from those points in the Frank- 
lin division should have been routed over the Erie. As to 
Youngstown, however, the Commission said, the restriction was 
equivalent to the cancellation of transit on shipments to the 
Franklin division, for it was not possible for the Erie to per- 
form any part of the outbound movement from Youngstown 
without hauling the traffic away from Youngstown, one of its _ 
points of interchange with the New York Central. It appeared, 
the Commission said, the complainant complied with all the 
rules governing transit and attempted to meet the routing re- 
quirement by offering the outbound shipments to the Erie. 
That road refused them. At the hearing, the Commission said, 
the Erie introduced nothing to show that it could not have 
moved the shipments to some point beyond Youngstown for 
delivery to the New York Central. 

The Commission, however, came to the conclusion that the 
complainant had sources of distribution other than points on 
the Franklin division, because, it said, prior to the hearing, the 
complainant rejected the Erie’s proposal to re-establish the tran- 
sit arrangement at Youngstown providing it would withdraw its 
demand for reparation on past shipments. 


APPLIES NATCHEZ SCALE 


The Commission, in a report on No. 13616, Josey-Miller 
Company vs. Brimstone Railroad & Canal Company et al., opin-: 
ion No. 9152, 87 I. C. C. 207-10, and a sub number thereunder, 
Orange Rice Mill Company vs. Beaumont, Sour Lake & Western 
et al., has comdemned, as unreasonable, rates on mixed feeds, in 
straight carloads, and in mixed carloads, with articles taking 
the grain rates or the same rates as mixed feeds, from Beau- 
mont and Orange, Texas, to destinations in Louisiana, and 
awarded reparation. It ordered the cariers, not later than 
May 3, to establish rates from Beaumént and Orange to destina- 
tion in Louisiana which will not exceed. contemporaneous rates 
on similar commodities for similar Hatances, between Natchez, 
Miss., and points in Louisiana. ’ 

Rates were alleged, in the complaints, to be unreasonable, 
unjustly discriminatory and unduly prejudicial. The complain- 
ants contended they were entitled to rates.no higher than those 
prescribed in Natchez Chamber of Commerce vs, Louisiana & 
Arkansas, 58 I. C. C., 610, subject to subsequent general in- 
creases and reduction; and that they were entitled to rates 
between points in Louisiana no higher than those between points 
in Louisiana for similar distances. 

The Commission said transportation conditions affecting this 
traffic were substantially the same as those found in the terri- 
tory considered in the Natchez case. It said there was no 
proof of damage under the allegation of undue prejudice in the 
past and that the rates prescribed would remove any existing 
undue prejudice. 


CEREAL BEVERAGE RATES 


A finding of unreasonableness and an ward of reparation 
have been made in No. 12115, Helena Traffic Bureau et al. vs. 
Missouri Pacific, Director-General et al., opinion No. 9155, 87 
I. C. C., 216-21, as to rates on cereal beverages, carloads, from 
St. Louis, Milwaukee, St. Paul and Minneapolis to Helena, Ark., 
and the charges accruing thereunder. The finding is applicable 
to the rates and charges only in specified periods. Reasonable 
rates for the future were sought as well as reparation for Feld- 
man Commission Company on shipments from the Twin Cities 
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and Milwaukee, on and after March 9, 1919, and to the Inter- 
state Grocer Company on shipments from St. Louis subsequent 
to May 18, 1920. Shipments were made via both the east and 
west side lines, 

The Commission said that as to rates for the future the 
issue had been determined in Memphis-Southwestern Investi- 
gation, 55 I. C. C., 515, and the supplemental reports thereon 
and the Mississippi Valley Case, 64, I. C. C., 306. As to the 

ast the Commission said: 


We find that the assailed rates to Helena from St. Louis prior to 
April 1, 1922, over the east-side lines defendant herein and prior to 
July 3, 1922, over the west-side lines defendant herein, and from 
Milwaukee and the Twin Cities over the lines of all defendants prior 
to May 30, 1921, were unreasonable to the extent that they exceeded 
the following, in cents per 100 pounds: 


On and 
Prior to June June 25, 1918, to since Aug. 

4 Aug. 25, 1920 26, 192 
West East West East West East 
To Helena from side side side side side side 
ls Be SN a & dnllc £060 0-0-0944 33 29 41.5 36 55.5 48 
Milwaukee, Wis. ..........+. 40.5 36 50.5 45 67.5 60 
a, EE Es doch decticeces 45.5 42 57 52.5 76 70 
Minneapolis, Minn. .......... 45.5 42 57 52.5 76 70 


We further find that except as appears in the next preceding 
paragraph, the rates assailed were not and are not unreasonable. 

We further find that since March 9, 1917, complainant Feldman 
Commission Company and since May 18, 1920, intervener Interstate 
Grocer Company have received shipments as described and paid and 
borne the charges thereon; that they have been damaged in the 
amount of the difference between the charges so paid and those that 
would have accrued at the rates herein found reasonable; and that 
they are entitled to reparation, with interest. Complainant and -‘inter- 
vener should comply with Rule V of the Rules of Practice. If they 
have received any shipments since the hearing at rates hereinbefore 
found unreasonable, the statements thereof should be accompanied 
by affidavits as to the payment and bearing of the charges. In the 
event that this method of proof is objected to by defendants, further 
hearing may he requested. 


In a concurring expression of views Hall expressed the 
fear that the making of proof by means of affidavits left the 
door ajar for rebates. He concurred in the disposition of the 
= but did not approve the affidavit part of-the decision. He 
said: 


I do not approve resort to these post-affidavits for proof of facts 
essential to recovery which should be known to us before our finding 
is made and upon which our finding must rest. Fundamentally it is 
unsound, and incidentally it leaves the door ajar for rebates. I con- 
cur in the findings made upon the record now before us. 


COTTONSEED OIL RATES 


The Commission has dismissed No. 14703, Palmine Company, 
Inc., vs. Illinois Central et al., opinion No. 9174, 87 I. C. C. 279-84, 
on a finding that the rates on cottonseed oil in tank cars, from 
Jackson, Kosciusko and Crenshaw, Miss., and Jackson and Mem- 
phis, Tenn., to Dobbs Ferry, N. Y., are not unreasonable, unjustly 
discriminatory. or unduly prejudicial. The dismissal was with- 
out prejudice in respect of fourth section departures involved 
in the matter. The complant alleged the rates were unreason- 
able, unjustly discriminatory and unduly prejudicial to the extent 
they exceeded those to New York, Babbitt, Edgewater and Gut- 
tenberg, the three last mentioned in New Jersey. The rates were 
also alleged to be in violation of the fourth section because traf- 
fic from the points of origin moving over the New York Central 
passed through Dobbs Ferry to the more distant points in the 
harbor district. 

No fourth section applications were assigned for hearing in 
connection with the complaint for the reason that the Commission 
was under the erroneous impression that the departures took 
place after August 17, 1910, the effective date of the amended 
fourth section. Fourth section applications by the Illinois Central 
and Yazoo & Mississippi Valley, filed. in December, 1910, were 
referred to by the railroads as protecting the departures. There- 
fore the railroads were not prepared -with their justification 
for the situation, as they would have had to be had fourth sec- 
tion applications been set for hearing in connection with the 
complaint. The Commission considered the rates: under attack 
without regard to the fourth section situation and declined to 
condemn them. 

Commissioner Campbell dissented, his view being that the 
violations were not protected and that, inasmuch as the com- 
plainant paid the unlawful rates to the intermediate point, it was 
entitiéd to restitution. 


STONEWARE RATE RELATIONSHIP 


Revision of rates on stoneware from Roseville, Crooksville 
and Logan, O., and possibly from Red Wing, Minn., not later 
than May 5, is required by the Commission’s report and order 
in No. 13277, American Clay Products: Co. vs. Pennsylvania -et 
al, opinion No. 9171, 87 I. C. C. 268-70. The Commission found 
the rates-on stoneware, from the Ohio points to points in the 
Houston-Galveston group and to Houston, Tex., unreasonable 
and unduly prejudicial to the extent they exceed or may exceed 
95.5 cents, and unduly preferential of Red Wing to the extent 
they exceed the contemporaneous rates from Red Wing. 

Red Wing and the Ohio points, the Commission said, were 


about equally distant from the Texas points. Subsequent to the 
increases in 1920, the Commission said, the rate from Red Wing 
became 79.5. Rates from the Ohio points ranged from $1.015 
to $1.355. The finding which may constrain the carriers to re 
vise the rate from Red Wing said, “We further find that the 
rates on common stoneware from Roseville, Crooksville and 
Logan, O., to Houston and points in the Houston-Galveston group 
taking the same rates are, and for the future will be, unrea- 
sonable to the extent that they exceed 95.5 cents and unduly 
prejudicial to Roseville, Crooksville and Logal and unduly pref. 
erential of Red Wing to the extent they exceed the rates con. 
temporaneously maintained from Red Wing.” 

The Commission also found the rates unreasonable to the 
extent they exceeded the aggregate of intermediates and or. 
dered reparation to the complainant for $472.78, with interest. 


REPARATION ON GRAIN 


A finding of unreasonableness and an award of reparation 
have been made in No. 14665, Bruning Mill & Elevator vs. Chi- 
cago, Burlington & Quincy, opinion No. 9199, 87 I. C. C. 363-4, 
as to rates and charges on grain, from Bruning, Neb., to Kan- 
sas City. The shipments were made between October, 1920, 
and February, 1922. The Commission found the rates of 22.5 
and 19.5 on wheat and 17.5 cents on corn unreasonable to the 
extent they exceeded 21.5 cents up to January 2, 1922, and on 
and after that date 19 cents on wheat and 17 cents on corn and 
oats. 


FLUXING STONE REPARATION 

Reparation has been awarded in No. 14232, Cambria Steel 
Co. vs. Director-General, opinion No. 9192, 87 I. C. C. 342-4, on 
a finding of unreasonableness as to a rate of 13 cents on three 
carloads of fluxing stone, shipped in January, 1921, from 
Shreiners, Pa., to Johnstown, Pa. The Commission found it un- 
reasonable to the extent it exceeded 6 cents, the rate subse 
quently put in. 


BARYTES RATES TOO HIGH 

Reparation has been ordered in No. 14145, Rollin Chemical 
Corporation vs. Director-General, opinion No. 9169, 87 I. C, C. 
263-4, on account of unreasonable rates on eight carloads of 
barytes, from Evington, Va., to South Charleston, W. Va., im- 
posed in August, 1919. A rate of $6.70 was imposed. The ap- 
plicable rate, the Commission said, was $7.28 per ton. The Com- 
mission held the applied and the applicable rates. unreasonable 
to the extent they exceeded $2.50 per long ton, the amount of 
the rate published after the movement had been made. 


FOURTH SECTION RELIEF DENIAL 


The Commission, in fourth section order No. 8856, based 
on application No. 458, has denied permission to continue a rate 
on ochre, in carloads, from Cartersville, Ga., to Jackson, Miss., 
lower than the rates maintained on like traffic to Meridian, Miss., 
and other intermediate points, the relief being denied, as of June 
5, on the ground that a_rate of $3.83 per ton would not be reason- 
ably compensatory for the service performed. 

This order was issued in connection with the Commission's 
report on No. 14442, Meridian Fertilizer Factory vs. Director- 
General, Nashville, Chattanooga & St. Louis et al., opinion 9173, 
87 I. C. C. 275-8. The fourth section relief was desired by the 
carrier mentioned, The Commission found shipments of ochre 
between November 18, 1919, and February 10, 1920, misrouted 
and awarded reparation. The route of the Nashville, Chatta- 
nooga & St. Louis is 650 miles long in comparison with the direct 
route of only 390 miles. 

The Commission found that the shipments were entitled to 4 
rate of $4.16 per ton. That is the rate, deflated 10 per cent, 
which the N. C. & St. L. desired to continue under a fourth sec 
tion order. 





LARCH LUMBER: RATES 


A finding of unreasonableness and an order establishing rea 
sonable rates on lumber and rough larch timber not later than 
April 7 have been made in No. 14279, Arizona Corporation Com- 
mission vs. Atchison, Topeka & Santa Fe et al., opinion No. 
9172, 87 I. C. C. 271-4.. The Commission found the rates on the 
kind of lumber from Portland and other points taking the same 
rates, to Prescott, Ariz., unreasonable to the extent they exceed 
or may exceed rates on rough cypress, pine, fir, redwood 0 
spruce timber. 

The prayer, in addition to that for reasonable rates, was 
for joint rates. .The Commission said the prayer evidently was 
more for the measure than the kind of rates. If the carrier 
elected to establish joint rates and had any difficulty in agreeils 
upon divisions, it said the matter might be again brought to its 


attention. f 





WHEAT CASE DISMISSED 
The Commission has dismissed’ No. 138769, Globe Grain & 
Milling Co. vs. Director-Géneral, opinion No. 9168, 87 I. C. ©: 
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243-6, finding the class B rate of 35 cents on nine carloads ef 
wheat in bulk, shipped from Albina, Ore., to San Francisco, in 
1919 and 1920, was not unreasonable. The complaint alleged 
it was unreasonable, inapplicable and in violation of the two 
principal parts of the fourth section in that it exceeded a rate 
of 20.75 cents applicable from St. Johns, a more distant point, 
and a combination of 22 cents from Albina, via St. Johns and 
East Portland. The Commission said the rate was not in vio- 
lation of the aggregate of intermediate part of the fourth sec- 
tion, since the lower combinations were not composed of local 
rates between the same termini based on a directly interme- 
diate point. The departure from the long-and-short-haul part 
of the section, the Commission said, was protected by appropri- 
ate applications and fourth section orders. The Director-General 
said the rate on wheat in bulk, instead of in sacks, was estab- 
lished in an effort to divert some of the traffic from the water 
lines and was not the measure of a reasonable rate. The Com- 
mission said he had shown the rate was not unreasonable. 


REPARATION ON BEANS 


A finding of unreasonableness and an award of reparation 
have been made in No. 13554, J. C. Sewell & Co. vs. Director- 
General, opinion No. 9049, 85 I. C. C. 641-2, as to a rate and 
the charges accruing thereunder, of $1.34 on dried beans, 
shipped in April, 1919, from Wendell, Ida., to Fort Worth, Tex. 
The lowest combination, the Commission found, was $1.28, 
based on Twin Falls. The Commission said that when the car 
involved was moved a transcontinental rate of 94 cents applied 
from points in Oregon, Washington and Idaho. The complain- 
ant sold the beans on the assumption that that rate, applicable 
from more distant points, was also the rate from Wendell and 
that when he learned differently it was too late to cancel the 
sale. The Commission held the rate imposed unreasonable to 
the extent it exceeded 94 cents. 


REPARATION ON MISROUTING 
An award of reparation has been made in No. 14100, H. G. 
Prince & Co. vs. Director-General, opinion No. 9158, 87 I. C. C. 
229-80, on account of the misrouting of one carload of mixed 
canned goods from Fruitvale, Calif., to Tyrone, N. M., in De- 
cember, 1919. 


WHEAT CASE DISMISSED 

The Commission has dismissed No. 13678, Colorado Milling 
& Elevator Company vs. Director-General, opinion No. 9156, 
87 I. ©. C, 222-4, on a finding that rates collected on sixteen 
carloads of wheat and wheat products from Kersey, Bennett, 
Byers, Manila and Strasburg, Colo., to Minneapolis, Minn., 
Mystic, Centerville and Moravia, Ia., Glenwood and Lancaster, 
Mo., and Nanticoke, Pa., were not unreasonable, unjustly dis- 
criminatory or in violation of the fourth section, as alleged in 
the complaint. The factor west of Chicago was questioned by 
the complainant. The shipments were made between February 
28, 1918, and November 3, 1919. On the last mentioned date 
the rates were readjusted so as to restore the prior relationship. 
The Commission said the fact that the rates constituted a de- 
parture from the long-and-short-haul provision of the fourth 
section was not sufficient to establish their. unreasonableness. 
It said no evidence of unjust discrimination was introduced. 


CORE SAND RATES 


An order of dismissal has been made in No. 14512, Ameri- 
can Radiator Company vs. Director-General, opinion No. 9159, 
7-1. C. C. 231-8, on a finding that a class P rate of $26 per 
car, minimum 40,000 pounds, extess in proportion, from Howard, 
Ga., to North Birmingham, Ala., on core sand,. between August 


15 and December 25, 1919, was not unreasonable or. otherwise 
wnlawful. = 





WOOD PULP REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12983, Crown Willamette Paper Com- 
Pany vs. Director-General, Western Transportation Company 
et al., opinion No. 9106, 87 I. C. C. 51-2, as to rates and charges 
on 14 carloads of wood plup, shipped between December 7, 
ae and January 18, 1919, from Camas, Wash., to Floriston, 
* Charges were collected at the rate of 88.25 cents. The 
fenuission said the applicable rate was 84 cents. On the au- 
oy of its decision in Crown Willamette Paper Company vs. 
wre or General, 78 I. C. C. 278, the Commission said, the rate 

a8 unreasonable to the extent it exceeded 34.5 cents and 
awarded reparation to that basis. 


PIPE CASE DISMISSED 


Ext The Commission has dismissed No. 13828, General Fire 
inguisher Company vs. Director-General, opinion No. 9162, 
Di ILC. C. 241-2, on a finding that the rate on wrought iron 
be and fittings, in less than carloads, from Warren, O., to 

8 Angeles, Calif., imposed on a shipment made May 16, 1919, 

not unreasonable. The complaint contended for a rate of 
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$2.065, which was a less-than-carload commodity rate on cer- 
tain iron and steel articles, including anvils, bars, pipe saddles, 
rivets, crowbars, boiler heads, nails and spikes. The Commis- 
sion said there was no showing of similarity in transportation 


or competitive conditions between these articles and pipe and 
fittings. ' 


SHEEP COMPLAINT DISMISSED 
Finding the rates not unreasonable, the Commission has 


dismissed No. 13686, Charles S. Hardy vs. Director-General, 
opinion No. 9164, 87 I. C. C. 247-8. The complaint alleged rates 
on sheep, in double-deck cars, from Lund and Modena, Utah, 
to San Diego, Calif., imposed on shipments made in September 
and October, 1919, were unreasonable and in violation of the 
fourth section to the extent they exceeded a rate of 64.75 cents. 
The charges were assessed at the rate of $203.50 per car. The 
Commission said certain of the shipments were misrouted and 
directed the waiver of undercharges. 


SHIPMENTS UNDERCHARGED 

The Commission has dismissed No. 14133, Chicago Fire Brick 
Company vs. Director-General, Chicago & North Western, et al., 
opinion No. 9200, 87 I. C. C. 365-7, on a finding that the rates 
charged beyond Minnesota Transfer, on hollow building tile, 
shipped in July and August, 1919, from Brook, Ind., to Great 
Bend, N. D., were inapplicable, and that the shipments were 
undercharged. The complaint rested against a rate of 11.5 cents, 
applied beyond Minnesota Transfer. The parties agreed that 


- that was not the applicable rate, but disagreed as to what rate 


was applicable. The complainant contended that a rate of 10 
cents was applicable, while the Director-General argued that a 
rate of 12.5 cents was the one lawfully on file. The Commission 
agreed that the 12.5-cent rate was the applicable one and said 
undercharges were outstanding. 


BULK LIME REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14001, Hoosier Lime Company vs. Di- 
rector-General, opinion No. 9168, 87 I. C. C. 261-2, as to a sixth 
class rate of 18 cents imposed on lump or bulk lime, from 
Salem, Ind., to Joliet, Ill., in April and May, 1919. June 20, 
1919, a commodity rate of 10.5 cents was established. Applica- 
tion was made for it in March, 1919. The Commission found 
the rate unreasonable to the extent it exceeded 13.5 cents. 
That rate is equal to the one that would have been produced 
by the use of the scale prescribed by the Commission in Lehigh 
Lime Company vs. Akron, Canton & Youngstown, 85 I. C. C. 
341, decided December 21, 1923. 


TANBARK RATE UNLAWFUL 


The Commission has dismissed No. 14603, Michigan Tanning 
& Extract Company vs. Chicago, Milwaukee & St. Paul et al., 
opinion No. 9185, 87 I. C. C. 322-4. It found the rate of 32.5 
cents on tanbark from B. & B. Spur, Mich., to Fremont, Mich., 
applicable via an interstate route, applied on shipments made 
between September 17 and November 24, 1920, not unreasonable 
or unduly prejudicial, but in violation of the long-and-short-haul 
provision of the fourth section. It said the carriers should re- 
move the departure promptly. The complainant asked for rep- 
aration down to the basis of a rate of 27.5 cents, the one in 
effect from Ontonagon to Fremont, B. & B. spur being inter- 
mediate. 





GRAIN CASE DISMISSED 

An order of dismissal has been made in No. 13918, Pacific 
Grain Company. vs. Director-General, Northern Pacifie et al., 
opinion No. 9189, 87 I. C. C. 338-5, the Commission finding the 
rates on whole corn and oats, from points in transcontinental 
groups F and G, to Cottonwood, Fenn and Grangeville, Ida., in 
the period from October 14 to December 21, 1918, not unrea- 
sonable. The’ Commission said it was not able to determine 
from the record the amount to which the complainant might be 
entitled by reason of any overcharges collected. 


REPARATION ON GRAIN 

A finding of unreasonableness and an award of reparation 
have been made in No. 13964, T. B. Hord Grain Company vs. 
Director-General, opinion No. 9181, 87 I. C. C. 310-2, as to rates 
and charges on corn and oats from points in Nebraska to des- 
tinations in Wyoming and Utah, shipped in 1918 and 1919. Rates 
of 56 and 62 cents were imposed. The Commission said they 
were unreasonable to the extent they exceeded 51 cents. 


HAY. COMPLAINT DISMISSED 


The Commission has’ dismissed No. 14098, Burge-Doyle Live 
Stock Company et al. vs. Arizona Eastern et al., opinion No. 
9184, 87 I. C. C. 319-21, finding the joint commodity rate of 45.5 
cents on baled hay, from Litchfield, Ariz., to Los Angeles, applied 
on shipments since April 20, 1922, not unreasonable or other- 
wise unlawful. Litchfield is on a branch of the Arizona Hastern 
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The defendants contended that the rate, considering the 475- 
mile haul, yielding less than $100 per car, from a branch line 
could not be considered unreasonable in and of itself and not 
unduly prejudicial when it was shown, as the Commission said 
it had been, that there was no competition between Arizona and 
California hay at Los Angeles, because ordinarily Los Angeles 
could obtain hay at lower rates. 


SOFT COAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14272, Cambria Steel Company vs. Direc- 
tor-General, opinion No, 9190, 87 I. C. C. 336-8, and a sub number 
thereunder, Same vs. Same, as to distance rates applied on soft 
coal shipments, from Plum Creek, Coalport and other points in 
Pennsylvania, to Johnstown, Pa., at various times in 1918 and 
1919, when industries were obtaining fuel from unusual sources 
of supply. The Commission held the distance rates applied un- 
reasonable to the extent they exceeded the subsequently estab 
lished specific rates, because, among other things, it seemed that 
the physical obstacles and work encountered and done under the 
specific rates were about the same as under the mileage rates 
which had been formulated to cover sporadic movements, it was 
testified. 


LOG RATES NOT UNREASONABLE 
The Commission has dismissed No. 14059, West .Coast 
Shingle Co. vs. Northern Pacific, opinion No. 9183, 87 I. C. C. 
317-8, finding that the rates applied on 13-foot cedar logs, from 
Fairfax, Little Rock, Black Lake and Crocker, Wash., to Seattle 
and Tacoma, for export, between September 26, 1921, and Feb- 
ruary 27, 1922, not unreasonable or otherwise unlawful. 


COAL COMPLAINT DISMISSED 


The Commission has dismissed No. 14640, Midland Coal 
Company et al. vs. Chicago, Rock Island & Pacific et al. 
(mimeographed), finding a rate of $3.30 per net ton on soft coal 
from Wilburton, Okla., to Dittlinger, Tex., assessed on three 
carloads of nut coal, shipped in June, 1919, not unreasonable. 
After the shipments moved the rate was reduced to $2.50, which 
rate was also in effect from Wilburton to Comal, Tex., the latter 
a point beyond Dittlinger. The fourth section departure, the 
Commission said, was protected by an appropriate fourth sec- 
tion order. The Commission reiterated its oft-made declaration 
that the subsequent establishment of a lower rate was not 
equivalent to an admission by the carrier that the former rate 
was unreasonable. 





RATES ON COLEMANITE 


A finding of unreasonableness, an award of reparation and 
an order establishing reasonable rates on colemanite not later 
than April 8, have been made in No. 14394, West End Chemical 
Company vs. Los Angeles & Salt Lake et al., opinion No. 9187, 
87.I. C. C., 327-30. The Commission condemned a rate of 45 
cents, minimum 650,000 Ibs., from Dike and Valley, Nev., to 
San Francisco as unreasonable to the extent it exceeded a 
rate of 40.5 cents on a minimum of 80,000 lbs. The defendants 
were willing to make reparation on all shipments on which a 
rate higher than 45 cents was charged. The Commission found 
the rates assailed unreasonable to the extent they exceeded 45 
cents from November 22, 1921 to June 30, 1922, inclusive, and 
40.5 cents on and after July 1, 1922, on a minimum of 60,000 
Ibs., and for the future to the extent that the rate may exceed 
40.5 cents on the 80,000 pounds and awarded reparation to the 
basis indicated. It authorized the waiving of undercharges. 


REPARATION ON BEET MOLASSES 
Reparation has been awarded in No. 14575, Utah-Idaho. Su- 
gar Company vs.. Director-General, opinion No. 9198, 87 I. C. C., 
361-2, as to a rate and the charges arising thereunder on refuse 
syrup or beet-sugar final molasses from Cornish, Utah, to Sugar 
City, Ida., between. November 18 and December 15, 1919. It 


awarded reparation to the basis of 17.5 cents, the subsequently 
established rate. 


REPARATION ON NEWSPRINT 

A finding of unreasonableness and an award of reparation 
have been made in No. 15015, Minnesota & Ontario Paper Co. 
vs. Missouri, Kansas & Texas et al. (mimeographed), as to a 
rate of 67.5 cents on two carloads of newsprint paper, shipped 
from St. Louis to Tulsa, in June, 1921. The rate was found 
unreasonable to the extent it exceeded 48.5 and reparation was 
ordered for $230.09. The decision was based on the other paper 
cases, particularly the cases decided on the authority of Min- 
nesota & Ontario Paper Co. vs. N. P., 66 I. C. C. 571. 





NEWSPRINT CASE DISMISSED 
The Commission has dismissed No. 14666, Jackson Traffic 
Bureau vs, Alabama & Vicksburg et al. (mimeographed), finding 
a rate of 95.5 cents on a carload of newsprint paper, shipped in 
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April, 1921, from Corinth, N. Y., to Jackson, Miss., not unreason- 
able or otherwise unlawful. It was alleged the rate was in vio- 
lation of the fourth as well as the preceding sections of the act. 


FEED INGREDIENTS REPARATION 


Awards and orders for reparation have been made in No. 
13658, C. B. Westrope et al. vs. Director-General, opinion No, 
9157, 87 I. C. C., 225-8, on a finding of unreasonableness as io 
rates on hay, barley, oil-cake meal and mill run between Cali- 
fornia and Oregon points applied on shipments between August 
31, 1918, and December 16, 1919. The complainants alleged the 
rates were unreasonable and in violation of the aggregate of 
intermediates part of section 4. The Commission found the 
rates unreasonable to the extent they exceeded 35 cents from 
Portland, Ore., to Irvington and Livermore, Calif., and the re. 
spective combinations on the shipments other than those. It 
ordered reparation to John D. Westrope & Company and Scott, 
Magner & Miller and said that the other complainants should 
file statements as to their shipments. 


REPARATION ON FENCE POSTS 


An award of reparation has been made by the Commission 
in No. 14329, Nebraska Bridge Supply & Lumber Company vs 
Director-General, as agent, opinion No. 9160, 87 I. C. C. 234-8, 
on a finding that rates on red-cedar fence posts, from points in 
Arkansas to destinations in Iowa, Kansas, South Dakota, Min- 
nesota, Nebraska, Colorado and Missouri, in the period of fed- 
eral control, were, prior to June 25, 1918, unreasonable to the 
extent that they exceeded the aggregates of the intermediate 
rates subject to the interstate commerce act contemporaneously 
in effect over the routes of movement, and that on and after 
that date they were unreasonable to the extent that they ex- 
ceeded the lowest contemporaneous combinations of rates sub- 
ject to the interstate commerce act from and to the same points 
over the routes of movement. Charges were collected generally 
at the applicable joint commodity rates on lumber and articles 
taking lumber rates, including fence posts, the Commission said, 
adding that overcharges and undercharges on certain of the 
shipments were outstanding. 


AMBIGUOUS TRANSIT RULE 


The Commission, in a report on No. 12996, John W. Eshel- 
man & Sons et al. vs. Arkansas Central et al., opinion No. 9175 
87 I. C. C. 285-90, found the rates and practices enforced on 
materials originating in the west and south, used to make live 
stock and poultry feed, and transited at Lancaster and York, 
Pa., unjust, unreasonable and unlawful, and to have resulted 
in total charges on shipments to interstate destinations in the 
east which were unjust, unreasonable and unlawful. It awarded 
reparation. 

The Commission said the complaint did not allege that the 
rate from or to any point was unreasonable. In substance it 
said the complaint assumed the propriety of the published rates. 
but attacked the manner of their application under the current 
transit rule, on materials handled at York and Lancaster, as 
unjust, unreasonable and otherwise unlawful. The Commission 
said the only matters in issue were the total charges and the 
alleged impropriety of defendants’ practices under the published 
transit rule. 

After setting forth the rule the Commission said it was 
ambiguous; stripped of verbiage, it provided that the rate to 
be applied on outbound shipments from the transit point should 
be the rate from the point of origin or rate-basing point to 
ultimate destination. The Commission said the rule did not 
say, “whichever be the higher,” or “whichever be the lower.” 
In practice, it said, the rule was so applied as to carry the 
highest possible rates from the points of origin in disregard 
of basing points. But, said the Commission, it was and is ur 
lawful to use the time the shipment left the basing point as 
controlling the rate from the basing point. It said that under 
the tariff provision quoted the applicable rate was that from 
point of origin or basing point at the time the shipment moved 
from point of origin, whichever was the lower. It said that 
where a tariff specified more than one rate, the lowest was 
applicable. Any other interpretation, it said, was unlawful; 
and that, as to many shipments, the complainants were over 
charged. To illustrate some of the practices, the Commission 
said: 


On cottonseed meal from Little Rock, Ark., moving to Lan- 
caster or York, there made into feed and the feed shipped to 
Philadelphia, Pa., complainants were charged the through rate on 
prepared feed from point of origin, or 66.5 cents. If the same 
commodity, manufactured in the same way, on the same through 
movement had been transited at Chicago, Peoria, Ill., Milwaukeé, 
Wis., Hammond, Ind., Buffalo, or Jamestown, N. Y., the through 
rate would have been 54 cents. The rate via Pittsburgh, Pa. 
would have been 57.5 cents. The through rate of 57.5 cents by 
way of Pittsburgh was composed of a rate of 13.5 cents on © a 
tonseed meal to Memphis, Tenn., plus a rate of 44 cents on mixé 
feed from Memphis to Philadelphia. This same rate was Prop: 
erly applicable on cottonseed meal transited at Lancaster ang 
York. This is true notwithstanding the difference in word ve 
in the transit tariffs in effect at Pittsburgh and at Lancaste 
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and York. Complainants were overcharged; no reasonable inter- 
pretation of the transit tariff would panty the application of 
the product rate from Little Rock to Memphis, and the practice 
of the Pennsylvania at Lancaster and York was unreasonable 
and unjust. Little Rock is used as illustrative of shipments from 
the Southwest. If complainant’s exhibits are accurate, they were 
actually charged 69.5 cents instead of 66.5 cents. 

On grain and grain products shipped from Wyanet, Ill, to 
Boston rate points, manufactured into feed at Lancaster or York 
prior to March 1, 1921, en route, complainants were charged 61.5 
cents. This was a straight overcharge, as the rate should have 
been 49.5 cents, the same as would have applied had transit been 
had at Chicago, Buffalo, Pittsburgh, or Jamestown, disregarding 
all transit charges. Wyanet is used as illustrative of shipments 
of grain or grain products from central territory points. Appar- 
ently the overcharge arose by using class rates on grain 
by-products. This, during a part of the time, was without tariff 
authority and was always unreasonable and unjust. 

The rule was revised January 3, 1922, but the Commission 
said that the new rule, like the old one, was also ambiguous 
and that if the rates thereunder and practices in reference 
thereto were questioned by the complainants they might bring 
the matter to its attention either in this or an independent 
proceeding. In conclusion it said: 


While the propriety of the transit rules, as sucn, was not 

put in issue by the complaint, they should nevertheless be clear 
and free from ambiguity. The present rule provides that the 
rate to be applied on outbound shipments from transit point will 
be the rate in effect from point of origin to ultimate destination 
when probably what is intended is that the rate from the transit 
point shall be the difference between the inbound charges and 
those accruing under the through rate from point of origin to 
ultimate destination via the transit point on the outbound com- 
modity. Under the rule as it now reads the through rate from 
point of origin to ultimate destination would be the measure of 
the factor outbound from the transit point. The present rule 
also refers to an “intermediate rate basing point,’’ but there 
appears to be no definition or explanation of what is meant 
thereby. Perhaps rate-breaking points such as Mississippi or 
Ohio River crossings or Chicago are intended, though if only 
these are covered, it is not clear what is intended to apply when 
the through rate is constructed by the use of the sum of two 
local — upon some point not generally recognized as a bas- 
ing Point. 
Defendants should clarify the present rule in these particu- 
lars. Moreover, it would seem that the note to the rule should 
either be eliminated from the present tariff or redrafted in clearer 
terms. 

We find that the rates charged and practices enforced on raw 
materials originating in the West and South, manufactured into 
mixed feeds under a transit arrangement at Lancaster and York, 
Pa., from March 1, 1920, until January 3, 1922, were unjust, unrea- 
sonable, and unlawful and resulted in the collection by defend- 
ants of rates and charges that were unjust, unreasonable, and 
inapplicable; that complainants made shipments since March 1, 
1920, as alleged, paid and bore the charges thereon in excess of 
those herein found just, reasonable, and applicable, and were 
damaged thereby, and that they are entitled to reparation, on 
account thereof, with interest. 


MUST CONTINUE ICING TARIFF 


In a mimeographed report on I. and S. No, 1934, Icing of Less 
than Carloads of Milk, Cream and Other Dairy Products at Points 
on the New York, New Haven & Hartford, the Commission has 
condemned the effort of the New Haven and Central of New 
England to cancel the statement in their milk and cream tariffs 
saying that the rates therein include the service of icing, when 
hecessary, on interstate shipments of milk, cream, buttermilk, 
skim milk, condensed and evaporated milk and pot cheese. The 
cancellation schedules were suspended on the protest and re- 
quest of the New York Milk Conference Board, Inc., an organ- 
ation of milk dealers in New York. 

The Commission said the cancellation would have the 
effect of eliminating from the tariffs a requirement set forth by 
it in its report on Milk and Cream Rates to New York City, 45 
IC. C. 412 and thereby exempt the New Haven and its sub- 
sidiary from a duty that is performed by other carriers involved 
in that case. It said that for a number of years after the dec- 
laration about the scope of the rates was incorporated in the 
tariffs shippers paid no attention to it, but continued to ice their 
less-than-carload shipments. The New Haven, it said, has paid 
some claims of shippers arising from the fact that they had per- 
formed icing service. On advice of counsel, the New Haven 
last spring began refusing to pay such claims. 

In defending its proposal the New Haven, said the Com- 
mission, in its report on the New York case, said it intended to 
preserve the revenues of the carriers, but that so far as the New 
Haven was concerned, it had not done so. It said that if it 
Were required to ice less than carloads of dairy milk and cream 
shipments, its loss of revenue would be increased by the amount 
the ice service cost it. 


RATES NOT UNREASONABLE 


The Commission has dismissed No. 13267, San Luis Valley 
Federation of Commerce et al. vs. Director-General, Denver & 
Rio Grande Western et al., opinion No. 9176, 87 I. C. C. 291-3, 
finding the rates on various commodities from and to points 
in California, Arizona and Colorado, based on combinations of 
tates to and from Walsenburg and Salida, Colo., and Santa Fe, 
N. M., not unreasonable or otherwise unlawful. The Commis- 
sion was asked to require the defendants to establish rates 
from and to branch-line points not intermediate to group J 
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transcontinental territory to and from points in Arizona, Cali- 
fornia and Colorado, and the same basis of differentials as 
applied to through traffic to and from points situated in other 
rate districts; and to award reparation. The Commission said 
the issues in this formal docket case were the same as in the 
suspension docket case, Non-application of Group J Rates, 66 
I, C. C. 96. It said the protestants in that case were the com- 
plainants in this one and that the ground of the complaint was 
the same as the ground for the protest, namely, that under the 
intermediate application rules published in the transcontinental 
eastbound and westbound tariffs, specifically providing for the 
application of group J rates from and to coast points to and 
from stations on defendant’s line (Denver & Rio Grande West- 
ern), Denver to Trinidad, including Walsenburg and Santa Fe, 
these rates applied between the coast points and stations inter- 
mediate to Walsenburg and Santa Fe. 

The Commission said that that point had been considered 
and disposed of in the suspension docket case. It said the 
complainants relied upon certain cqrrespondence with the Com- 
mission in which an informal expression of opinion was made 
placing a construction upon the tariff provisions in question 
different from that subsequently reached in the formal decision. 
It said a formal decision naturally superseded an informal 
opinion. | gf 


SECTION 4 ADMINISTRATION 


The Commission, in a mimeographed report on No. 14941, 
has answered the Senate’s resolution of inquiry touching its 
administration of the fourth section. It has discontinued the 
formal docket case initiated by it when the Senate adopted the 
resolution, No. 472, March 3, 1923. In that resolution the Senate 
asked the Commission to report on: 


(a) The number of applications in special cases for relief from 
the operation of such section filed with the commission, granted by 
the commission, granted by the commission after investigation, in- 
cluding hearing, denied by the commission, or denied by the commis- 
sion after investigation, including hearings for each of the following 
periods: The period between the amendment of the Interstate Com- 
merce Act on June 29, 1906, and its amendment on June 18, 1910, the 
period between such amendment on June 18, 1910, and the enactment 
of the Transportation Act, 1920, and the period since the enactment 
of the Transportation Act, 1920. 

(b) The number of such applications granted since the date of 
the enactment of the Transportation Act, 1920, in irder to meet rail 
competition, and the number granted since such date in order to 
meet water competition. 

(c) @fhe number of such applications granted since the date of 
the enactment of the Transportation Act, 1920, in order to meet rail 
presented satisfactory to the commission that the rate applied for 
would be reasonably compensatory for service performed, and the 
number of such applications granted since such date in order to 
meet water competition, in which proof was presented satisfactory 
to the commission that the water competition was actual and not 
merely potential. 

(d) The names of the railroads that have made such applications, 
the purposes intended to be accomplished and actually accomplished, 
in the opinion of the commission, by the filing and granting of such 
applications, and the effect of such applications on other railroads, 

(e) The localities that have been most interested in having the 
railroads make such applications, and what pressure such localities 
have brought upon the railroads and other localities in order to 
obtain the filing of such applications, 

(f) The number of cases of increases of rates previously re- 
duced in order to meet competition from a water route, and the 
number of such cases in which there was presented proof satisfactory 
to the commission that such increase rested upon changed conditions 
other than the elimination of the water competition. 


Most of the material contained in the report the Commis- 
sion was able to gather from its own files. To the end that the 
Commission might be able to report more fully on paragraph 
(e) of the inquiry than the state of its record showed, it held 
hearings to discover the localities, if any, that had brought 
pressure to bear upon the railroad to make fourth section ap- 
plications. The Commission said that in addition to the testi- 
mony taken as to the part organizations of shippers in par- 
ticular cities had taken to induce the railroads to file applica- 
tions, it also took considerable testimony from representatives 
of large shippers’ organizations, including the National Indus- 
trial Traffic League, the Southern Traffic League and the New 
England Traffic League. Its own record showed that the rail- 
roads made the applications because they deemed their interests 
required them to try for competitive traffic. Abstracts from the 
testimony of both railroad and industrial traffic men, as well 
as that of men speaking for the traffic organizations of the 
shippers, were included in the report. 

The Commission answered the paragraphs seriatim, in part, 
as follows: 


(a) Applications for relief from the operation of section 4 were 
filed as follows: 
Between June 29, 1906, and June 18, 1910.......... - None 
Between June 18, 1910, and February 28, 1920........ 11,442 
Between February 28, 1920, and November 1, 1923.... 1,071 
It will be noted that during the first period mentioned no applica- 
tions were filed. In section of the original act the prohibition of 
a greater charge for a shorter than for a longer distance over the 
same line was qualified by the words “under substantially similar 
circumstances and conditions."” The Supreme Court in construing 
this language, held that where there was a dissimilarity of circum- 
stances and conditions the rule of the fourth section did not apply 
and that it was for the carriers themselves to determine in the first 
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instance whether that dissimilarity existed. It also held that all 
forms of competition must be considered in deciding whether cir- 
cumstances and conditions were similar at the two points. The 
practical effect of this interpretation was to reduce the section to 
a + oad The amendatory act of June 29, 1906, made no change in 
section 
The amendment of June 18, 1910, eliminated the words “under 
substantially similar circumstances and conditions,’’ thereby giving 
full effect to the prohibition of the section, subject only to the power 
of the commission after investigation to grant relief in special cases. 
Under the terms of the amended act the carriers were given until 
February 17, 1911, in which to file applications covering existing 
departures. Such applications when filed protected them until we 
could investigate and act upon them. Between the adoption of 
the amendment and February 17, 1911, 5,031 applications were filed, 
many of them being exceedingly voluminous, involving thousands 
of rates and many different situations. Many of these applications 
were also general in character, asking for blanket protection of all 
departures from the fourth section which might be present in any of 
the rates in which the applicant carrier or carriers participated. 
The following table shows the information requested regarding 
the disposition made by the commission of fourth section applications 
from June 18, 1910, to February 28, 1920, the date of the enactment of 
the transportation act, and from the latter date to November 1, 1923: 
y Not Total Ap- 
Heard Heard plications 
Applications granted in whole or in part 
after investigation, entirely dis- 
PE Us brah tke cedndbssececccceéeeee 
Applications granted on and after 
February 28, 1920, after investiga- 
tion, to meet water competition..... 3 1 4 
Orders granting relief after investiga- 
tion, but disposing only of propor- 


* 234 4,791 5,025 
66 484 550 


— 


SIOMS. Of ADPIIGRTIONS. 00.6.0 ccccecievccee ; en 
Applications denied entirely after in- 

ME Sos veeSSebodcrecocesesoree * 705 2,489 3,194 

RNER tat ahd Vie @indthe bs ob ad e'é o-0i6's. eigitbie.e-c t+ 383 816 1,199 
Orders denying relief after investiga- 

tion, but disposing only of propor- 

tions Of applications. ....cccccccsecer ; pe 
Application undisposed of, filed on or 

before February 17, 1911, for authority 

to continue rates in contravention 

of the provisions of Section 4........ 1,329 
Current applications not acted upon.... 153 
Applications withdrawn or abondened.. 1,059 





Total applications ....... son hesckite 12,513 


(b) As shown under paragraph (a) above, four applications have 
been granted since the date of the enactment of the transportation 
act permitting the establishment of rates in order to meet water 
competition. During the same period 550 other applications were 
granted, all of which with a few exceptions were to meet some form 
of rail competition. The exceptions are such special or emergency 
applications as described under (c) infra. 

(c) Between the enactment of the transportation. act and 
November 1, 1923, 554 applications were granted. In 9 of these 
cases the relief was authorized in connection with the establishment 
of emergency rates on livestock and feed for a temporary period, on 
account of drought in New Mexico and other western states during 
the fall of 1922. To meet this emergency the carriers agreed to 
establish rates on feed into, and on livestock from, the drought- 
stricken territory on a basis generally not exceeding 50 per cent of 
the normal rates. In some instances the rates so established were 
at variance with the provisions of the fourth section. No proof was 
submitted that the reduced rates would be reasonably compensatory 
and as the exigencies of the situation were such that the establish- 
ment of the rates could not be deferred pending an investigation 
to determine that question, such proof in these cases was waived. 

A large number of the 485 applications granted since the armed- 
ment of 1920, without a hearing, requested relief for the temparary 
period which might elapse before we had passed upon the general 
applications filed on or before February 17, 1911. Many of these 
so-called temporary applications requested authority to establish from 
new points of manufacture or production similar rates to those 
in effect from existing points of manufacture or production which 
protected by general applications on file with us, but not yet acted 
upon; to establish rates via new lines or new routes the same as 
rates already in effect via competing lines which were likewise 
protected by general applications not yet acted upon; to establish 
rates on commodities which were analogous to, or were generally 
accorded rates with relation to other commodities of a similar nature, 
which other commodities were protected by general applications not 
yet acted upon—for example, providing rates on cotton towels 
differentials higher than rates on cotton fabrics; to add articles 
to a commodity description, such as nut locks or washers to rail- 
road track material, or peanut or soya bean oil to cotton seed oil; 
and to provide for additional methods of packing in connection with 
commodity rates already established and protected by general 
applications—for instance, to provide the same rates on oranges 
in fibreboard boxes as on oranges in standerd crates. Where ap- 
plications of this character have been granted for the temporary 
period pending action upon the general applications protecting the 
basic commodity or basic situation, we have not required proof 
that the rates to the more distant points were reasonably com- 
pensatory, the commission being of the opinion, although not unani- 
mous, that our failure to grant such temporary relief would subject 
the applicants to unjust discrimination where their competitors were 
protected, until the commission could eee upon the protecting ap- 
plications; and that to require the eo cants to offer proof, that the 
rates they proposed were reasonably compensatory when no such 
proof has heretofore been offered as to the rates of their competitors, 
for the reason that the particular "eager of applications pro- 
tecting such situations have not yet been assigned for hearing or 
acted upon, would subject the applicants to still further unjust 
discrimination, 

In all other cases in which relief was granted the majority were 
satisfied upon the proof presented or from facts developed in the 
course of our investigations, that the rates were reasonably 
compensatory for the the service performed, and in the four cases 





* Decided prior to February 28, 1920, the date Section 4 was 
amended by the Tarnsportation Act. 

+t Decided on and after February 28, 1920, (except applications 
granted to meet water competition). 
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where such relief was granted upon the ground of water competition, 
that the competition was ‘‘actual and not merely potential.’ 

(ad) The names of the railroads that have made such applications 
are shown in Apeendix A. 

Broadly speaking, the primary purpose intended to be accom- 
plished by the filing of these applications is to enable the applicant 
carriers to meet, at points served by them, competitive conditions 
existing at such points, thereby securing traffic which they could not 
otherwise obtain, and to charge higher rates at intermediate points 
where such competition is absent. More specifically, applications may 
be divided, according to the purpose sought to be accomplished, into 
three classes: 

1. To meet rail competition. 
2. To meet water competition 
3. To meet market competion. 


An example of the first class is an application by a railroad 
having a circuitous route for authority to meet the rate of the short 
route between points common to both. The second class includes 
applications by railroads operating from one port to another to meet 
at such ports the rates of the water lines. Market competition may 
be either by rail or by water. An example of this class is that of 
a railroad serving a producing territory seeking to meet the rates 
of other carriers, either rail or water, from another producing 
territory to a common market. Comparatively few applications are 

ased on market competition exclusively, but such competition is 
often an important element in applications of the first two classes, 
There have also been filed a few applications not coming within 
any of these classes such as the emergency applications mentioned 
under paragraph (c) and applications filed in connection with a 
proposed readjustment of rates having for its obpect the assistance 
of railroads in financial distress. 


The results actually accomplished by the granting of such 
applications, in our opinion, have been: 


1. That the railroads which have been granted fourth section 
relief have, in most cases, accomplished their purpose of securing 
a portion of the traffic between the competitive points, thereby 
obtaining additional revenue. 


2. That shippers located at the competitive points have enjoyed 
the benefit of an additional route or an additional market, and of 
such other advantages as normally result from competitive service. 


3. That prejudice is thereby created at intermediate points to 
which higher rates are permitted, but not, in the opinion of the 
majority, undue prejudice. 


The question of the effect on other railroads of such applications 
where granted was included in our order of investigation, but the 
evidence on this point is general in character. The effect of granting 
an application to meet rail competition has been to take from the 
competing railroad so much of the traffic between competitive points 
as was thereby secured by the applicant railroad. The granting of 
an application to meet water competition has in some ‘instances the 
effect of taking traffic from other rail carriers which might partici- 
pate in a portion of the haul from an interior point to the port for 
movement beyond by water. 


(e) Generally speaking, the evidence shows that the localities 
which have been most interested in having the railroads make such 
applications are those at which competitive conditions exist. For 
example, in the case of an application filed by a carrier having a 
circuitous route for authority to meet the rate of the short line 
between two points, those competitive points would be interested in 
the additional service thus afforded. In the case of an application 
for authority to meet water competition the ports would be similarly 
interested. A complete list of the localities interested in these two 
types of application would include most of the important junction 
points and ports of the country. 


The interest of localities in applications into which the element 
of market competition enters is much more pronounced and wide- 
spread than where that element is absent. 


The record establishes that in a majority of instances such 
applications have been filed, not as the result of any pressure from 
shippers or localities, but because the railroads conceived that 
their best interests would be served thereby. 


(f) This section of the resolution has to do with the adminis- 
tration of paragraph two of section four which reads as follows: 

“Wherever a carrier by railroad shall in competition with a 
water route or routes reduce the rates on the carriage of any 
species of freight to or from the competitive points it shall not 
be permitted to increase such rates unless after hearing by the 
Commission it shall be found that such proposed increase rests 
upon changed conditions other than the elimination of water 
competition.” 

We have construed this paragraph as applying only to rates 
reduced since its enactment June 18, 1910. In the following cases 
we have considered increases of rates coming within the purview of 
this paragraph: Reopening Fourth Section Applications, 40 I. C. C., 
35; Transcontinental Rates, 46 I. C. C., 236; Marshall-Wells Hardware 
Co. vs. S. P. & S. Ry. Co., 53 I. C. C. 684. In these cases satisfactory 
proof was presented that the increases rested upon changed 
conditions other than the elimination of water competition. _ 

Following our decision in the first of these cases, a suit was 
brought in the District Court of the United States for the District 
of Oregon to enjoin an increase in carload rates on iron and steel 
products from Pittsburgh to Seattle, upon the ground that the 
action of the carriers in increasing their rates and that of the 
Commission in authorizing such increase violated the last paragraph 
of section 4. This proceeding was dismissed in the lower Court 
and carried by direct appeal to the United States Supreme Court. 
In its opinion in Skinner & Eddy Corp. vs. United States, 249 U. S., 
557, the decision of the lower Court was affirmed and in commenting 
upon the contention of the appellants the Court said: 

“The specific purpose of the last paragraph of section four is 
to insure and preserve water competition; to prevent competition 
that kills. A reduction made under the authority of a fourth 
section order after full hearing must have been found by the 
Commission to have been reasonably necessary in order to preserve 
competition between the rail and the water carrier. A reduction 
so made is not within the reason of the prohibition declared by the 
last paragraph. Transportation conditions are not static; the 
oppressor of today may tomorrow be the oppressed. And in order 
to preserve competition between rail and water carriers it e 
necessary that the Commission’s power to approve a modification 0 
rates be as broad as it is to approve a modification in order to 
prevent unjust discrimination. Even a liberal reading of section 
four would not require that the prohibition contained in the 1a8 
paragraph be extended to reductions made with the approval of the 
Commission.” 

The decision in Marshall-Wells Hardware Company, supra, = 
predicated upon the above ruling of the Supreme Court, and since 
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that time there has been no other case before us arising under that 
paragraph of section 


OIL RATE CONDEMNED 


The Commission, in a report on No. 13862, W. P. Fuller & 
Company vs. Director-General, opinion No. 9177, 87 I. C. C. 294- 
6, has condemned the use of the 4.5 cent commutation for the 
25 per cent increase on petroleum and its products in the in- 
flation of the rate applicable from San Francisco to South San 
Francisco, between September 27, 1918, and February 20, 1920, 
as unreasonable and ordered reparation on fifty carloads of 
petroleum products shipped by the complainant in the period 
mentioned. 

Prior to June 25, 1918, the rate on oil and practically all 
other commodities, the report said, was 2.5 cents per 100 pounds 
or 50 cents per ton. Under General Order No. 28, the rate was 
increased to 3 cents. When the Director-General commuted the 
25 per cent increase on petroleum and its products to a specific 
advance of 4.5 cents, the rate became $1.40 per ton, an increase 
of 180 per cent. The flat increase, the Commission said, ap- 
plied only on oil. 

Justification for the heavy increase was attempted by a 
recital of the history of how, at the solicitation of the so-cailed 
independent part of the oil industry, the 25 per cent increase 
was commuted to 4.5 cents specific. Under that compromise, 
rates for long hauls were increased less than 25 per cent, while 
the short hauls, such as these, took much greater increases than 
25 per cent, the percentage generally prescribed under General 
Order No. 28. 

The complainant pointed out that while the producers of 
oil benefited by the action of the Fuel Administration in per- 
mitting them to increase the prices of oil, the consumer, such 
as the complainant, a manufacturer of oils and paints, was sub- 
jected to a double burden by reason of this increase. 

The Commission held the rate unreasonable to the extent 
it exceeded 40 cents per ton, $10 per car minimum, following 
in that regard, its decision in Western Meat Co. vs. Director- 
General, 78 I. C. C. 77. In that case it held the rates between 
San Francisco and South San Francisco, on fuel oil, unreason- 
able to the extent they exceeded 32 cents per ton, $8 per car 
minimum, before June 25, 1918, and 40 cents thereafter. These 
cases, sO far as oil was concerned, it said, were identical. 


ALCOHOL CASE DISMISSED 


The Commission has dismissed No. 13865, Anheuser-Busch, 
Inc., vs. Chicago & Alton et al., opinion No. 9180, 87 I. C. C. 307-9, 
finding the fourth class rate of 35.5 cents on alcohol from St. 
Louis to Peoria, charged on many carloads of alcohol shipped 





Tentative Reports 





NEWSPRINT RATES 


In a report on No. 14072, Western Newspaper Union et al. vs. 
Atchison, Topeka & Santa Fe Railway et al., Examiner J. P. 
McGrath said the Commission should find the rate on newsprint 
paper from Alexandria, Ind., to Omaha and Kansas City unrea- 
sonable for the future to the extent that it may exceed 39 cents, 
but not unreasonable at present or in the past. He said the 
Commission should find rates on newsprint, printing paper and 
certain other kinds of paper from manufacturing points in 
Minnesota, Wisconsin, upper Michigan and in Central and East- 
em territory to Kansas City and Omaha not unreasonable. 


Further, he said the Commission should hold the rates 
charged on envelopes from Waukegan, IIll., to Moorhead, Minn., 
were unreasonable to the extent they exceeded the aggregate of 
intermediates; that the rail-ocean-and-rail rates from Livermore 
Falls, Me., and Holyoke, Mass., to Dallas, Tex., and from Bellows 
Falls, Vt., to Oklahoma City and from Corinth, N. Y., to Houston, 

eX., Were unreasonable to the extent they exceeded 90 cents on 
printing paper from Holyoke to Dallas and $1 on newsprint and 
$1.10 on printing paper from Livermore Falls to Dallas; that 
the present rail-ocean-and-rail rates on strawboard from Bellows 
Falls to Oklahoma City is and for the future will be unreason- 
able to the extent it exceeds or may exceed $1.01; that the rate 
01 newsprint from Corinth to Houston was unreasonable to the 
extent that it exceeded 79.5 cents; and that the rail-ocean-and-rail 
Tate from Holyoke to Oklahoma City had not been shown to 
&ve been or to be unreasonable. 


The examiner said the claim for reparation, based upon 
rates described in Minnesota and Ontario Paper Company vs. 
Northern Pacific, 66 I. C. C. 571, should be denied as to certain 
Doints and allowed as to others. The denial, he said, should 
be based on the fact that in that case there were both increases 
and reductions, 





THE TRAFFIC WORLD 403 


since January 19, 1921, not unreasonable. The complaint charged 
the rate was unreasonable, unjustly discriminatory and unduly 
prejudicial. A rate of 17 cents applied in the reverse direction. 
The complainant made application for a similar rate from St. 
Louis to Peoria. The Commission said that prior to prohibi- 
tion Peoria was the largest alcohol producing point in the coun- 
try and that the movement of alcohol from St. Louis to that 
point was negligible. Shortly after prohibition, the report said, 
the complainant began the manufacture of alcohol and in 
January, 1921, made the first shipment of alcohol to the point 
where, before prohibition, more alcohol was produced than at 
any other point. On that date the complainant made applica- 
tion for a 17-cent rate. In August the carriers made a rate of 
17 cents on denatured alcohol, apparently under the assump- 
tion that the Anheuser-Busch product was denatured. It was 
not, so the 35.5 cent rate was the only one that could be ap- 
plied. The complainant called attention to the fact that alco- 
hol was worth only 19 cents a gallon, while gasoline, worth 
18.3 cents, moved on a rate of 14.5 cents. The carriers said the 
volume of shipments of alcohol had decreased while the value 
of the commodity had increased since prohibition. They said 
that when the rate of 17 cents was established, no considera- 
tion was given to its reasonableness. 





FOURTH SECTION REPARATION 


Reparation down to the basis of the aggregate of interme- 
diates has been ordered in No. 14957, J. Zimmern’s Company 
vs. Beaumont, Sour Lake & Western et al. (mimeographed), 
on account of a joint class rate of 87.5 cents applied on a 
carload of rice bran, in sacks, from Beaumont to Mobile, in 
May, 1920. The combination was 30.5 cents and to the basis 
of that rate the Commission ordered reparation, the amount 
being $337.39 on that one carload. 


SOLDIER LAUNDRY RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14504, Camp Grant Laundering & Clean- 
ing Co. vs. Director-General, and Chicago, Burlington & Quincy, 
opinion No. 9170, 87 I. C. C. 265-7, as to a double first class 
rate on soldiers’ second-hand wearing apparel and blankets, 
between Camp Grant, IIll., and Chicago, imposed on 20 carloads, 
in November and December, 1918, and January, 1919, to the 
extent it exceeded a subsequently established commodity rate 
of 36 cents. The complainant, a corporation organized by 37 
laundry companies in Chicago to clean clothing and camp 
blankets from Camp Grant, obtained the establishment of the 
36-cent rate. The rates imposed were those applicable under 
the Illinois classification. 


of the Commission 


Reparation was asked on shipments of newsprint from Alex- 
andria to Memphis. The examiner said that no change other 
than the general 10 per cent reduction had been made in the rates 
on that class of paper from and to those points, and no change 
in the rate on newsprint from the Fox River or basic group to 
Memphis was prescribed in the big paper case mentioned. The 
Commission, he said, should find that from August 26, 1920, to 
June 30, 1922, inclusive, prior to August 26, 1920, and on and after 
July 1, 1922, the rates assailed to those destinations other than 
Memphis were unreasonable to the extent théy exceeded in the 
first-named period the rates from and to the same points and 
on the same commodities prescribed in the big case and to points 
covered by, but not specifically named in that case, rates that 
were established in harmony with the rates therein fixed, and 
from points east of the Mississippi River not embraced in the 
big case, to the same destinations, to the extent they exceeded 
the rates from and to the same points and on the same com- 
modities, reflecting the revision in the rates west of the river 
prescribed in that case or established in harmony therewith,” 
and during the second and third periods, rates made by deduct- 
ing from the aforesaid rates the percentage of increase author- 
ized by the Commission on July 29, 1920, and 10 per cent, the 
general reduction of July 1, 1922, respectively. 


The examiner said the complaining organization paid the 
freight on shipments of printing paper and book paper con- 
signed by the Hammermill Paper Company from Erie, Pa., to 
Moorhead, Little Rock, Oklahoma City and Wichita, but deducted 
them from the cost price of the paper in making settlement with 
the consignor. At the hearing the complainant filed an assign- 
ment to it by the Hammermill Paper Company of all the latter’s 
right and interest in any reparation that might be awarded. He 
said the paper company and the newspaper union, as assignee 
of the paper company, were entitled to reparation with interest. 
He said as to other shipments they were not entitled to repara- 
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tion. Some of the shipments covered by the assignment, he 
said apparently were delivered more than two years prior to the 
date of the assignment, December 9, 1922, and were therefor 
barred. 


DETROIT SWITCHING CHARGES 


In a proposed report on I. and S. No. 1853, Increased Switch- 
ing Charges at Detroit, Examiner Burton Fuller recommended 
that the Commission find not justified, except as hereinafter 
indicated, the proposed increased switching charges at Detroit, 
contained in schedules filed by the Michigan Central and New 
York Central. Upon protest of industrial interests the sched- 
ules, dated to become effective July 5, last, the Commission 
suspended them for the term of its authority and then the car- 
riers voluntarily postponed their effective date. The Michigan 
commission took like action on schedules having intrastate ap- 
plication. 

The Wabash, Pere Marquette, Detroit, Toledo & Ironton 
and the Detroit & Toledo Shore Line opposed the proposed in- 
creases in reciprocal switching. The Pennsylvania appeared 
but the examiner said it made no protest. Officials of the Grand 
Trunk and of the Detroit Terminal, the latter jointly owned 
by the respondents and the Grand Trunk, called as witnesses, 
the examiner said, expressed general approval. The Detroit 
Manufacturers’ Railroad, a majority of the stock of which is 
owned by the Michigan Central which is also the operating 
lessee, was not represented at the hearing. Nor were the other 
terminal lines, Delray Connecting and Delray Terminal. Sum- 
marizing the facts about existing rates and the propesed 
changes, the examiner said: , 





The Michigan Central’s charges are $6.30 for intra-terminal be- 
tween industries, and $9.50 for other intra-terminal switching except 
on live stock between the stock yards and certain destinations, which 
is $6.30 per car; $3.60 to $6.30 per car for reciprocal from and to 
industries and $7.65 per car on other reciprocal switching; $6.30 to 
$8.10 per car on inter-terminal from and to industries and $9.50 per 
car on other inter-terminal switching; $3.60 to $8.10 per car on inter- 
mediate switching; and $9.50 per car for switching passenger and ex- 
press equipment. These charges are, generally speaking, on substan- 
tially the same level as those of the other lines serving Detroit ex- 
cept the New York Central’s intra-terminal charges, which range from 
$9.50 to $12.50 per car, and the Detroit manufacturers’ reciprocal 
charges, which range from $1.80 to $3.15 per car. In general, re- 
spondents propose to establish charges, with a minimum of 60,000 
pounds, of 2 cents per 100 pounds on reciprocal and inter-terminal 
switching from and to industries, 2.5 cents per 100 pounds on team 
track reciprocal and intra-terminal switching between industries, and 
8 cents per 100 pounds on other intra-terminal switching, with the 
exception of coal, coke, sand, gravel, crushed stone, and slag, on 
which charges of 0.5 cent per 100 pounds lower are proposed, and of 
live stock from the stock yards on which a charge of 3.5 cents inter- 
terminal and reciprocal, and intra-terminal to certain destinations, 
minimum 20,000 pounds, is proposed. Apparently through an over- 
sight the Michigan Central’s intermediate charge in connection with 
the Detroit manufacturers is proposed to be cancelled without any 
charge being proposed in lieu thereof. For other intermediate switch- 
ing a charge of $5 per car is proposed, and for switching of passen- 
ger and express equipment $12, $15 and $18 per car. On sand and 
gravel between the Michigan Central and Delray Connecting and 
Detroit Terminal the proposed schedules would result in reductions, 
as the present joint rates would be superseded by lower combina- 
tions. e proposed charges for intermediate switching and on 
special movements of live stock represent both increases and reduc- 
tions. Lower charges are proposed on coal, sand, gravel, crushed 
stone, and slag than on other commodities, on account of the volume 
in which these commodities move, their comparatively high average 
loading and the low risk attending their transportation. The proposed 
apesial chargés on live stock are in the nature of proportional rates, 
respondents having enjoyed the road haul. It is felt that stating the 
rates in cents per 100 pounds with the proposed minimum will result 
in proper minimum charges per car, and at the same time in a more 
equitable distribution of the transportation expenses between the 
various shippers and receivers of freight. Respondents’ reciprocal 
switching charges are absorbed by its connecting lines down to a net 
road-haul revenue of $19 per car. The only instances cited where the 
proposed increase reciprocal charges would result in increasing the 
through rates are on sand and gravel from Green Oak and Brighton, 
Mich., in connection with the Pere Marquette, the rate of 70 cents 
per net ton yielding earnings insufficient by $4 a car to cover the $19 
road-haul revenue, the $5 switching reclaim and the switching earn- 
ings of $15 ~~ car under the proposed rate of 1.5 cents per 100 
pounds, based on the average of loading fifty tons. 


The examiner, in conclusion said: 


The Commission should find: (1) that the proposed charges for 
intermediate, passenger and express, and special live stock move- 
ments have been justified; (2) that the proposed cancellation of the 
Michigan Central’s charges for intermediate switching in connection 
with the Detroit manufacturers has not been justified; (3) that the 
prepeses charges on iron ore, sand, gravel, crushed stone and slag 

ave not been justified; and (4), that the other proposed charges have 

not been justified to the extent that they exceed the following: 
Between industries, $12 per car; other intra-terminal switching, $15 
per car; reciprocal and inter-terminal switching from and to indus- 
tries, $9 per car; other reciprocal and inter-terminal switching, $12 
per car. 

An order should be entered requiring the cancellation of the pro- 
posed schedules as to interstate and foreign commerce without 
prejudice to the filing of schedules applicable to such commerce in 
conformity with the findings herein. 


NEW YORK PIER RATES 


Adoption by the Commission of a proposed report written by 
Examiner Chester E. Stiles in I. and S. No. 1930, Reduced Com- 
modity Rates from New York Piers to Pacific Coast, and No. 
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15348, Chicago Association of Commerce vs. Southern Pacific et 
al., will result in the extension of the competition between the 
Southern Pacific’s rail-and-water route from New York and the 
all-rail routes from Chicago for business to New Mexico, Ari- 
zona and California. He said the Commission should find justi- 
fied proposed reduced rates on a long list of commodities, car- 
loads, from New York Piers of the Southern Pacific-Atlantic 
Steamship Lines (Morgan Line), applying by water through 
Galveston and New Orleans and thence by rail to points on the 
lines of the Southern Pacific in New Mexico, Arizona and Cali- 
fornia. He said the Commission should vacate its order of sus- 
pension on 115 tariff items which otherwise would have become 
effective at different times in October and November, 1923. 

The formal complaint which he said should be dismissed was 
that brought by the Chicago Association of Commerce chal- 
lenging the reasonableness and propriety of similar reductions 
which the Commission, notwithstanding protests, had permitted 
to become effective. 

Neither the Mallory nor the Southern Steamship Company, 
each a competitor of the Southern Pacific’s New York Gulf port 
line, was represented at the hearing and the Santa Fe and 
Western Pacific, over whose lines applied the rates made to meet 
the competition of the Southern Pacific-Atlantic Steamship Line 
(Morgan Line) rates, the examiner said, appeared as protestants. 


“These cases,” said Examiner Stiles, “present in their prac- 
tical aspects a retrial of the issues in Reduced Rates From New 
York Piers, 81 I. C. C, 312, herein called the First Piers Case.” 
He said that while the testimony presented was quite volumin- 
ous, the issues might be simply stated: (a) Will the suspended 
rates result in undue prejudice and preference? (b) Are they 
high enough to cover the out-of-pocket cost of rendering the 
service plus some return on the investment? He said the 
Southern Pacific summarized its justification for the suspended 
rates substantially that (1) canal competition had tremendously 
increased since the last hearing in the First Piers Case and con- 
tinued to increase; (2) the suspended rates would take some 
traffic to interior California territory as against the canal route 
unler canal rates then current;( 3) respondent, through its 
comparable service from New York piers to California terminals 
and intermediate territory felt justified in carrying rates as low 
as might be established *from Group D (Chicago) to the same 
destinations, but did not propose lower rates than from Group D 
because intermediate destinations were involved; in that it said 
it was actuated by a desire to go as far as it could toward 
meeting water competition without obtaining fourth section 
relief, and without creating undue prejudice against other points 
of origin; and it felt that by the establishment of rates no lower 
than from Group D it completely avoided a basis for a charge 
of undue prejudice; (4) considering the equated distance from 
New York piers to San Francisco and Los Angeles via its line, 
the service was comparable with that performed by all-rail 
routes from Group D to those California points; (5) considering 
the equated distance from New York piers to Galveston via re- 
spondent’s water line, the service was fairly comparable with 
the average rail service performed from points of origin other 
than New York piers taking Group D rates to the Missouri River 
(Group F). 


The Southern Pacific put forth five other propositions of a 
like character intending to show that its proposal in no way 
would bring hardship to other routes or tend to break down 
the rate adjustment beyond the equalization of New York piers 
and Chicago. 


The principal objection to the adjustment proposed, accord- 
ing to the examiner, was that the extension of that same basis 
which might reasonably be expected to follow to other routes, 
particularly those extending to Colorado, Utah and Nevada and 
to other territory nearer the Missouri River would create a rate 
situation unduly prejudicial to protesting shippers and to the 
members of the complainant and highly objectionable to the pro- 
testing carriers. The complaint asked that the Commission pre- 
scribe a definite, fixed relation between the respondent’s rate 
from New York piers on the one hand and the all-rail rates from 
Group D on the other, to the territory here involved. On those 
points the examiner said the Commission should say: 


Adverting now to the principal objection to respondent maintain- 
ing New York piers on a rate parity with Group D, namely, that the 
extension of the same basis which may reasonably be expected to 
follow, to other routes, particularly those extending through. Colo- 
rado, Utah and Nevada, and to other territory nearer the Missour! 
River, will create a rate situation unduly_prejudicial to protesting 
shippers and to complainant’s members, and highly objectional to the 
protesting carriers: The issue herein, as respondent well asserts, iS 
not whether undue prejudice and preference may result from some 
action of other carriers, but whether the rates here proposed by 
respondent which are involved in the suspension proceeding, or those 
now maintained by it and assailed in No. 15348, effectuate any undue 
prejudice and preference. If, as protestants fear, reduced rates are 
later sought to be established in such manner as to create undue 
prejudice and preference, the Commission can deal with that situation 
when it arises. The present record affords no adequate basis for 4 
finding that the proposal of the respondent, or the rates now wale 
tained by it and assailed in No. 15343, will create or have create 
such violations of the interstate commerce act. , 

ith respect to the request that the Commission prescribe S 
definite, fixed relation between respondent’s rates from New Yor 
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piers on the one hand, and the ali-rail rates from Group-D on the 
other, to the territory. here involved: As to many..of.the co odi-. 
ties involved there is no specific evidence of the amount of difference 
in the rates which may exist. without injuriously affecting protestants; 
and as to those commodities with respect to which evidence concern- 
ing competition was adduced, it is evident that the extent to which 
the difference between the rates might reasonably vary differs with 
the different commodities, the different points of destination, and 
market and other conditions. There is no sufficient evidence upon 
which a definite, fixed relation can be prescribed, either as to the 
commodities as a whole, or any of them. 

Upon brief protesting shippers urge that the proposed adjustment 
will constitute a violation of the Commission’s order in Control of 
Central Pacific by Southern Pacific, 76 I. C. C. 508. In that proceed- 
ing the acquisition of control by the Southern Pacific Company of 
the Central Pacific Railway Company, by lease and stock ownership, 
was approved and authorized, and terms and conditions were pre-- 
scribed. These protestants assert that that order requires the South- 
ern Pacific to maintain a parity of rates to points on its line in Cali- 
fornia as between the Ogden route and the El Paso route, relying 
particularly upon paragraph (d) of the order, which reads as follows: 

“That the Southern Pacific Company shall at the request of the 
Union Pacific Railroad Company provide for the publication and 
maintenance of rates via the Central Pacific Railway through Ogden, 
Utah, between all points on the lines of the Southern Pacific Com- 
pany and Central Pacific Railway Company in California, west of 
Banning, and in Oregon on the one, hand and Colorado common points 
and points east thereof on the other, no higher than apply concur- 
rently between the same points via any other route in which it par- 
ticipates.”’ 

While the order provides that rates via the Ogden route no higher 
than those via any other route in which it participates shall be main- 
tained by the Southern Pacific ‘‘at the request of the Union Pacific 
Railroad Company,”’ it is urged that the quoted words are of second- 
ary importance, and that these shippers are interested parties; and 
they insist that to give full faith and credit to those conditions of 
the order in that case the Commission must reverse its decision in 
the First Piers Case and must require an equality of rates from the 
_ York piers via the Sunset-Gulf route and the all-rail route via 

gden. 

Without discussing that decision at length, it is sufficient ‘to say 
that the Union Pacific Railroad Company had an interest in that mat- 
ter by reason of the fact that its line from the east to Ogden forms 
with the Central Pacific a through transportation route between the 
Missouri River and California, and under acts of Congress commonly 
known as the Pacific Railroad acts these railroads are required to be 
operated and used for purposes of travel and transportation, so far as 
the public and the government are concerned, as one connected and 
continuous line, and must afford to each other equal advantages and 
facilities as to rates, time and transportation, without discrimination 
of any kind in favor of or against the road or business of either. 
Evidence was offered tending to show that, by reason of the competi- 
tive interest of its southern route, the Southern Pacific Company had 
countenanced practices which were prejudicial to the Ogden route. 
The Commission found in effect, among other things, that separate 
control of the Central Pacific and the Southern Pacific was not neces- 
sary to effectuate the objects of the Pacific Railroad acts; but in 
order to preserve the rights of the Union Pacific and all interests of 
the public under the Pacific Railroad acts various conditions, includ- 
ing those in paragraph (d) quoted above, were imposed. Now, as to 
the objection of these protesting shippers that the Southern Pacific 
by the proposed adjustment will violate that order, this objection is 
fully met, so far as this respondent and this proceeding are con- 
cerned, by its declared willingness to join in rates over the all-rail 
routes on the same basis as those here under suspension. If its rail 
connections do not see fit to join with it in the publication and main- 
tenance of such rates and these protestants feel that a violation of 
any act of Congress which we have power to administer has resulted, 
they may bring that issue before us in a proper proceeding. We 
have no jurisdiction in this proceeding to initiate rates over all-rail 
routes, the rates of which are not here in issue. 

The Commission should find that the rates proposed in the sus- 
pension proceeding have been justified, and an order vacating the 
Suspension should be entered. It should further find that the rates 
assailed in No. 15343 are not unduly prejudicial or preferential, and 
an order dismissing that complaint should be entered. 





SOUTHERN PORT RELATIONSHIP 


Attorney-Examiner Arthur R, Mackley has recommended 
the dismissal of No, 12798, Galveston Commercial Association 
vs, Gulf, Colorado & Santa Fe Railroad, on a finding that the 
relationship of export rates to Galveston and other Texas ports 
on the one hand and to New Orleans and Mobile on the other, 
from the territory west of the Mississippi River, under which 
the tates to New Orleans and Mobile, in many instances, are 
equalized with the rates to the Texas ports, for greater dis- 
tances than to the Texas ports, do not subject the Texas ports 
to undue prejudice and disadvantage or to give to New Orleans 
and Mobile an undue preference and advantage. 

The case, in considerable part, was based upon the theory 
that inasmuch as the distances to the Texas ports were less 
than the more eastern river and gulf ports, equalization of 
the rates by the Santa Fe gave New Orleans and Mobile an 
undue preference and advantage. Mackley said the Commission 
should find that relative distances were only one of the con- 
siderations affecting the relationship of export rates to these 
rival ports. . 

The complaint alleged that the rates were unreasonable in 
So far as they applied to Galveston, but the examiner said that 
that part of the case was withdrawn at the hearing, leaving 
the case to stand on the question of relationship. As summed 
up by Mr. Mackley, the issue was one of discrimination against 
Galveston and the other Texas ports on the one hand, and 
preference in favor of New Orleans and Mobile on the other. 
The testimony, he said, related principally to traffic originating 
i Texas, Oklahoma, Arkansas, Kansas and Louisiana west of 
the Mississippi River, and his report dealt with that territory 
a8 representative except where otherwise stated. 


THE TRAFFIC WORLD 405 


Carriers: serving Galveston; except the Southern Pacific, 
which also served New Orleans, supported the complaint, The 
lines. serving New Orleans, he said, opposed it. There was 
both support and opposition to the complaint, he said, among 
the numerous chambers of commerce and shipper interests 
which had intervened. 

Generally speaking, Mackley said, from Oklahoma, Kansas 
and states north and west thereof, the rates to New Orleans 
were equalized with those to Galveston, except that on grain 
from points on the Santa Fe the rates were lower to Galveston 
than to New Orleans; from Arkansas and Missouri south of 
Missouri River the rates from the two ports were equalized in 
some instances and were lower to New Orleans than to Gal- 
veston in others; from Louisiana the rates to New Orleans 
were much lower than to Galveston, a relationship which also 
obtained, he said, from east of the Mississippi River; from 
Texas, north of the Texas & Pacific, and west of the Santa 
Fe’s line from Fort Worth north to Gainesville, the rates to 
Galveston, in some instances, were lower than to New Orleans; 
from Texas north of the Texas & Pacific and east of the Santa 
Fe’s line from Fort Worth north to Gainesville, the rates to 
the two ports were usually equalized; from Texas, south of 
the line of the Texas & Pacific the rates to Galveston were 
lower than to New Orleans with some exceptions. From most 
of the Texas points the rates on cottonseed products, he said, 
were lower to Galveston than to New Orleans. 

After discussing cases bearing on the subject, Mackley 
said the question was where to draw the line in the matter 
of voluntary equalization by the carriers. He said the Com- 
mission could not draw it arbitrarily in order to build up the 
port of Galveston, and help overcome any natural disadvantage 
of that port compared with New Orleans, however imperative 
Galveston’s need in its competition with New Orleans might be. 

“The carriers are vested with initial discretion in the estab- 
lishment of their rates and relationships of rates,” said Mack- 
ley. “The function of the Commission is to see that that dis- 
cretion is not abused. There is no evidence here of that abuse. 
The rates to New Orleans are not shown to be inherently 
too low nor the rates to Galveston inherently too high. 
Nor is there any contention to that effect. It was agreed 
by the parties at the hearing that for the purposes of this 
case the rates to both ports might be regarded as inherently 
reasonable. There is no evidence that the carriers in making 
rates to New Orleans not higher than to Galveston for greater 


distances than to Galveston are doing so at a loss or without 
some profit.” 





EXAMINER RECOMMENDS RELIEF 


In a report by Examiner H. B. Cummings, on Fourth Sec- 
tion Application Nos. 1860, 1862, 3024 and parts of Fourth Section 
Application Nos. 1842 and 4220, filed by Hosmer and the Union 
Pacific to protect departures from the long and short haul rule 
in respect to class and commodity rates from, to or between St. 
Louis, Peoria, Chicago, St. Paul and Minneapolis and points 
taking the same rates, and points basing thereon on the one hand, 
and destinations in Arkansas, Colorado, Kansas, Missouri and 
Nebraska on the other, as described in the tariffs named in the 
applications, and applications filed by the Union Pacific to pro- 
tect departures in rates on hay and straw in the territory de- 
scribed, the examiner recommended relief subject to conditions 
set forth in the report, as follows: 


1. To the Chicago, Milwaukee & St. Paul and Illinois Cen- 
tral and connecting lines, to continue the maintenance of class 
and commodity rates from, to or between St. Louis, Peoria and 
Chicago and points taking the same rates on the one hand, and 
points in Missouri, Kansas, Nebraska and Colorado, on the 
other, lower than at intermediate points. 


2. To the St. Louis-San Francisco and connecting lines, to 
continue class and commodity rates from, to or between St. 
Louis, Peoria and Chicago and points taking the same rates on 
the one hand, and Glenn Park and Rosedale, Kan., and points 
south thereof on the line of the Frisco between St. Louis and 
Kansas City via Nichols, Mo., on the other, lower than at inter- 
mediate points in Missouri and Kansas. 

3. To the Union Pacific, Rock Island and connections to 
continue class and commodity rates from, to or between St. 
Louis, Peoria, Chicago, St. Paul and Minneapolis, and points tak- 
ing the same rates and points basing thereon, on the one hand, 
and points in Nebraska and Kansas on the other, lower than at 
intermediate points in Nebraska and Kansas. 

4. To the Atchison, Topeka & Santa Fe and connections, to 
continue class and commodity rates and the Missouri, Kansas & 
Texas to continue class rates from, to or between St. Louis, 
Peoria, Chicago, St. Paul and~ Minneapolis and points taking 
the same rates and points basing thereon on the,one hand, and 
points in Kansas and Missouri on the other, lower than at inter- 
mediate points in Kansas. 

5. To the Missouri Pacific and connections, to continue class 
rates from, to or between St. Louis, Peoria, Chicago, St. Paul 
and Minneapolis and points taking the same rates, or points bas- 
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ing hereon, on the one hand, and Aurora and Springfield, Mo., on 
the other, lower than at intermediate points in Missouri. 

6. To the Kansas City Southern and connections, to con- 
tinue class and commodity rates, from, to or between St. Louis, 
Chicago, and Peoria and points taking the same rates or rates 
based thereon, on the one hand, and Leeds, Mo., on the other, via 
Eve, Mo., in connection with the Missouri-Kansas-Texas and via 
Gulfton, Mo., in connection with the St. Louis-San Francisco 
lower than at intermediate points in Missouri. 

He said the Commission should defer disposition of those 
parts of the applications which covered fourth section depart- 
ures in commodity rates at points on the Missouri-Kansas-Texas 
and the Missouri Pacific and that all other relief should be 
denied. 


NEW RATES ON BUTTER 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates on butter have been proposed by 
Examiner I. L. Koch, in a report on No. 14717, Mistletoe Cream- 
eries et al. vs. Atchison, Topeka & Santa Fe et al. Koch said 
the Commission should find rates on butter from Oklahoma City, 
Denver, Sioux City and Aberdeen, from points in Kansas and 
from Kansas City and St. Louis, Omaha, Louisville, Cincinnati, 
Chicago, Minneapolis and groups, to Fort Worth, Houston and 
San Antonio unreasonable to the extent they exceeded typical 
rates which he said should be made applicable for the future. 
He said the Commission should hold the rates unreasonable 
prior to July 1, 1922, to the extent they exceeded by more than 
11 per cent the rates or basis of rates indicated in that table of 
rates which he said should be made applicable for the future. 
The typical or guiding rates are as follows: 

To Fort To San 


Worth, Tex. Houston, Tex. Antonio, Tex. 
Distance Rate Distance Rate Distance Rate 


From Miles Cents Miles Cents Miles Cents 
Oklahoma City, Okla, ...... 205 67 466 100 478 
.. 8 “aa 340 86 600 111 613 113 
Springfield, Mo. ............ 443 98 663 117 715 120 
SE ME, wlcedcceetete-ee 468 86 600 111 613 113 
Great Bend, Kan. .......... 488 103 748 122 761 124 
De Gate, BAO. oc cvesccce 507 105 726 122 787 125 
SS Seer 564 109 822 127 835 129 

~ -® oe SRSA 704 120 802 127 $19 134 
CS rere 707 120 920 134 973 138 
Mie Ce, TOWE ..cccccices 787 125 1,016 142 1,042 143 
DEE, wcrrviescccecse 802 127 1,062 144 1,073 144 
RE, EMS bec ccdecceces 872 130 971 137 1,097 144 
CTE asiesicc cc cvccsees 961 138 1,077 145 1,204 152 
Minneapolis, Minn, ........ 1,008 142 1,300 156 1,288 160 
Cincinnati, Ohio ........... 1,010 138 1,138 145 1,213 152 
pS Se > Sere 1,057 145 1,286 159 1,312 163 


Rates from other points, in harmony with the typical rates 
proposed by him, the examiner said, should be required. 


RULE 77 CASE 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner P. F. Gault in a report on 
No, 14899, East St. Louis Cotton Oil Company vs. Baltimore & 
Ohio et al., as to a rate of 63 cents on 22 carloads of cotton- 
seed-hull shavings in compressed bales shipped in October and 
November, 1922, from East St. Louis to Hopewell, Va. The 
complaint alleged it was unreasonable to the extent it exceeded 
the subsequently established rate of 33.5 cents. 

In the period of movement a joint rate of 36 cents was in 
effect from Cairo, Ill., to Hopewell over the Mobile & Ohio to 
East St. Louis and thence to Hopewell over the lines of the 
defendants, the examiner said. That departure from the fourth 
section, the examiner said, was and is protected by an appro- 
priate application as yet undetermined. But the examiner 
called attention to the fact that the rate from Cairo was pub- 
lished subject to rule 77 of Tariff Circular 18-A and it said the 
defendants therefore were obligated to establish the same rates 
from East St. Louis. It held the applicable rate unreasonable 
to the extent it exceeded 36 cents and awarded reparation to 
that basis. 


CARBON COKE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Leo J. Flynn in a report 
on No. 14189, Acheson Graphite Company vs. Director-General, 
New York Central, et al., as to a rate on Reilly carbon coke 
from Indianapolis to Niagara Falls in 1918 and 1919. The ex- 
aminer said the Commission should find a combination rate of 
$5.20 unreasonable to the extent it exceeded $3.40. He said 
the Commission should find claims for reparation on shipments 
from Indianapolis, Ind., and St. Louis Park, Minn., to Harriet, 
N, Y., also in the period of federal control, were not filed within 
the statutory period. The complaint covers two sub numbers 
by the same complainant against different railroads. 





POULTRY RATES CONDEMNED 
Examiner I. L. Koch in a report on No. 14695, Patterson 
Produce Company vs. Abilene & Southern et al., has proposed 
a finding that the rate on live poultry, in carloads, from Texas 
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common point territory to New York and New York rate points 
was unreasonable to the extent it exceeded, exceeds or may 
exceed the lowest combination of third class rates from and to 
the same points. He said the Commission should award rep- 
aration to that basis and require the establishment of a rate 
in accordance with the suggested finding. 


SLIGO RULE CASE 


Application of the rule laid down by the Commission in 
the Sligo Iron Store Case, 62 I. C. C. 648, has been proposed 
by Examiner C. I. Kephart in No. 15106, Pendleton & Gilkey, 
et al. vs. Director-General, Canadian Northern, et al., he said 
the Commission should find that shipments of poles and posts 
in the period of federal control from points on the Minnesota 
& Rainy River and the Minneapolis, Red Lake & Manitoba 
railways in Minnesota to destinations in Minnesota, Iowa, Illi- 
nois, South Dakota and Montana, were overcharged because the 


components were not shrunk in accordance with the combina- 
tion rule. 


COMBINATION RULE CASE 


Examiner E. L. Gaddess, in a report on No. 15033, Dia- 
mond Match Company vs. Director-General, said the Commis- 
sion should apply the principle laid down in the Sligo Iron 
Store Case, 62 I. C. C. 643, and find that shipments of lumber 
from Tiger, Ione and Spokane, Wash., to Barberton, O., between 
June 25 and August 6, 1918, were overcharged to the extent 
that the charges exceeded those which would have accrued 
had the combination rule been used. 


MUST FILE RATES 


An unusual rate situation was disclosed when, in I. and 
S. No. 2032, the Commission suspended, from February 15 until 
June 14, Supplement No. 14 to Boyd’s I. C. C. No. A-1015. The 
suspended schedule proposed to cancel the tariff to which it 
was attached as a supplement. The main tariff contains class 
and commodity rates for application from points in Michigan, 
Minnesota and Wisconsin via lake-and-rail routes to destinations 
in Canada and the eastern United States, while there is naviga- 
tion on the great lakes, 

Boyd’s supplement proposed to cancel the main tariff. It 
said that the rates to be applied in lieu thereof would be pub 
lished in a tariff to be filed later and to become effective on 
the opening of navigation. 

Boyd has been allowed to understand that there will be no 
hearings on the subject immediately but that time will be af- 
forded him to prepare and file the rates the carriers desire to 
substitute for the ones proposed to be cancelled. The rates via 
the rail-and-lake routes are not in operation now because there 
are no boats in operation. They are in a state of suspended 
animation, provision being carried, in the earlier tariffs, if not 
in the present Boyd publication, for their non-use in the win- 
ter months when the Great Lakes are not usable. 

This is the first time, so far as can be recalled, when the 
Commission found opportunity or was called upon to suspend 
a cancellation supplement for the reason underlying this case, 
namely, that the carriers had not shown what rates they pro- 
posed to substitute for the cancelled ones. 


SUSPENDED TARIFFS 


In I, and S. No. 2029, the Commission has suspended, from 
February 10 until June 9, schedules as published in Supple- 
ment No. 48 to Countiss’ I. C. C. No. 1108. The suspended 
schedules propose to cancel a specific rate of 155 cents per 
100 pounds, carload minimum weight 36,000 pounds, on citrus 
fruit from California, Arizona and other Pacific coast states to 
destinations in eastern Canada which would result in the ap- 
plication of a rate of 173 cents per 100 pounds, carload minimum 
weight 32,300 pounds. 

In I. and S. No. 2030, the Commission has suspended, from 
February 10 until June 9, schedules as published in Supple- 
ment No. 12 to Jones’ I. C. C. No. 1373. The suspended sched- 
ules propose to cancel through rates on grain and grain prod- 
ucts from points on the Wabash Railway in C. F. A. territory 
to certain Virginia points taking Norfolk rates. The following 
is illustrative: 

TO VIRGINIA CITIES 

From Present Proposed 
Montpelier, Ohio- .......cccccccce 28 30% 
Es GENE  ciicccwececeecee Miesagucdnenvareatemeseeee 25 28% 


In I. and S. No. 2031, the Commission has suspended, from 
February 10 and 13 until June 9, schedules as published in 
supplements Nos. 2 and 3 to Emerison’s I. C. C. No. 81 and 
Supplement No. 3 to Glenn’s tariff I. C. C. No. A-439. The sus- 
pended schedules propose to increase the handling charge oD 
shingles at Virginia, south Atlantic and certain Gulf ports, in- 
cluding Mobile, Ala. The following is illustrative of present 
and proposed handling charges: 

At Present Proposed 
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February 16, 1924 


SENATE COMMITTEE MEETING 


The Trafic World Washington Burcau 


Senator Cummins, at an executive meeting of the Senate 
interstate commerce committee, February 13, informed the com- 
mittee that he desired that his railroad consolidation bill be com 
sidered as early as possible. It was decided that the whole 
committee would take the measure up later, but no date was 
fixed for its consideration. 

As the result of a communication from the Commission on 
the Gooding railroad propaganda resolution, which was reported 
to the Senate, Senator Gooding agreed to ask that the resolu- 
tion be returned to the committee for modification. It is under- 
stood that the Commission informed the committee that if the 
intention was that the Commission should send ‘investigators into 
the field and obtain the information desired from all classes of rail- 
roads, the cost to the government would be cousiderable. On the 
other hand, it is understood, the Commission said if the reso- 
lution were limited in its application to Class 1 roads and per- 
mitted the Commission to get the information by sending out 
a questionnaire and accepting sworn statements of the carriers, 
the cost would not be so great. 

The committee decided to limit the hearings on the Good- 
ing long-and-short-haul clause bills to three days each for op- 
ponents and proponents of the measures, and one day at the end 
of the six days for any other testimony that might be given. 
The hearings will begin February 18. 


All bills relating to amendment of paragraph 3 of section 


16 of the interstate commerce act will be handled by the sub- 
committee headed by Senator Howell of Nebraska. The sub- 
committee, which was appointed to consider Senator Cummins’s 
bill to amend paragraph 3 of section 16, has not fixed a date for 
hearings. 

No effort was made by Senator LaFollette to bring forward 
his resolution calling for a reduction in rates on farm products 
nor was anything done with respect to bdills relating to section 
1ba. 

On motion of Chairman Smith, the Senate recommitted to 
the Senate interstate commerce committee the resolution there- 
tofore favorably reported to the Senate, and directing the Com- 
mission to obtain information as to railroad expenditures for 
propaganda. 


FARMERS’ CONFERENCE 
The Trafic World Washington Bureau 


Wise application of sound economic remedies by the farm- 
ers themselves will cure the causes of the present depressed 
condition of agriculture, the second national co-operative mar- 
keting conference, held under the auspices of the National 
Council of Farmers’ Co-operative Marketing Associations, de- 
clared in resolutions adopted at the close of the conference 
last week. This was the second conference held in Washing- 
ton within a week to consider means of improving the con- 
dition of the farmer that did not refer to freight rates in the 
conclusions formally reached, the other being that which con- 
sidered conditions in the northwest. James C. Stone, presi- 
dent of the Burley Tobacco Growers’ Association, did not speak 
on “Co-operative Marketing and Transportation,” as scheduled. 
The conference adopted the following general resolution: 


1. That the causes of the present depressed condition of Amer- 
ican agriculture are, in the main, economic in character and can 
be cured only by the wise application of sound economic remedies 
by the farmers themselves, 


2. That the principal economic difficulty of farmers at this time 
is the lack of an efficient system of marketing their products and 
the remedy is a system of co-operative marketing which will enable 
farmers to carry on marketing processes in commodity groups in 
ways that will permit orderly selling or merchandising in place of 
the wasteful and expensive practice of dumping and blind selling. 

3. We believe that co-operative marketing associations should 
be organized by farmers and owned and controlled by them. 


4, That we are opposed to all forms of price fixing by government; 
first, because it would be a perversion of government authority and 
would ultimately bring ruin to farmers and endanger the government; 
and, second, because if the principle of ——_— control of prices 
of farm Ss should be established, producers of agricultural 
Products being in the care of each commodity, a minority of the 
total population would be compelled to accept prices fixed by a 
consumers’ majority. 

. We recognize clearly the need of reducing the spread between 
the prices paid to agricultural producers and the prices paid by 
consumers, and declare it to be the aim of co-operative commodity 
marketing to reduce this spread by more economical and efficient 
methods of distribution, and we believe that such improved and 
more efficient methods will bring better prices to producers and lower 
Prices to consumers, which will mean increased consumption and 
greater demand. 


The National Board of Farm Organizations at a conference 
this week considered means of improving the agricultural situa- 
tion. A summary of the resolutions adopted, issued by the 
conference, did not contain any reference to freight rates on 
agricultural products. The conference dealt with proposals 
to put agriculture on a stable basis. 

Senator Norbeck, of South Dakota, discussing the troubles 
of the farmer and their causes, said, in part: 
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The worst trouble with the farmer today is the unequal exchange 
value of his dollar. It takes more bushels of wheat to buy a nm, 
or a plow. It takes more pounds of pork to buy a suit of clothes. 
It takes more pounds of beef to get a ton of coal. The farmer’s 
dollar is below par. -He can not exchange a day's labor with anybody. 

The all important question is—can we get back to normal. By 
normal, I mean a condition existing similar to the pre-war period. 
A great many beng Mg happened since. Were it possible to re- 

a 


> the causes t brought about the inequality, we might get 
ac. - 


What are the causes? 

During the war railroad labor found itself underpaid. They 
asked for relief. The farmer has always gers his support to the 
demands of labor. The additional wage burden placed upon the rail- 
roads was nearly $2,000,000,000, almost equal to the value of the 
wheat and cotton crop in normal years. This meant higher freight 
rates and higher passenger rates, but this was only an incident. The 
higher wages followed all along the line. It meant higher prices on 
manufactured goods, higher prices to service, higher taxes, It 
seemed that nearly everybody was taken care of but the farmers 
and-the salaried class. 


Business is intelligent, well-organized and knows how to get its 
pound of flesh. Organized labor has not missed its opportunity. In 
most cases their demands were justified. In some cases they were 
unreasonable. The newspapers reported some time ago that plaster- 
ers in some of the cities were getting $25 a day performing half as. 
much work as was common ten or fifteen years ago. This means 
higher house rent, higher cost of living, higher prices of what the 
farmer has to buy. 


The members of the National Board of Farm Organizations, 
comprising practically all of the great agricultural societies and 
organizations of the country, are as follows: Farmers’ Educa- 
tional and Cooperative Union of America; Farmers’ National 
Congress; National Agricultural Organization Society; National 
Conference on Marketing and Farm Credits; Farmers’ Society 
of Equity; National Cooperative Milk Producers’ Federation; 
Wisconsin State Union, American Society of Equity; American 
Association for Agricultural Legislation; Pennsylvania State 
Grange; Intermountain Farmers’ Association; Farmers’ Equity 
Union; Pennsylvania Rural Progress Association; Florida Citrus 
Exchange; and the American Society of Equity. 


COOLIDGE AND THE RAILROADS 


The Trafic World New York Bureau 


President Coolidge, in his address the night of February 12, 
in New York before the National Republican Club, made several 
references to transportation, although they were incidental to 
the subjects he was discussing. Having referred briefly to the 
conflicts of Lincoln’s time, the President said the industrial 
struggle for increased compensation to wage earners, for the 
bettering of their condition, while not fully settled, did not 
appear at the present to be acute. 

“The rewards of labor engaged in commerce, transportation 
and industry are now such as to afford the most liberal partici- 
pation in all the essentials of life,” said he. ‘What this tre- 
mendous opportunity now held by the wage earner, if wisely 
and justly administered, will mean to the well-being of the 
nation is almost beyond comprehension.” 

“It is perfectly obvious,” the President said, taking up the 
agricultural problem, “that there is something radically wrong 
when agriculture is found in its present state of depression at 
a time when manufacturing, transportation and commerce are 
on the whole in a remarkable state of prosperity. 

“No one would deny, I suppose, that industrially we are 
very flourishing. Every standard by which prosperity is meas- 
ured, whether it be production, movement of freight, corporate 
earnings, employment of labor, or bank clearings, all point to 
the same conclusion. Disregarding the abnormal war-time con- 
dition, for every important enterprise save agriculture the year 
1923 undoubtedly holds the record. Earnings have been very 
greatly increased, and except here and there as in the case of 
some railroads must be looked upon with a great deal of satis- 
faction.” 

But the farmer, the President said, is not receiving his 
share. 

“I do not need to dwell upon the moral requirement for the 
equitable distribution of prosperity and the relief of distress 
by the application of every possible and sound remedy,” he 
continued. 

“This problem is not merely the problem of the agricultural 
sections of our country; it is the problem likewise of industry, 
of transportation, of commerce, and of banking.” 


AGAINST CHANGES IN THE ACT 


Senator Robinson, of Arkansas, has submitted to the Senate 
letters in the nature of memorials from citizens of Fort Smith, 
Ark., remonstrating against any substantial change being made 
in the transportation act. 

Senator Shortridge, of California, has submitted resolutions 
adopted by the Chambers of Commerce of Benecia, Newark, Pasa- 
dena, Palo Alto, Pleasanton, Reedley, Riverside, Salinas, Santa 
Cruz, Santa Rosa, Sebastopol, Suisun, Sutter County, Torrance 
and Walnut Creek, all in California, and of the Building Owners’ 
& Managers’ Association, the Warehouse Association of the Port 
of an Francisco, and the Crockett and Valoua Business Men’s As- 
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sociation of Crockett, Cal., protesting against any substantial 
change being made in the transportation act. ¢ 

Senator Bursum, of New Mexico, has submitted a memorial 
from Albuquerque, N. M., signed by 1,163 shop employes of the 
Atchison, Topeka & Santa Fe, remonstrating against any sub- 
stantial change being made in the transportation act. 

Senator Curtis, of Kansas, has submitted a memorial of 
sundry firms and citizens of Leavenworth, Kans., remonstrating 
against any amendment of the transportation act. 

Senators Capper and Curtis of Kansas have submitted to 
the Senate memorials signed by members of shop associations 
of the Atchison, Topeka & Santa Fe protesting against the 
passage of legislation making any substantial changes in the 
transportation act. 

Senator McKinley of Illinois has submitted a memorial of 
sundry citizens of Chicago protesting against any substantial 
changes in the transportation act. 

Senator Curtis of Kansas has submitted a resolution of the 
Chamber of Commerce of Ellsworth, Kan., protesting against 
amendment of the transportation act. 

Representative Anthony of Kansas has submitted to the 
House a petition of 2,500 members of the shop associations of 
the Atchison, Topeka & Santa Fe protesting against any sub- 
stantial change in the transportation act. 

Representative Ayres of Kansas has submitted a petition 
signed by H. P. French of Wichita, Kan., and others, opposing 
changes in the transportation act. 


RAILROAD BILLS IN CONGRESS 


Senator McLean, of Connecticut, has introduced a bill (S. 
2468), by request to prohibit the collection of a surcharge on 
travel in Pullman cars. Senator Shields, of Tennessee has in- 
troduced a similar bill (S. 2493). 

Representative Rainey of Illinois has introduced a bill (H. R. 
6865) requiring railroad companies to reimburse employes for 
property losses sustained: by moving terminals or division points. 
The bill would make a railroad company liable for any damage 
sustained by an employe by reason of a decrease in the value 
of real estate caused by the moving of terminal or division 
points. 


INLAND WATERWAYS BILL 


Senator Ransdell of Louisiana has introduced a Dill 
(S. 2415) to create the Inland Waterways Corporation to oper- 
ate the barge lines of the government. It is along the same 
lines of the bill introduced by Representative Denison of IIli- 
nois in the House. 


WATERWAY BILL OPPOSED 
The Trafic World New York Bureau 


The board of directors of the Maritime Association of New 
York, at its meeting Wednesday, adopted a resolution oppos- 
ing the Ransdell bill in the Senate to extend government owner- 
ship and operation of tmland waterway lines. This measure 
provides for the creation of an inland waterway corporation 
with authority to continue all services now being performed 
by the Inland and Coastwise Waterways Service and to expand 
or inaugurate new lines without restriction. 


The Maritime Association said that “private interests en-: 


gaged in coastwise barge transportation on the Atlantic sea- 
board have already suffered severely from government compe 
tition with a serious impairment of earning facilities, making 
the operation of their boats unprofitable.” 

The resolution protested against enactment of the measure 
and expressed the belief that the scope of the bill should be 
limited to the Mississippi and Warrior rivers, on which the 
government barge lines are now operated. 

Another resolution adopted by the association expressed 
opposition to the Senate bill for the “creation of a monopolistic 
workmen’s compensation federal insurance fund” for the District 
of Columbia. It was said that the bill, as drawn at present, 
was designed to establish the principle of government operation 
and regulation of business affairs, and that the employer would 
be compelled to take out federal insurance to the exclusion of 
all private enterprise. 

The association said that “there is no justification for the 
United States government engaging in business of this charac- 
ter, which is, or can be, properly covered by private enterprise.” 
While the bill is intended to affect only the District of Columbia, 
the association expressed the belief that it would constitute an 
unsatisfactory precedent for the state and federal governments. 


URGES PASSAGE OF DYER BILL 


The National Team and Motor Truck Owners’ Association, 
in a bulletin to members, has urged them to appeal to their 
senators and representatives in Congress for enactment of the 
bill (H. R. 4168) introduced in December by Representative 
Dyer, of Missouri, to amend the act of February 13, 1913, entitled 
“An act to punish the unlawful breaking of seals of railroad cars 
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containing interstate or foreign shipments, the unlawful enter- 
ing of such cars, the stealing of freight and express packages 
or baggage or articles in process of transportation in interstate 
shipment, etc.,” contained in Thirty-seventh Statute at Large, 
page 670. (See Traffic World, December 29, pr. 1594.) 

The association regards the bill as of importance to trans- 
fermen, because of the proposed addition to the law of provisions 
covering thefts from wagons, automobiles, trucks or other 
vehicles of any goods or chattels moving as, or which are a part 
of, or which constitute an interstate or foreign shipment of 
freight or express. 

The bill also would add a section to the law providing that 
“to establish the interstate or foreign commerce character of 
any shipment in any prosecution under this act the waybill of 
such shipment shall be prima facie evidence of the place from 
which and to which shipment was made.” Convictions under the 
existing law have been difficult to obtain because of inability 
to bring witnesses from distant points to prove the interstate 
character of a shipment in cases involving thefts from cars and 
stations. The amendment is designed to remedy that situation. 


ACT ON SHIP AND RAIL BILLS 
The Trafic World New York Bureau 


The Merchants’ Association of New York, through its ex- 
ecutive committee, has gone on record for or against several 
bills now before Congress affecting transportation. It expressed 
opposition to the measure to transfer Shipping Board authority 
to the Commission, supported the bill to give federal officials 
authority in thefts of shipments in interstate commerce, sup- 
ported the measure to make the delivering carrier as responsible 
for loss or damage as the one receiving the shipment, and op- 
posed the bill to require railroad freight claims to be settled 
within sixty days. 

The report of the committee on transportation, as approved 
by the executive committee, is as follows: 


1. §.1545—This bill introduced by Senator King of Utah proposed 
to transfer to the Interstate Commerce Commission all authority 
in respect of rates, fares, charges, classifications and tariffs, or 
regulations and practices relating thereto, vested in the United 
States Shipping Board by the Shipping Act, 1916, as amended, or 
the Merchant Marine Act, 1920. ‘ 

“The committee felt it was unwise at this time, particularly in 
view of the unsettled state of American shipping and the press 
of work now developing upon the Interstate Commerce Commission, 
to make the transfer of authority proposed. . ‘, 

“Accordingly your committee recommends that bill S.1545 be 


opposed. 

2. H.R.4168—This bill introduced by Congressman Dyer of Mis- 
souri proposes to amend an Act entitled ‘‘An Act to punish the un- 
lawful breaking of seals of railroad cars containing interstate or 
foreign shipments, the unlawful entering of such cars, the stealing 
of freight and express packages or baggage or articles in process of 
transportation in interstate shipments, and the felonious asportation 
on possession or reception of the same’”’ (37 Statutes at Large, page 


“The bill would make it unlawful for any person to steal or carry 
away merchandise from a platform, depots, on automobiles, trucks 
or any other vehicles in Interstate Commerce. 

“As the enactment of this legislation will enable the Federal 
authorities to prosecute thieves and thus minimize thefts from trucks 
it was felt that the proposal was in the public interest and your 
committee accordingly recommends that Bill H.R.4168 be approved. 

3. H.R.718—This bill introduced by Congressman Moore of Vir- 
ginia proposes to amend section 20 of the Act to regulate commerce, 
commonly known as the Carmack amendment, by providing that the 
final and delivering carrier of property received for transportation 
shall be liable in the same manner and to the same extent as the 
initial and originating carrier for less damage or injury to such 
property. 

“At present plaintiffs in actions against common carriers are 
required to bring such actions against the initial and originating 
carrier. This requirement often results in great inconvenience and 
expense to persons having bona fide claims against the carriers. 

“Your committee feels that the provisions of this bill are in 
the = interest and accordingly recommends that H.R.718 be 
approved. 

4. H.R.2870—This bill introduced by Congressman Ward of North 
Carolina provides that all claims for freight lost or damaged in transit 
in interstate commerce shall be adjusted within sixty days from the 
date of —_ such claims in writing and further provides that the 
carriers shall be liable to a penalty of $100 for failure to adjust 
claims within this period. 

“In conference ruling 462 the Interstate Commerce Commission 
held that a carrier can not shield itself from responsibility in paying 
a claim by accepting the authority of a connecting line to pay it, but 
must ascertain the lawfulness of the claim and allow it or not upon 
the basis of its own investigation. In all cases, the Commission has 
held the investigation must be thorough and must disclose a lawful 
basis for payment before the claim is adjusted. ; 

“Your committee believes that the circumstances surrounding 
the transportation of some shipments in which loss, damage or in- 
jury occurs are such as to require an exhaustive investigation by the 
carriers before a lawful basis for payment is disclosed, and that 
in such instances it would be unfair to penalize the carriers for com- 
plying with the requirements of the Interstate Commerce Commis- 
sion. Accordingly your committee recommends that Bill H.R.2870 
be opposed.” 


RAIL EMPLOYES AGAINST RATE CUTS 


Senator Robinson of Arkansas has submitted to the Senate 
a memorial from members of the carmen’s department of the 
Association of Mechanical Department Employes of the Mis- 
souri Pacific at Little Rock, Ark., remonstrating against the 
passage of legislation looking to a reduction of railroad freight 
rates. 
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RAILROADS AND AIRPLANES 


The Trafic World Washington Bureau 


In debate this week in the House on an item of $1,500,000 
in the post office appropriation bill for the operation and main- 
tenance of airplane mail service between New York and San 
Francisco via: Chicago and Omaha, which was stricken out on 
a point of order made by Representative Cramton of Michigan 
that there was no legislation on which to base the proposed 
expenditure, Representative Clancy of Michigan said there had 
been talk in the cloakrooms for two or three days that the 
railroads would have a point of order made if an attempt were 
made to raise the item and would have the item killed, and 
asked if Chairman Madden of the appropriations committee did 
not regret that the point of order was made. 

Chairman Madden said he did not take the statement seri- 
ously—that he thought it was unworthy for anybody to make 
such a statement and that he knew Representative Cramton 
would not undertake to strike the item out on a point of order 
for “any such reason.” Mr. Cramton said he thought his col- 
league “ought to know better than to air on this floor any 
such suggestion.” He said he objected “to an organization being 
formed here to make a ‘pork barrel’ of this proposition all over 
the country.” 

Mr. Clancy said he wished to ask Representative LaGuardia 
of New York, in support of his charge, whether the latter had 
heard “those threats made in the cloakroom and in the lobby 
and on the floor of the House.” Mr. LaGuardia replied it was 
‘no news generally that the railroads oppose anything that 
is going to interfere with them. They have been opposing the 
autos and motor trucks, and they have been opposing the water- 
ways, and they are going to oppose the air service.” 

“Did they not oppose the Panama Canal, and did they not 
oppose the electric railway, and did they not oppose any relief 
from excessive federal automobile taxation?” asked Mr. Clancy. 

Representative Ramseyer of Iowa said he had obtained from 
the Post Office Department an old history of the railway mail 
service and that it was very interesting to find that “back in 
the early days they had the same controversy about the railway 
mail service that is now going on about aerial maii. The con- 


. troversy then was concerning the transition from the stage- 


coach to the railroads. Now we have doubts about leaving 
the railroads for the airships.” 

“History repeats itself,’ he continued. “Our forefathers 
were afraid of the railways. Now we shy at the airplanes. 

Representative Blanton of Texas defended Mr. Cramton 
against the insinuation that he was acting on behalf of the 
railroads. 

“If there is any railroad lobbyist in our cloakroom, I have 
not seen him, I have not heard from him, and I think it is 
the duty of our friend from Michigan (Mr. Clancy) to tell us 
who it is that is intimidating congressmen into making points 
of order,” said he. 


Representative Clancy then said: 


Gentlemen will recall that what I said to the chairman of this 
committee was about this: I asked if he did not regret, as chairman 
of the committee that approved this million and a half dollar item this 
year and approved it last year when it became a law, in view of the 
threats made in the cloakroom that the railroad interests would kill 
the entire item if we dared to increase it to $3,000,000 and make 
flying by night practicable and thus take the mail in some measure 
from them, if he did not regret that the point of order was made 
under those circumstances, and immediately the gentleman from 
Michigan (Mr. Crampton) thought there was some imputation cast upon 
him. The gentleman from Michigan may have had some other motive 
in making that point of order. I hope he did have, and I believe 
he did. 


RIGHT OF RAILWAY TO FEDERAL LAND 
The Trafic World Washington Bureau 


Secretary Work, of the Department of the Interior, and Sec- 
retary Wallace, of the Department of Agriculture, February 13, 
recommended to Congress that the right of the Northern Pacific 
Railway Company to acquire approximately 3,000,000 acres of 
government land in Idaho, Montana, and Washington under the 
terms of old land grants be made the subject of an investigation 
by that body. 

The two cabinet members asked that a joint resolution be 
considered withholding the issuance of any further land patents 
to the Northern Pacific Railway Company until after Congress 
shall have made a full and complete inquiry into that com- 
Pany’s land grants for the purpose of considering legislation to 
meet the respective rights of the railway company and the 
United States government. This request was made in the form 
of letters to Senator Lenroot and Representative Sinnot, respec- 
tive chairman of the Senate and House committee on public 
lands. Reviewing the history of the situation, the Department of 
Agriculture, in a statement, said: 





The government land in question is mainly located within national 
forest areas in the states mentioned, and the railway company is 
asserting its claim to these lands under the provisions of the land 

nts made by Congress on July 2, 1864, and May 31, 1870, commonly 
nown as the Northern Pacific land grants. These grants were made 


THE TRAFFIC WORLD 409 


for the purpose of aiding the railway company in the construction 
of its lines from Wisconsin to the Pacific Coast. 

Secretary Wallace, under whose direction. all national forests 
are administered, contends that Congress has authority to save 
most, if not all, of this national forest acreage to the government, 
= agg to investigate the entire matter and pass the necessary 
eg on, 

The grants as made by Congress in 1864 and 1870, divided the 
granted areas into primary limits, and first and second indemnity 
limits, the latter to be used to make up any losses of acreage in the 
primary limits by reason of Indian reservations, mineral classifica- 
tions, homesteaders’ rights, or other prior liens on such land. 

The _——- claims of the Northern Pacific Railway Company 
are based on a decision of the United States Supreme Court, which 
held that the government could not reserve as against the railway 
company any of the land within the so-called first and second 
indemnity limits to satisfy the acreage which the railway company 
was to receive out of the so-called primary limits. Such reservations 
the government attempted to make, but the Northern Pacific con- 
tested the government’s action and a legal action begun in 1917, 
was decided against the government by the Supreme Court in 1921. 

The right of the government to make reservations of public 
domain included in the Northern Pacific indemnity land grants prior 
to the actual selection thereof by the railway company had for many 
years been the accepted opinion of the administrative officers of the 
government. Much of the land involved is heavily forested and the 
government has expended money in its protection and administration. 

Under the decision of the Supreme Court, the Interior Department 
has been engaged in making a compilation of the acreage due the 
railway company by reason of the original grants. A_ tentative 
adjustment based upon this compilation shows the original grants 
to be deficient to the extent of approximately 3,900,000 acres. If 
the railway company’s contention is finally upheld about 3,000,000 
acres of present national forest acreage will be involved in the 
indemnity selections. 

Secretary Wallace believes that before the Northern Pacific Rail- 
way Company is entitled to take title to these national forest acres, 
it must show that it has complied with its portion of the contract, 
which in similar cases the Supreme Court has held to be a law 
as well as an agreement. 

Secretary Wallace further believes that many facts are involved 
in the case which create substantial equities in favor of the govern- 
ment. He believes these equities more than offset any present 
shortage that may exist in the gross acreage of the original grants 


and that an inquiry by Congress would prove his contentions to be 
well-founded. 


RAILWAY MAIL PAY 


The Trafic World Washington Bureau 


Preceding passage by the House this week of the bill carry- 
ing appropriations for the Post Office Department, Representa- 
tive Lozier of Missouri, discussing the item of $104,450,000 for 
inland transportation by railroad routes and for mail messenger 
service, said he wished to call the attention of the House to 
the fact that “in the last ten years the amount paid by the 
federal government for transportation of United States mails 
has increased by leaps and bounds, and there is no branch of 
the transportation service from which the railroads of the coun- 
try are receiving as adequate compensation as for the trans- 
portation of the mails.” 

Mr. Lozier quoted from Commission statistics showing that, 
in 1919, the railroads’ revenue from mail transportation was 
$57,456,159, and in 1922, $90,975,536, an increase of 58 per cent. 
In the same period, he said, revenues from passenger service 
declined 8 per cent, freight revenues increased 12 per cent, and 
revenues from other transportation increased 14 per cent. He 
said the 58 per cent increase “obviously was out of all propor: 
tion as compared with the income from freight, passenger, 
express and other traffic.” 

“It is very evident,” said he, “that the mails are paying 
more than their fair and just proportionate part of the oper- 
ating income of the American railway systems.” 

Similar figures were submitted for 1918 and 1922, showing 
an —— for that period of 70 per cent in revenues from the 
mails. 

“I am perfectly willing that the railroads should receive 
ample compensation for every service they perform for the gov 
ernment, but I most certainly protest against the extreme ad- 
vances in the charges made by the railroads for carrying the 
United States mail, and I insist that the railroads are receiving 
for transporting our mails an excessively high rate, as. com: 
pared with the income from handling other traffic,” said. he. 
Continuing, he said: 


From 1913 to 1919, inclusive, under a Democratic adminis- 
tration, there was practically no increase in the amounts paid 
the railroads for carrying the mail, although this embraced 
the war period when prices were extremely high. The average 
amount paid the railroads for carrying our mails during the 
first seven years of the Wilson administration was approximately 
$56,000,000 annually. The average amount paid the railroads for 
carrying the mail during the first three years of the Harding- 
Coolidge administration was $92,725,050 annually, or over 
$36,000,000 each year more than the annual payments during 
the first seven years of Mr. Wilson’s administration. 


Chairman Madden of the appropriations committee called 
attention to the fact that parcel post was established in 1913 
and that it had grown in volume until it was beyond the dreams 
of the most optimistic dreamer, and that the volume of mail 
carried since the establishment of the parcel post system had 
not only doubled, but trebled and quadrupled. Mr. Lozier said 
he recognized that fact, and then added: 


I'do not charge the Appropriations Committee with any respon- 
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sibility for this situation, because we know that since the 
approval of the transportation act the power to regulate rates 
has been vested in the Interstate Commerce Commission. 

fter the enactment of the transportation act the Wilson 
administration continued to award the railroads what was gen- 
erally considered liberal compensation for the transportation of 
our mails. Taking advantage of the broad delegtaion of power 
to the Interstate Commerce Commission, the railroads refused to 
accept the award made by the administration and appealed to 
the Interstate Commerce Commission for an increase in rates. 
The commission in December, 1919, granted the prayer of the 
railroads, increased the rates, and made the rates retroactive, so 
as to cover the entire period from the time the transportation 
act became effective. Under this ruling the Government was 
compelled to pay approximately $50,000,000 to cover back pay 
awarded the railroads by the Interstate Commerie Commission. 


Mr. Lozier said he found from an analysis of data obtained 
from the Commission: 


(a) That in 1922, 2,382,336 freight cars earned $4,007,014,655, 
or an average of $1,681 each. 

(b) The 29,485 passenger coaches earned $1,076,043,334, or an 
average of $36,494 each. 

(c) The 1,239 mail cars earned $90,975,536, or an average of 
$73,014 each. 


(d) The 12,516 express cars earned $143,332,536, or an average of 
$11,452 each. 


Continuing, Mr. Lozier said: 


Until the transportation act was passed, the Interstate Com- 
merce Commission had no supervision over the compensation 
paid railroads for transporting the United States mails. The 
Esch-Cummins Act gave the Interstate Commerce Commission 
this authority. On December 23, 1919, the commission made 
an order fixing the rate of compensation to be paid by the 
United States to the railroads for transporting mails and made 
the order retroactive and in operation from November 1, 1916. 
The Commission made a certain rate to apply from November 1, 
1916, to January 1, 1918, and further provided that this rule 
should be 25 per cent higher after January 1, 1918. 


Under the retroactive order millions of dollars were paid by 
the United States to the railroads in 1920 for hauling the mails 
from and after the transportation act became operative, although 
the Government had paid the railroad what was considered a 
fair price for the service rendered. 

With all due respect to the Interstate Commerce Commission, 
I will say that, in my opinion, this order grants the railroads an 
excessive and inconscionable compensation far in excess of the 
rates the railroads are permitted to charge private interests for 
similar service. 

In this connection may I add that on December 13, 1923, the 
Interstate Commerce Commission handed down a decision declar- 
ing the above-mentioned rates inadequate in so far as they relate 
to the New England carriers and granted the New England rail- 
roads an advance of 331-3 per cent. This, in my opinion, fore- 
casts another advance in rates all over the United States. 

Of course, so long as the transportation act lodges the power 
to fix rates in the Interstate Commerce Commissicn, Congress 
can do nothing; but I feel that it is my duty to call attention 
to what I consider a grave abuse and indefensible overcharge, 
hoping and believing that some avenue for relief may be found. 

I hope that some way may be found by which the railroads 
will be required to charge as reasonable compensation for this 
service as they charge for other services. 


\ 

Replying to Mr. Lozier, Chairman Madden said he believed 

Mr. Lozier had made a misleading statement of the case be- 

cause of comparison of what.was paid under Democratic and 
Republican administrations. Continuing, he said: 


I do not think the gentleman intended to be unfair. I do not 
think he intended to try to show that the increase was abnor- 
mally large simply because a change of administration had taken 
place. I do not think he intended to make a statement that 
would lead anybody to believe that there was anything unfair 
anywhere, but the fact that he did make it does mislead; and 
this recommendation for appropriation of $104,450,000 1s not large 
in proportion to the increase in the volume of business. Railroads 
rates are high, it is true. 


If we carried the mail by weight, as we formerly carried it, 
TI think I could say without fear of successful contradiction that 
the amount to be appropriated would be half as much more than 
it is. I was one of those who advocated the space method of 
moving the mail. Mr. Burleson, then Postmaster General, was 
the originator of it. I began when I was approached with almost 
a fixed opinion against the space basis of pay. I began the study 
of it with my mind prejudiced against it. The more I studied 
the more I became convinced that it was the right way to carry 
the mail, and I finally came into agreement with Mr. Burleson, 
the Postmaster General at that time, and did everything within 
my power to help to legislate in favor of the existing policy. 
The volume of business done by the Postoffice Department when 
I went upon the Postoffice Committee about 14 years ago, if I 
recall, and I do not pretend to give the exact figures, was per- 
haps $170,000,000 a year. Today we are doing a business of 
$600,000.000 a year, more than three times as much as we did 
then, Then we had no parcel post. Now we have a parcel post 
greater than anybody ever dreamed we would have, and no facili- 
ties to handle it. Some people say that we are losing money on 
the parcel post, and that we ought to raise the rates. Nobody 
seems to know what the facts are, but we are spending half a 
million dollars to find out what it costs to move and handle it. 
Some day we shall know, and then it will be time to consider 
what we are paying the railroads. We are not fixing the rates. 
The Interstate Commerce Commission fixes the rates of all trans- 
portation in continental America. Whether they are fixing proper 
rates I am not prepared to say. I hold no brief for the Inter- 
state Commerce Commission, I am here acting as chairman of the 
Appropriations Committee and the servant of the House to give 
you information that will enable you to act with intelligence 
and accuracy. We will bring all the information we can, place it 
at your disposal, and you can do with it as you please. It is 
not ours, it is yours. We are only servants of the House, and 
we are going to do the best we can to get the best results for 
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the American people. We do not have to agree with the Inter- 
state Commerce Commission nor do we have to disagree. 


MILEAGE BOOK CASE 


The Trafic World Washington Bureau 


‘Ehe International Federation of Commercial Travelers’ Or- 
ganizations has asked for reopening for rehearing No. 14104, 
Interchangeable Mileage Ticket Investigation. In support of 
that prayer the applicant avers that the net railway operating 
income of the carriers affected by the order heretofore entered 
has substantially increased since the original hearing; that the 
net railway operating income for 1923 is substantially greater 
than in any of three preceding years despite the fact that on 
July 1, 1922, the carriers were required to reduce all rates sub- 
stantially 10 per cent. 

The organization contends that an interchangeable scrip 
ticket at a discount of 20 per cent or more will substantially stim- 
ulate and increase passenger travel, that such increase will bring 
about additional revenue more than sufficient to offset the loss, 
that the estimated loss of $60,000,000 annually which the rail- 
roads alleged would result from a discount of 20 per cent is 
based on an erroneous calculation, and that according to re- 
spondents’ own calculation a scrip ticket sold at a discount of 
20 per cent would affect only 25 per cent of the passenger travel. 
The applicant further contends that passenger travel at such a 
discount would yield 2.88 cents per mile; that the remaining 
unaffected 75 per cent of passenger travel would yield 2.84 cents 
per mile; that during the first six months of 1922 the aver- 
age passengers per car for the United States was 15; that one 
more passenger per car paying 2.88 cents per mile would produce 
in gross annual revenue an increase of $63,302,400; that a sub- 
stantial increase in passenger miles can be accomplished without 
any increase in operating expenses; and that other data will be 
introduced to show that an interchangeable coupon ticket in the 
denomination of $90 with a discount of not less than 20 per cent 
will be just and reasonable and is warranted by the facts and 
circumstances surrounding its sale and use which differentiate 
the class of travel contemplated thereby from the ordinary pas- 
senger travel. 


PAYMENTS TO RAILROADS 


The treasury Department statement covering payments to 
railroads in January, under sections 204, 209 and 210 of the 
transportation act, shows that a total of $8,307,243.72 was paid 
to the railroads in that month, and that total payments to 
January 31 aggregated $851,366,105.89. The total payments to 
January 31 were divided as follows: Reimbursement of deficits 
(section 204), $8,997,665.35; guaranty (section 209), $504,165- 
438.89; loans (section 210), $347,200,67, of which $148,529,521.89 
had been paid to the government. The payments in January 
were as follows: 

Section 204: 
Arkansas & Louisiana Midland Ry. Co., Receivers..... $ 82,649.45 


Central Railway Co. of Arkansas......... eb iaaadate ant oidigsent 27,730.27 
Springfield Railway Company, Receiver................ 22,949.76 
Waukegan, Rockford & Elgin Traction Co............. 4,252.07 
Wavyoross & Southerm F. Te Gs oc ccivcvicciccccccssevccce 7,762.51 
Wellington & Powellsville R. R. Co., Receiver......... 18,577.94 
Wichita Northwestern Railway Co., Receivers......... 49,351.78 


Williamsport & North Branch R. R. Co., Receiver..... 10. 718.73 


Wyandotte Terminal Railway Co..........ccecosssceees 27,489.78 
Section 209: 

Arkansas & Louisiana Midland Railway, Receivers.... 5,429.65 

Builato Creek Bauread, LOBSOGR. «oc cccccccicccccvcceesss 232,252.77 

Kansas, Oklahoma & Gulf Ry. Co., including Kansas, 

Oklahoma & Gulf Railway of Texas................ 40,770.22 
Marton Tetiway CORDGEATION. cocccicccccccccscccoccssvece 1,570.18 
Philadelphia & Beach Haven Railroad Co.............. 4,648.79 
Pittsburgh, Shawmut & Northern R. R. Co............ 200,281.91 
Rockingham Railroad Company .....cccccccccccccccece 952.11 
Virginian Railway Company ......... Ae eee 165,985.63 
Wichita Northwestern Railway Co., Receivers......... 3,870.17 

Section 210: 
ee DO eer er er eer er 7,000,000.00 
Seaboard Air Line Railway Company.................. 400,000.00 
MN are troe-s.coe- bt. be rele e wen tee be 8a RCORe teow ae $8,307,243.72 


The carriers which have paid into the treasury excess 
earning during the guaranty period, pursuant to the provisions 
of sections 209 (d) of the transportation act, and the amounts 
severally paid by them to the United States are as follows: 









Ahnapee & Western Railway Co..........ccccccccccccccccces $ 2,940.39 
eM ies, NS EE MN II so ose. 0:0.a «0° w'e dine telat eae eek Sec ivibe 25,391.33 
Carolina Railroad Co........ SAIL Ee Le AO ae ee 910.78 
East Tenn. & Western North Carolina R. R. Co 10,473.42 
i NR EIN 6 i's cau liori-oiern, Sub dale CaGLATab nis'e.s'n b 8G o mire me 1,932.77 
Kewaunee Green Bay & Western Railroad Co............... 260.50 
Lake Tahoe Railway & Transportation Co 5,004.23 
Louisiana Western Railroad C ‘ os 168,397.58 
Massena Terminal R. R, C 7,399.44 
ee Se et re rr ee 1,079.16 

pee OE RE CP Rape Me eg he See ee ee ee $223,789.60 
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Loss and Damage Decisions 
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CARRIAGE OF LIVE STOCK 

Count for Unreasonable Delay in Delivering Shipment Held 
Sufficient: 

(Supreme Court of Alabama.) In an action against a carrier 
for unreasonable delay in delivering a carload of hogs, a count 
substantially following 2 Code 1907, p. 1197, form 15, alleging 
the time the car left the shipping point and the time it was 
delivered to consignee, and that “on account of unreasonable 
delay” said car of hogs was in a damaged condition, held suffi- 
cient.—Atlantic Coast Line R, Co. vs. J. W. Maddox & Co., 98 
So. Rep. 276. 

On Establishment of Prima Facie Case, Carrier Has Burden of 
Acquitting itself of Presumption of Negligence: 

Plaintiffs establish a prima facie right to recover for loss 
or damage to the property on proof of delivery in good condition 
to carrier, and failure of carrier to redeliver or to deliver in 
as good a condition as received; and the burden then shifts to 
carrier to acquit itself of the presumption that the damage or 
loss was caused by his negligence, except that it is not account- 
able for loss or damage to live animals arising from their nature 
and propensities, which could not be prevented by foresight and 
care.—Ibid. 

Plaintiff Has Burden of Making Out Prima Facie Case on Plea 
of General Issue: 

The plea of the general issue places on plaintiffs the burden 
of making out a prima facie case.—Ibid. 

Instruction that Burden Was on Carrier to Show Delivery of 
Shipment in Reasonable Time Held Not Reversible Error: 
Where plaintiffs made out a prima facie case by showing 

delivery of a car of hogs to carrier in good condition, and that 
on delivery to consignee 10 of the hogs were dead, and this 
evidence was not disputed, but was admitted by defendants, the 
giving of an instruction that the burden was on the carrier to 
show that it delivered the hogs in a reasonable time to con- 
signees was not reversible error, though it assumed that plain- 
tiffs had made out a prima facie case.—Ibid. 

Carrier Dipping Cattle Must Exercise Ordinary Care; Whether 
Ordinary Care Exercised Held for Jury: 

(Supeme Court of Oklahoma.) A common carrier, under- 
taking to dip cattle, pursuant to the quarantine regulations of 
the state Board of Agriculture and the Bureau of Animal Indus- 
try of the Department of Agriculture of the United States, owes 
the duty to the owner of said cattle to exercise ordinary care 
in dipping the same. Whether or not such carrier, in so dipping 
said cattle, exercised ordinary care, is a question of fact for the 
jury, and, where there is competent evidence which will reason- 
ably sustain the verdict of the jury, this court will not disturb 
such verdict—Schaff vs. Hudgins et al., 221 Pac. Rep. 90. 

Refusal of Instruction Not Error, Where in Substance Covered 
by Instruction Given: 

When an instruction is given which fairly contains the sub- 
stance of an instruction refused, the refusal of such instruction 
does not constitute reversible error.—Ibid. 

Verdict Supported by Evidence Not Disturbed, Where No Preju- 
dicial Error or Law: 

In a civil action, triable to the jury, where there is com- 
Petent evidence reasonably tending to support the verdict of 
the jury, and no prejudicial errors of law are shown in the 
instructions of the court, or its ruling on law questions presented 
during the trial, the verdict and finding of the jury will not be 
disturbed on appeal.—Ibid. 

Not Allowable on Unliquidated Damages: 

Interest cannot be recovered upon unliquidated damages, 
where it is necessary for a judgment or verdict to be had in 
order to ascertain the amount of same.—Ibid. 

Disposition of Case: 
Record examined, and the judgment of the trial court modi- 

fled and affirmed.—lIbid. 


LOSS OF OR INJURY TO GOODS 
Plaintiff Entitled to Affirmative Charge for Loss of Baggage 

Upon Production of Check: 

(Court of Appeals of Alabama.) In a suit to recover the 
value of lost baggage, plaintiff was entitled to the affirmative 
charge upon production in evidence of the check issued by de- 
fendant carrier in exchange for the check of the connecting car- 
Mer, though there was no other proof that plaintiffs baggage 
actually came into possession of defendant.—Louisville & N. R. 
Co, vs. Childers, 98 So. Rep. 819. 

Delivery and Possession of Check Prima Facie Evidence of 

Delivery to Carrier: 

The delivery of a check for baggage and its possession by 
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plaintiff is prima facie evidence of delivery of the baggage to 

carrier.—Ibid. 

Point Waived, Where Not Insisted Upon in Brief: 

* Where appellant made no insistence in his brief that the 

verdict was excessive, that point was waived.—Ibid. 

Other Errors Not Considered, Where Plaintiff Entitled to Affirm- 
ative Charge: 

Where plaintiff was entitled to the affirmative charge on 
the evidence, it was unnecessary to consider the other assign- 
ments of error.—Ibid. 

Company Not Liable for Negligence During Federal Control: 

(Supreme Court of Arkansas.) No liability for negligence 
arising out of operation of a railroad while under federal control 
is imposed on the owner company, nor can an action for damages 
be maintained against it for cause of action arising out of opera- 
tion while under such supervision.—Missouri Pac. R. Co. vs. 
Stein, 256 S. W. Rep. 373. 

Statements by Agent of One Carrier Could Not Create Liability 

Against Connecting Carrier: 

Where shipper delivered merchandise to the Director-Gen- 
eral of Railroads, but misdirected them, and it was found after 
the railroads were returned to their owners, conversations be- 
tween agents of the carrier, in whose custody it was found, and 
plaintiff could not create liability on a connecting carrier, where 
none existed before.—Ibid. 


That Claim Agent Asked Plaintiff About Forwarding Goods Held 

Not to Make Carrier Liable: 

Where, during federal control, a shipment was turned over 
to the Director-General operating defendant’s railroad, but it 
was misdirected, and was found by a connecting carrier after 
return of railroads to their owners, fact that defendant’s claim 
agent asked plaintiff what he wished done about forwarding the 
goods did not make defendant liable.—Ibid. 

Defendant Carrier Not Negligent as to Shipment Misdirected by 

Plaintiff During Federal Control: 

Where, during federal control of defendant railroad, plain- 
tiff made shipment of goods, but misdirected them, and after 
return of railroads to their owners a connecting carrier found 
them, but never relinquished possession to defendant, and on 
plaintiff's refusal to pay freight charges, sold them for non- 
payment of freight, defendant was not guilty of negligence nor 
liable.—Ibid. 


Offer of Carrier to Compromise to Trace Misdirected Goods and 

Adjust Claim Held Not to Create Liability: 

Where, during federal control, a shipment of merchandise 
made over defendant’s railway was misdirected and was found 
by a connecting carrier after railroads were returned to their 
owners, an offer of defendant to compromise, though denying 
liability, and an effort to trace the misdirected goods, did not 
create liability.—Ibid. 

Bill of Lading Providing for Estimating Damages at Point of 

Shipment Unavailing Under Carmack Amendment: 

(St. Louis Court of Appeals, Missouri.) A provision, in a 
bill of lading for interstate shipment, that damages are to be 
estimated at point of shipment, would be of no avail under the 
Carmack amendment to the interstate commerce act (U. S. 
Comp. St., sec. 8604a, 8604aa).—Taylor vs. St. Louis & H. R. 
Co., 256 S. W. Rep. 499 
Evidence Held to Show Witness Knew Market Value of Goods 

at Destination: 

Where household goods were lost in transit, the owner’s 
testimony held to show that he knew the market value at point 
of destination at the date of shipment.—lIbid. 

Owner Prima Facie Qualified as to Reasonable Value of Goods 

Lost in Transit: 

The owner of household goods lost in transit, by reason of 
his relationship to them, is prima facie qualified as to their 
value.—Ibid. 

Sojourn in Another State Held Not to Disqualify Plaintiff as 

Witness Relative to Value of Goods Shipped: 

Where plaintiff left his household goods in December, 1918, 
locked up in a farmhouse, and moved to Colorado, and later 
requested a brother to forward some of them to the latter state, 
in action for value of shipment lost in transit in August, 1920, 
plaintiff was a competent witness as to their value at points 
of destination and shipment, his sojourn in Colorado not dis- 
qualifying him.—Ibid. 

Trial Theory Binding on Appeal: 

In action for value of goods lost in transit, where defend- 
ant tried its case on the theory that the value of the goods was 
to be estimated at point of shipment, it is bound by such theory. 
—Ibid. 

What Effect Lapse of Time Had on Condition of Goods Shipped 
for Jury: 

Where plaintiff, in December, 1918, left household goods 
locked up in a farmhouse, and they were shipped to him in 
August, 1920, but lost in transit, on issue of plaintiff’s knowledge 
as to the condition of the goods, the presumption obtains that 
they remained in the same condition, the lapse of time only 
affecting their value, and what effect it had on them was for 
jury.—Ibid. 
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mer Held Qualified as to Market Value of Feathers in 
ows: 

While witness, in suit against carrier for loss, never saw 
feathers inside ticking, but stated that goose feathers came 
through, and that he knew their reasonable market value, he 
was not disqualified as to their market value.—Ibid. 

Defendant Not Asking Instruction Withdrawing Evidence from 

Jury May Not Complain: 

Where defendant claimed a witness was not qualified as 
to the market value of feathers lost in transit, if on cross- 
examination it broke the value of his testimony thereto, where 
it did not offer instruction limiting or withdrawing testimony 
of witness, it cannot complain.—Ibid. 

Witness Who Packed Dishes and Kitchen Utensils for Shipment 

Competent as to Value: 

Witness who packed dishes and kitchen utensils, for ship- 
ment, although not knowing the exact number of them, held 
competent as to their value at time of packing.—Ibid. 
Description of Cooking Utensils in Petition Held Sufficient, in 

Absence of Motion to Make Definite: 

In action for value of household goods lost in transit, peti- 
tion describing them as cooking utensils, clothing, etc., was 
sufficient, in absence of motion to make more definite and 
certain.—Ibid. 

Non-Expert May State Value of Common Articles of Personal 

Property: 

Although a witness is not an expert, and possesses no skill 
and experience beyond that common to the community at large, 
he may state the value of common articles, such as household 
goods and wearing apparel.—Ibid. 

Prima Facie Case Made Under Pleading and Evidence: 

(Kansas City Court of Appeals, Missouri.) In action by 
carrier to recover back on ground of mutual mistake money 
paid to a shipper in settlement of claim for supposed loss of 
goods in shipment, plaintiff held, under pleading and evidence, 
to have made a prima facie case.—Missouri Pac. R. Co. vs. 
Askew Saddlery Co., 256 S. W. Rep. 566. 

Money Held Paid Out Through Mistake of Fact: 

Where, at the time a railroad company paid a named sum 
in settlement of a claim for a supposed loss of goods in ship- 
ment, it had data from which it could get car information, but 
failed to do so, but at the time of payment it was without actual 
knowledge of the true situation, payment so made was under 
mistake of fact, not of law.—Ibid. 

Statutes Held Inapplicable to Interstate Shipments: 


Rev. St. 1919, sec. 13455, 13462, making carriers liable to 
shippers for issuance of original bills: of lading without actual 
—? of goods, are not applicable to interstate shipments.— 
Ibid. 

Federal Statute Not Intended to Permit Shipper to Take Ad- 
vantage of Fraud of Its Agent: 

U. S. Comp. St., sec. 8604kk, providing that, if bills of 
lading have been issued by carrier without receipt of goods, it 
shall be liable to the owner of the goods or the holder of an 
order bill: who has given value in good faith for damages 
caused by the non-receipt, was not intended to permit shipper 
to take advantage of its agent’s fraud in procuring a fraudulent 
or void bill of lading.—Ibid. 


Maxim that, “Where One of Two Innocent Parties Must Suffer,” 
etc., Inapplicable in Suit by Carrier to Recover Money Paid 
Shipper in Settlement: 

Where bill of lading obtained through fraud of shipper’s 
agent, when goods were delivered by a shipper to a transfer 
company to deliver to a carrier and obtain a bill of lading and 
return it to the shipper, and in procuring the bill without de- 
livery of the goods the transfer company acted within the 
scope of its employment, in the carrier’s action to recover 
money paid to shipper in settlement of claim for supposed loss 
of the goods, the maxim that, “where one of two innocent 
parties must suffer, he through whose agency the loss occurred 
must stand it,” is not applicable, carrier’s negligence in paying 
oo money in settlement of the claim not affecting the case.— 
Ibid. 


Transfer Company Acted Within Scope of Authority in Procur- 
ing Signed Bill of Lading: 

Where goods were delivered by shipper to a transfer com- 
pany to transport and deliver them to a carrier, and obtain a 
bill of lading and return it to the shipper, transfer company’s 
authority extended to any act necessary to accomplish such 
purpose, and if the company procured bill of lading without 
delivery of the goods, it acted within the scope of its employ- 
ment.—Ibid. 

No Such Change of Circumstance that Recovery of Money Re- 
ceived Would Prejudice Defendant: 

Where a transfer company employed by shipper to deliver 
goods to a carrier procured a bill of lading indicating that they 
had been delivered for shipment, but took them back to its 
warehouse, in the carrier’s action against shipper to recover 
back the sum paid in settlement of claim for supposed loss of 
the goods, in the absence of evidence that the transfer company 
was insolvent or had refused to settle with the shipper for 
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his breach of trust, and shipper’s claim therefor had not been 
prejudiced, there was no such change of circumstance that re- 
covery from shipper would prejudice him.—lIbid. 

Carrier Not Estopped from Denying Receipt of Goods for Which 

It Paid Claim: 

Where a carrier, mistakenly believing that goods had been 
delivered to it and lost, settled claim therefor, in action to re- 
cover the money paid for the supposed loss, wherein it was 
shown that plaintiff's agents made report to defendant that it 
had received the goods, in good faith and without knowledge 
of the situation, it was not estopped to deny actual receipt of 
ced goods nor from claiming that there had been a mistake — 
Party Estopped Must Have Knowledge of Facts: 

In order that there be an estoppel, there must be knowl- 
a of the facts by the one claiming to have been estopped. — 
Ibid. 

Statute of Another State as Basis of Defense Must Be Alleged 
and, Unless Admitted, Proved: 

(Supreme Court of Nebraska.) A defendant, who bases his 
defense to an action on the statutes of another state, must 
allege, and, unless admitted by his adversary, must prove, the 
statutory provision relied on—J. F. Twamley, Son & Co. vs. 
Chicago Great Western R. Co., 196 N. W. Rep. 319. 
Provision as to Alteration or Addition in Bill of Lading Has 

No Reference to Indorsement to Transfer Title: 

A provision in a bill of lading, that any alteration thereof 
or addition thereto shall be ineffectual unless indorsed thereon 
and signed by the agent of the carrier, has reference to the 
terms and conditions of the contract for transportation, and 
has no reference to an indorsement by the consigee for the 
purpose of trasferring the title to the bill to another.—Ibid. 
Membership in Grain Exchange Held Not Unlawful: 

Though the articles of incorporation of a railway company 
do not authorize it to engage in the buying and selling of grain, 
it is not unlawful for it to hold a membership in a grain ex- 
change, when such membership enables it to ascertain when 
grain is to be transported to other markets, to come in contact 
with prospective shippers, and to solicit their shipments of 
grain over its line of railway. Under such circumstances, the 
holding of a membership in a grain exchange is properly inci- 
dent to the business of a common carrier.—Ibid. 

Notation on Bill of Lading Held to Charge Carrier with Notice 
of Rules of Grain Exchange as to Holder’s Title to Grain: 

An order bill of lading for a car of grain, indorsed in blank 
by the consignee and stamped on its face, “Receipt issued for 
this bill of lading under rules of Omaha Grain Exchange to 
(name of consignee),” held to charge the carrier issuing such 


-bill of lading, and which is a member of the grain exchange 


and had knowledge of the general nature of the business trans- 
acted by such exchange, with notice that, as provided in such 
rules of the exchange, title to the grain remained in the holder 
of the receipt until he was paid therefor.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF CARRIERS 


Federal Transportation Act Relative to Switch Connections Held 
Not to Deprive Commission of Jurisdiction as to Purely 
Intrastate Traffic: 

(Supreme Court of Ohio.) Paragraph 9, section 1, of the 
interstate commerce act, as amended by the transportation act 
of February 28, 1920, relating to a switch connection with a 
private sidetrack for one tendering interstate traffic for trams- 
portation, does not deprive the Public Utilities Commission of 
Ohio of jurisdiction in matters relating to purely intrastdte 
traffic, where interstate or foreign commerce is not affected— 
Pennsylvania R.. Co. vs. Public Utilities Commission, 141 N. E. 
Rep. 839. 

Interstate Commerce Commission Has Exclusive Jurisdiction of 
Connections Between Railroads: 

(Supreme Court of Ohio.) Where a railroad engaged it 
interstate and intrastate commerce invokes the jurisdiction of 
the Interstate Commerce Commission for an order requiring 
another railroad likewise engaged in interstate and intrastate 
commerce to join in making a physical connection between the 
two lines, pursuant to paragraph 3, section 3, of the interstate 
commerce act, as amended by the transportation act of Feb- 
ruary, 1920 (U. S. Comp. St. Supp. 1923, sec. 8565 (3)), and 
before final determination thereof such applicant road, without 
dismissing such proceeding before the Interstate Commerce 
Commission, makes application to the Public Utilities Commis- 
sion of Ohio for exactly the same connection, and secures the 
same in so far as intrastate commerce is concerned, and there 


Fe 


aft 


der 
int: 
dic 
ant 
dic 
vs. 
Sta 


Sel 
gre 
tra 
lim 
inc 
Bu 
Co 


8, 

sel 
not 
192 


to 
ov 
int 


Pa 


en 


wl- 
1.— 


ged 


his 
ust 
the 


Has 


reof 
eon 
the 
and 
the 


any 
‘ain, 


Then 
tact 
3 of 

the 
inci- 


tice 
ain: 
lank 
| for 
e to 
such 
ange 
rans- 
such 
ylder 


Held 
urely 


f the 
n act 
ith a 
rans- 
on of 


stdte 
N. E. 


on of 


od in 
on of 
liring 
state 
n the 
rstate 
Feb- 
, and 
ithout 
merce 
mmis- 
g the 
there- 


February 16, 1924 


after the Interstate Commerce Commission, whose jurisdiction 
was first invoked, having fully heard the original application, 
denies the same upon grounds affecting both interstate and 
intrastate commerce, held, under such circumstances the juris- 
diction of the Interstate Commerce Commission is exclusive 
and the Public Utilities Commission of Ohio wa§ without juris- 
diction to grant such order.—Lake Erie, A. & W. R. Co. et al. 

vs. Public Utilities Commission, 141 N. E. Rep. 847. 

Statute Authorizing Public Service Commission to Refuse Per- 
mit for Motor Trucks Applicable to Interstate Route: ; 
(Court of Appeals of Maryland.) Acts 1916, c. 714, sec. 4, 

amended by Acts 1922, c. 401, sec. 4, authorizing the Public 

Service Commission, on investigation of expediency, etc., to 

grant or refuse permit. to operate motor vehicles for public 

transportation of freight over any specified route, not being 
limited in terms, applies to an interstate route, unless such 

inclusion will make the statute unconstitutional—George W. 

Bush & Sons Co. vs. Maloy et al., 123 Atlantic Rep. 61. 

Commerce Clause Not Contravened by State Statute Requiring 
Permit for Trucks on State Highways: 

In the absence of federal legislation, Const. U. S. art. 1, sec. 

8, cl. 3, whereby power “To regulate commerce among the 

severel states” was delegated to the federal government, is 

not contravened by Acts 1916, c. 714, sec. 4, amended by Acts 

1922, c. 401, sec. 4, empowering the Public Service Commission 

on investigation of expediency, etc., to grant or refuse permit 

to operate motor vehicles for public transportation of freight 
over any specified route, though the route be part of an 
interstate route.—Ibid. 


Payment by Shipper of Agreed Compensation for Spur Track 
Services Cannot Be Recovered as Being Unlawful: 
(Supreme Court of Florida.) Where a spur track is erected 

by a railroad company under a contract with a shipper, and 

such spur track is not a part of the carrier’s railroad track 
that is used for the ordinary or a substituted delivery service 
rendered to the public generally, but delivery of freight on 
such spur track is an additional service of special advantage 
to the particular shipper that is rendered under special con- 
tract, and the agreed compensation for such special service 
has been paid as the service is rendered, the amounts so paid 
cannot be recovered from the carrier upon the ground that the 
charges were unlawful.—Henderson vs. Hines, Director-General 
of Railroads, 98 S. Rep. 333. 


Railroad Held Entitled to Demurrage Charges on Both Inter- 
state and Intrastate Shipments: 

(Supreme Court of North Carolina.) Where a printed tariff, 
made a part of facts “considered as proven,” stated that it was 
applicable to interstate and intrastate traffic and at the point 
to which the goods were consigned, the carrier was entitled to 
demurrage charges, provided by the tariff on intrastate as well 
as interstate shipments, in the entire amount agreed on.— 
Davis, Director-General of Railroads, et al. vs. Greensboro Ware- 
house & Storage Co., 120 S. E. Rep. 462. 

Notice of Constructive Placement Held Sufficient: 

Notice from a carrier to consignee’s traffic manager by tele- 
phone, on: receipt of waybills, of the car numbers and initials, 
number of bales of cotton, and marks thereon, where it was 
from, and any other information asked for, followed by the 
carrier’s signature of a form on which the information was 
entered by the traffic manager in duplicate, held sufficient notice 
of constructive placement of shipments, as required by the 
tariff, of which the traffic manager had full knowledge, thus 
rendering consignee liable for demurrage charges.—Ibid. 
Consignee Cannot Accept Goods Without Paying Demurrage 

Charges: 

A consignee, after receiving written notice and acquiring 
knowledge that demurrage had accrued, cannot receive, unload 
and accept the goods without paying demurrage charges, which 
~ad part of the tariff, and cannot be waived by the carrier.— 


Errors Assigned by Defendant on Appeal from Judgment for 
Less than Amount to Which Plaintiff Is Entitled Not Dis- 
cussed: 

Where plaintiffs are entitled to a judgment for the full 
amount prayed for, errors assigned by defendant, on appeal from 

a net for less than such sum, need not be discussed.— 


Judgment to Which Plaintiff Is Entitled Entered on Appeal from 
Judgment for Lesser Sum: ‘ 
Where plaintiff is entitled to judgment in the full amount 

Prayed for, such judgment should be entered on appeal from 

& judgment for a lesser sum, in the absence of any further 

Controversy as to the facts or law.—Ibid. 

Petition on Relation of Public Utilities Commission Held to 
Show Reason for Application to Supreme Court: 

(Supreme Court of Kansas.) A verified. petition in manda- 
mus filed by the state on the relation of the Public Utilities 
Commission sufficiently complies with rule No. 3 of this court, 
Where the petition shows on its face that the matters presented 
for adjudication are of a public nature and that their speedy 
etermination is desirable—State ex rel. Public Utilities Com- 
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mission et al. vs. Atchison, T. & 8S. F. Ry. Co., 221 P. Rep. 259. 

Commission May Inspect Books of Public Utility Though No 
Proceeding Pending: 

Under section 8357 of the General Statutes of 1915, an in- 
spection and examination of the books, accounts, papers, rec- 
ords, property and memoranda of a public utility organized 
under the laws of this state and operating within the state may 
be made by the Public Utilities Commission or its agents, ac- 
countants and examiners, although there is no complaint on file 
with the commission or proceeding pending before it which 
requires such inspection or examination—lIbid. 

Inspection of Books of Railroad Company by Public Utilities 
Commission Held Not to Violate Constitutional Guaranty: 
An inspection and examination, made under section 8357 of 

the General Statutes of 1915, by the Public Utilities Commission, 
its agents, accountants, and examiners of the books, accounts, 
papers, records, property and memoranda of an interstate 
railroad organized under the laws of this state and operating 
within it, does not violate section 15 of the Bill of Rights of 
the Constitution of this state.—Ibid. 

State’s Right to Inspect Books of Interstate Carrier Not Denied 
by Interstate Commerce Act: 

The interstate commerce act (U. S. Comp. St., sec. 8563 et 
seq.), giving to the Interstate.-Commerce Commission power to 
prescribe the form in which the accounts, records and memo- 
randa of an interstate carrier shall be kept, does not deny to 
the state the right to inspect and examine such books, accounts, 
etc., of an interstate carrier organized under the laws of the 
state and operating within it.—Ibid. 

Failure to Collect Freight from Party to Whom Goods Were 
Reshipped Does Not Relieve Original Consignee: 

(Supreme Court, Special Term, Erie County.) Where a car- 
load of cucumbers were consigned to defendants in Buffalo, and 
they unloaded part of them and reshipped the car containing 
the balance to Rochester, with direction to deliver to a named 
firm on payment of freight, and this firm started unloading the 
car without having paid the freight charges, but on being inter- 
fered with by defendant’s agent refused to accept the cucumbers, 
held, that defendants were liable for the freight—New York 
Cent. R. Co. vs. Satuloff et al., 202 N. Y. Supp. 297. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Di sts taken from Reporters and Digests of National Reporter 
‘ ian, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Charterer Cannot Reduce Hire by Loading Different Cargo than 

That Specified in Charter Party: 

(District Court, S. D., New York.) The loading by the char- 
terer of a ship chartered to carry a specified cargo with a differ- 
ent cargo is a breach of the charter party, and raises an implied 
promise by him to pay at least as much as he would pay for 
the cargo specified in the charter party.—American Metal Trans- 
port Co., Inc., vs. Rederiakties Dragor, 293 Fed. Rep. 817. 
Charterer Held Bound to Pay Freight Vessel Would Have Earned 

Under Charter: 

Where a ship chartered for carriage of a cargo of nitrate 
of soda, of which she could carry her rating of 600 tons, was 
loaded by the charterer with general cargo, for which she had 
space for only 451 tons, the charterer held bound to pay at 
the charter rate per ton on 600 tons.—Ibid. 

Master Not Authorized to Alter Terms of Charter Party: 

A master has no authority to alter or vary the terms of a 

charter party.—lIbid. 


THE ALASKA RAILROAD 


“A shipment of structual steel lining plates and vault doors 
weighing 12,800 pounds from Hamilton, Ohio, to Fairbanks, 
Alaska, in 25 days is believed to be the fastest time ever made 
in the transportation of freight from the United States to the 
interior of the territory,” says a special report received at the 
Department of the Interior. The shipment went to Seattle and 
thence by steamship to Anchorage where it was transported to 
Fairbanks over The Alaska Railroad. According to the report 
it would have taken 60 days to deliver such a consignment of 
freight at Fairbanks prior to the construction of The Alaska 
Railroad by the United States government. . This shipment 
would have had to be made in the summer months, because no 
transportation of heavy loads was possible during the winter 
to the interior of Alaska, and it also would have had to be 
routed to a seaport on the Alaskan Peninsula and carried for 
many miles up the Yukon River by steamboat to reach Fair- 
banks, the report asserted, and added that at least two months 
of time would have been consumed whereas the freight service 
on the government-owned Alaska railroad reduced this time by 
more than one-half. 
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SHIPPING BOARD INVESTIGATION 


The Trafic World Washington Bureau 


A resolution (S. Res. 146) providing for the appointment 
of a special committee of five senators to investigate the Ship- 
ping Board and Emergency Fleet Corporation has been sub- 
mitted by Senator King, of Utah. 

“One of the live questions before us is the Shipping Board,” 
the Senator said. “The Shipping Board itself is not very live 
and is not functioning very well.” 

The resolution follows: 


Whereas, the United States Shipping Board and the Emergency 
Fleet Corporation, which it controls, have expended approximately 
$3,500,000,000 of moneys and funds of the government of the United 
States, and it is claimed that the assets of said United States Ship- 
ping Board and Emergency Fleet Corporation do not exceed $200,- 
000,000, and that the claims against, and the liabilities of, said Ship- 
ping Board and Emergency Fleet Corporation exceed the said assets; 
an 

Whereas, it is claimed that the wasteful, extravagant and im- 
provident practices which have in part caused the aforesaid condi- 
tion are being continued, and will within a short time result in the 
complete bankruptcy and failure of the business of the government 
being conducted by said Shipping Board and Emergency Fleet Cor- 
poration, as well as in the total depreciation and destruction of the 
investment of the government in the property committed to their 
control; and 

Whereas, the large appropriations made by Congress and the pro- 
ceeds of the sale of ships and other property have been and are 
being absorbed and consumed in operating expenses, and further large 
appropriations are being sought to cover operating deficits and losses 
resulting from the alleged incompetence of said Shipping Board and 
Emergency Fleet Corporation: Now therefore be it 

Resolved, That a committee of five senators be appointed by the 
president pro tempore of the Senate, which committee is directed to 
investigate the affairs of the United States Shipping Board and Emer- 
gency Fleet Corporation, and to ascertain the present condition of 
each of said organizations, the amount of their assets, the present 
sale value of the property of the government under their control, the 
amount of pending claims against and the existing liabilities of said 
Shipping Board and Emergency Fleet Corporation, the amount of 
claims which have been paid, the manner of operating government 
ships and conducting the business of said Shipping Board and Emerg- 
ency Fleet Corporation, and other pertinent and cognate matters con- 
nected therewith, and to report to the Senate its findings, together 
with its recommendations, for the prevention of said abuses, and the 
future disposition and administration of the shipping property of the 
government. 


Representative Davis, of Tennessee, Democratic member 
of the House committee on merchant marine and fisheries, this 
week introduced a resolution providing for the appointment 
of a select committee of seven members of the House to in- 
vestigate the Shipping Board and Emergency Fleet Corporation. 
The material part of the resolution follows: 


Resolved, That the speaker of the house of representatives be, 
and he is hereby directed to appoint from the membership of the 
house a select committee of seven members, for the sixty-eighth 
congress, and which said committee is hereby authorized and di- 
rected to inquire into the operations, policies and affairs of the 
United States Shipping Board and the United State Shipping Board 
Emergency Fleet Corporation, or any agency, branch or subsidiary 
of either; said inquiry shall include an investigation of contracts, 
leases, sales, settlements, account, expenditures, receipts, assets, lia- 
bilities, properties and any and all transactions, affairs, policies and 
plans of the United States Shipping Board and the United States 
Shipping Board Emergency Fleet Corporation and any other cor- 
porations, firms, individuals or agencies in any way associated with 
or controlled or regulated by the said Board or Emergency Fleet 
Corporation, together with an inquiry into such other pertinent mat- 
ters as may aid the committee in determining and recommending 
future policies with respect to the Shipping Board and Emergency 
Fleet Corporation and the properties and agencies under their control. 


Representative Davis gave out the following statement: 


In response to a widespread demand, I have introduced a house 
resolution ‘authorizing a thorough investigation of the affairs of 
the United States Shipping Board and all subsidiary agencies. It 
is unnecessary to indulge in any lengthy discussion of the necessity 
and importance of such an investigation. While there have been 
frequent changes in personnel and some of the policies of the 
Shipping Board yet they still cling to the MO4 contracts, which 
more than two and a half years ago Chairman Lasker denounced 
as “the most shameful piece of chicane, inefficiency and looting of 
the public treasury that the human mind can devise.” They have 
made no progress toward a sound, efficient, constructive policy with 
respect to either the sale or the operation of Shipping Board vessels. 
We are now largely in the dark as to their future plans and it is 
known that there has been and is now a wide divergence of opinion 
between members of the Shipping Board and between at least a por- 
tion of the members of the Shipping Board and the Emergency Fleet 
Corporation. 


It is a matter of common knowledge that committees and mem- 
bers of congress, as well as representatives of the press, have been 
unable to obtain the facts with respect to many transactions and 
policies of the Shipping Board and Emergency Fleet Corporation, 
although the congress and the public are clearly entitled to such 
information. While I already have a large amount of information 
bearing on the subject and am in daily receipt of additional infor- 
mation and charges, much of which is sensational in nature, yet 
I do not at this time care to make any specific charges, as I am 
content to let the facts developed by the investigation speak for 
themselves. My opinion is that there should be a constructive in- 
vestigation with a primary view of ascertaining the true character 
and condition of all Shipping Board property, and the policies and 
practices of the Shipping Board and Emergency Fleet Corporation 

a view of taking proper steps to eliminate waste, extravagance 
and inefficiency, and placing the conduct of Shipping Board affairs 
upon a wise economic basis, having in view the public interest and 
the establishment and maintenance of a sound permanent American 
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merchant marine. Whatever waste, extravagance, inefficiency, favor- 
itism and graft which may be developed by such investigation should 
= SS eee of course, those responsible therefor must bear the 
odium thereof. 


PLUMMER ELECTED VICE-CHAIRMAN 


The Trafic World Washington Bureau 


Commissioner E. C. Plummer has been elected vice-chair- 
man of the Shipping Board as successor to Commissioner T. V. 
O’Connor, designated as chairman of the board by President 
Coolidge. In a statement Chairman O’Connor said Mr. Plummer’s 
valuable work with the board in the last two years was too 
well known to require any special comment. 

“I may say, however, that the board is exceedingly fortunate 
in having his sound, practical knowledge of shipping problems 
to aid it in its work,” said he. “With the board now organized 
with a full membership, we will meet our problems as they come 
before us and handle them to the best of our ability.” 

Chairman O’Connor received a large number of congratu- 
latory telegrams. Former Chairman Lasker wired that the new 
chairman could depend on him for any assistance that might 
be needed in the interest of the merchant marine. 


THE DOLLAR SHIP SALES 
The Trafic World Washington Bureau 


For the first time since the Shipping Board, under date of 
September 25, 1923, signed the contract of sale under which 
the Dollar Steamship Line acquired the seven “502” combina- 
tion passenger-cargo vessels owned by the board, the terms 
of sale were announced officially this week by Chairman O’Con- 
nor of the board. At the same time the text of the contract 
was published in the Congressional Record on request of Sen- 
ator Fletcher, of Florida, in connection with a speech on the 
merchant marine. Representatives of the press made repeated 
requests for the terms of sale, but the information was refused 
each time on the ground that it would not be in the public 
interest to make the terms public. 

In transmitting the text of the contract to Senator Fletcher 
under date of December 17, 1923, Chairman Farlé¢y said the 
details of the contract had not been made public “because it 
was felt that it would be most unfair to the American merchant 
marine, and to the steamship company in particular, to place 
this information in the hands of our foreign competitors— 
information which undoubtedly could be used to the detriment 
of the company. The shipping Board has known that inas- 
much as the Robert Dollar Company could not get similar 
information concerning its competitors, the publication of this 
information would be a great handicap to it.” 


Chairman O’Connor made public the price received for the 
vessels because of published reports that the vessels brought 
only $5.24 a ton. He said the sale price of the seven ships 
was $3,850,000; that their total deadweight was 91,372 tons; 
that the average gross tonnage of 10,533, and that the sales 
price, therefore, worked out at approximately $42.14 per dead- 
weight ton, or $52.22 per gross ton. He said it was proper to 
add that the Dollar Line had agreed as a part of the contract 
of sale to operate the vessels on a round-the-world service for 
a period of five years, “constituting not only the first round- 
the-world passenger steamship service under the American 
flag, but the only round-the-world passenger service under any 
flag.” 

Senator Fletcher said in his speech that, while he had 
never taken a positive stand against the general feeling that 
the American merchant marine should be privately owned and 
operated, his observation led him to the belief that “we will 
never have anything like an adequate American merchant marine 
in the United States upon that basis.” He said he believed 
the government must own and operate at least a portion of 
the Amerftan ships engaged in foreign trade, “or we will find 
ourselves, as we were in 1913, carrying only about 9 or 10 
per cent of our foreign commerce in American bottoms.” 

The senator said energetic and persistent effort had been 
made by competitors, by selfish interests, by those who oppose 
the government conducting any business, “to make our whole 
plan and purpose a failure.” 


“The Fleet Corporation, supposedly supported by a ma 
jority of the Shipping Board, has pursued a course which 
encouraged that opposition and opened the way for the in 
sidious and effective use of that propaganda,” he continued. 

“It appears now all offers to purchase the ships have been 
ridiculously low and absurd; that what sales they have made 
have been at prices which rarely exceed 10 per cent of the 
cost of the vessels. Some of the ships, next to our best, cost- 
ing millions of dollars, have been practically given away. This 
under the management of alleged experienced shipping experts 
drawing salaries from $20,000 to $35,000 per annum. Justifica 
tion for these transactions is based on the idea that the gov 
ernment ought to cease to own and operate ships right now. 

The senator contended the merchant marine act was not 
to be so construed—that the entire context of the act showé 
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emphasis was to be placed on the word “ultimately,” meaning 
“eventually,” “in the end,” “finally.” He claimed that the board 
was made the dumping ground for political patronage—that 
useless employes and large salaries helped to load down the 
overhead. 

Senator Fletcher said President Coolidge had taken the 
matter up in earnest and that he realized that direct govern- 
ment operation, aggressively pursued, was the only reasonable, 
sensibile, patriotic course and the one demanded by the public 
interest. He said he hoped the selection of Mr. Palmer as 
president of the Fleet Corporation and the making of the cor- 
poration the active agency for operating the fleet, meant “real, 
direct government operation.” 

“The Fleet Corporation, the administration, have simply 
temporized and blundered along, to our discredit and great loss,” 

id he. 
¥ “Never before, if we have now, have we set our sails for 
genuine government ownership and operation in good faith and 
with a will to succeed. Big business, the world over, has held 
its hand against it.” 

The senator said it was entirely feasible to have a mer- 
chant marine partly government owned, partly privately owned. 

Figures from the Shipping Board showing that the cost of 
each of the seven “502” ships sold at Dollar at $550,000 per 
vessel was approximately $4,000,000 were submitted by the 

nator. 

Reference was made in the speech to the use of discrimi- 
nating duties to aid the merchant marine and to the pending 
German treaty forbidding their use as between the United 
States and Germany, the senator favoring their use. Senator 
Robinson, Democratic leader, said he felt it his duty to refer 
to the proposed commercial treaty with Germany. He said 
if the United States changed its policy with respect to dis- 
criminating duties, the pending treaty with Germany would in 
all probability have to be amended in “very grave particulars, 
and other commercial treaties with the various nations will 
have to be denounced and new treaties negotiated. The sub- 
ject is not at all simple in it practical aspects. It does appear 
to me to present a great many difficulties.” 

Senator Fletcher said there never was a better time than 
now to institute a new policy with respect to discriminating 
duties. 

Letters from marine stewards protesting against the Dollar 
Line employing Orientals in its steward department were sub- 
mitted by the senator. 

The text of the sales contract with the Dollar company 
showed that 25 per cent of the purchase price was to be paid 
in cash on delivery of each vessel or an irrevocable letter of 
credit, bearing 4 per cent interest and payable on March 15, 
1926, given by the Dollar company. The deferred payments 
were to run until March 15, 1936, provision being made for 
payments in the intervening period. 

Stanley Dollar, of the Admiral Oriental Line, and Herbert 
Fleishhacker, of San Francisco, who is interested with Dollar 
in the “535” combination passenger-cargo vessels being oper- 
ated for the Shipping Board out of Pacific coast ports, and 
G. Carter, head of the Pacific Mail, conferred with members 
of the shipping Board and officials of the Fleet Corporation 
February 11 relative to sale of the 10 “535” ships. 

Mr. Dollar desires to acquire the ships and so does Mr. 
Carter. The Pacific Mail now operates five of the vessels out 
of San Francisco for the board and the Admiral Oriental Line 
operates the other five out of Seattle for the board. Some 
time ago the board fixed a minimum price of $1,500,000 on each 
of the ships. 

Mr. Dollar called on President Coolidge at the White House 
and discussed the shipping situation with him. 

Mr. Dollar said February 12 that he had submitted a pro- 
Dosal to the ship sales department of the Fleet Corporation for 
the purchase of the ten “535” Shipping Board vessels now being 
operated out of Pacific coast ports. He said this proposal would 
be submitted to President Palmer of the Fleet Corporation and 
then to the board. The proposal, he indicated, involves terms 


and conditions relating to the operation of the vessels in speci- 
fled services. 


MEETING ON LUMBER RATES 


The Trafic World New York Bureau 


An increase in lumber rates from north Atlantic, south 
Atlantic and Gulf ports to the United Kingdom will be dis- 
cussed at a meeting next week at Atlanta or New Orleans. Com- 
mittees representing the three groups of steamship companies 
have been appointed and are now corresponding to fix the date 
and place of the conference. 

€ prevailing level of rates has been 30 cents a 100 pounds 
* heavy and 40 cents on light lumber. The Gulf lines recently 
advanced the heavy shipment rate to 35 cents and have asked 
Companies plying from other ports to adopt a similar tariff. 
The movement of lumber has increased considerably in recent 
Months and it is understood that a majority of the lines believe 
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an advance is justified. One of the questions to be brought up 
by the north Atlantic lines, however, is that of reclassification, 
which is said to be necessary. 

Aside from the lumber rates, which are the same from At- 
lantic and Gulf ports, it is reported that the entire question 
of port differentials may be taken up shortly at a joint meeting 
of the companies. Some dissatisfaction with existing rates from 
south Atlantic ports, especially on agricultural implements, has 
been expressed by southern shippers, who have asked the Ship- 
ping Board to put into effect the same ocean rates now applying 
from New York. The south Atlantic ports also have a com- 
plaint before the Interstate Commerce Commission asking for 
the same railroad differentials under New York in effect at 
Baltimore and Norfolk. Several steamship officials feel that 
the entire question should be taken up at a joint conference, 
though no call has yet been issued. 

Another shipping problem which is still pending is the ap- 
plication of the Shipping Board before the Continental Con- 
ference for a differential on its freighters under the rates 
charged on faster liners. This was boached at the last meeting 
of the Continental Lines in January and will be brought up again 
at the March meeting, it is understood. 

W. B. Keene, vice-president of the Fleet Corporation in 
charge of traffic, who was in New York the early part of the 
week, said that the shipping industry recently has shown an im- 
provement in both volume and rates. This has been true espe- 
cially on the United Kingdom, South American and Far East 
services, he said, though business from the Pacific coast to the 


‘Far East has shown a reaction lately. Gains are not yet large 


enough “to declare dividends on,” Mr. Keene said, but the change 
in trend has caused greater hopefulness. 


E. F. C. OFFICES NOT TO BE MOVED 


The Traffic World Washington Bureau 
After Senator Ransdell, of Louisiana, president of the Na- 
tional Merchant Marine Association, had submitted a resolution 
in the Senate calling on the Shipping Board to inform the 
Senate if plans were under consideration to move the Fleet 
Corporation offices from Washington to New York, Chairman 
O’Connor, of the board, and President Palmer, of the corpora- 
tion, said there was nothing to the rumors to that effect. 
Objection was made in-the Senate to immediate considera- 
tion of the resolution, whereupon Senator Ransdell said he 
understood there was danger of an immediate removal “of this 
very important body from the city of Washington to the city 
of New York.” Objection was sustained on the ground that 
the chairman of the Senate commerce committee was not pres- 
ent, and the resolution went over. 





BOARD TO START LONDON SERVICE 


The Trafic World New York Bureau 

The steamer, American Trader, first of the vessels to be 
placed on the New York-London service of the United States Lines 
in place of the passenger and freight ships sold to the Dollar 
Line, was delivered to the Shipping Board Thursday by the 
Federal Shipbuilding Company of Kearney, N. J., which has 
completed reconditioning the former army transport. The 
American Trader will sail from New York February 27, and will 
be followed at intervals of ten days by four other similar ves- 
sels, which have been renamed the American Merchant, Ameri- 
can Banker, American Shipper, and American Farmer. 

The ceremonies incident to delivery of the American Trader 
were held at Pier 4, Hoboken, and were attended by W. J. 
Love, managing director of the U. S. Lines, T. H. Rossbottom, 
general manager, and other officials of the company and the 
Fleet Corporation. 

The outlook for the service is excellent, officials said. It 
was remarked that when the Shipping Board sold its passenger 
and freight vessels to the Dollar Line they were being offered 
shipments in excess of their capacity. Heavy bookings have 
also been made for the first voyage of the American Trader. 
This vessel, as well as the others in the new fleet, will have 


large refrigerator facilities for handling fruits, vegetables and 
meats. 


FOREIGN SHIPPING IMPROVES 


The Trafic World New York Bureau 

Annual reports from various maritime nations abroad 
showed poor results for their fleets in 1923, but a uniform im- 
provement toward the end of the year, which was regarded as 
an indication of better business for the current twelve months. 
Evidence of this changed outlook was the gain in cargo, stiffen- 
ing in freight rates, and reduction in idle tonnage. 

The Chamber of Shipping of the United Kingdom reported 
that, on January 1, 1924, there were 317 vessels of 629,763 tons 
tied up in British ports against 395 vessels of 755,101 tons on 
October 1, 1923. This applied only to ships of more than 1,000 
tons each. Included in the former number were 301 British 
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vessels of 605,585 tons. 
showed an improvement. 

The annual report of the Bank of Norway pointed out that, 
while business was poor in 1923, the Norwegian mercantile 
fleet was able to continue in operation and idle tonnage in 
December amounted only to 70,000 tons as compared with 200,000 
tons at the beginning of the year. Norwegian companies earned 
their operating expenses, but many of them had no surplus to 
apply to depreciation, reserves or dividends. 

The last year was one of unusual hardships for Danish 
shipping, according to the Dansk Soefartstidende, which said 
that freight rates did not permit a profit. Some improvement 
jwas noted about the end of the year, it said, due chiefly to the 
increased trade with Japan and partly to a decrease in ship- 
ping dues. 

The outlook for Norwegian shipping was outlined in detail 
in the annual report of Chairman Arth. H. Mathiesen, of the 
Christiania Shipowners’ Association, who said, with some satis- 
faction, that the whole of the steamer fleet had been in opera- 
tion and that the results did not make necessary any calls on 
reserve capital. Mr. Mathiesen denounced conditions in the 
es ports, with long detention, inefficient labor and numerous 
strikes. 

Mr. Mathiesen called attention to the increased propor- 
tion of Norwegian shipping operated in regular liner trades. 
In 1914 this amounted to only 200,000 tons of shipping, or 10 
per cent of the total. In 1920 it had increased to 260,000 tons, 
or 15 per cent, and in 1923 to 500,000 tons, or 20 per cent. 

With regard to freight prospects, Mr. Mathiesen said he 
had “the impression that there are signs which indicate an 
increasing activity in the trade of the world and a better eco- 
nomic intercourse between nations.” He commented on the 
gradual liquidation of state-owned competition in shipping 
throughout the world, saying that Brazil, Portugal, and France 
had practically withdrawn, Canada and Australia had reduced 
their fleets considerably, and a final disposition of the U. S. 
Shipping Board seemed near at hand. 


SHIP MEN OPPOSE GERMAN TREATY 
The Trafic World New York Bureau 


The American Steamship Owners’ Association has asked 
the Senate committee on foreign relations for an opportunity 
to be heard on the proposed commercial treaty between the 
United States and Germany, according to Vice-President Win- 
throp L. Marvin. While the association has not expressed its 
attitude toward the treaty formally, it is understood that its 
members will oppose the provision that would prevent this 
country from adopting a policy of preferential duties and ton- 
nage dues to aid the merchant marine. 

While the committee ordinarily does not hold public hear- 
ings on matters of international policy, shipping men here are 
confident that an exception will be made in this case. 

Considerable attention has been given to the statement of 
the National Merchant Marine Association that, if the German 
treaty is ratified by the Senate, the State Department will send 
forward a number of other conventions of a similar nature. 
The association attacked the treaty and said that ratification 
would not only reverse the will of Congress as set forth in 
the merchant marine act of 1920, but would effectually prevent 
preference for American shipping in the future. Senator Joseph 
E. Ransdell, president of the association, appeared before the 
committee on foreign relations this week in opposition. 

The question of a general policy of discriminatory duties, 
as provided in several bills now before Congress, is under 
consideration by the steamship owners. Mr. Marvin said no 
decision had yet been reached. The committee on national 
shipping policies has held several meetings on the subject. 


USE OF DISCRIMINATING DUTIES 
The Trafic World Washington Bureau 


Application of discriminating duties as an aid to the Ameri- 
can merchant marine is regarded by President Coolidge as a 
doubtful expedient that might result in retaliatory measures 
by foreign nations, according to a spokesman for the President 
at the White House. This was the position taken by President 
Harding in declining to enforce section 34 of the Jones mer- 
chant marine act which provided that the President should 
give notice to foreign nations of abrogation of commercial 
treaties the terms of which forbade imposition of discrimi- 
nating duties. President Coolidge, it was said, would hesitate 
to invoke the use of discriminating duties and would consider 
their application only in cases of absolute necessity. 

The question of using discriminating duties to aid the mer- 
chant marine has been revived by consideration by the Senate 
of a proposed commercial treaty with Germany. The terms of 
the treaty would prohibit the United States from resorting to 
use of discriminating duties against German shipping. On mo- 
tion of Senator Lodge, the Senate removed the injunction of 
secrecy from the treaty and the text was published in the 
Congressional Record. It is expected that when the treaty is 


Shipbuilding in Emglish yards also 
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debated in the Senate, there will be considerable discussion 
of the parts relating to imposition of discriminating duties. 
Senator Jones, chairman of the Senate commerce committee, 
will urge such a modification as. will not subject the United 
States to the prohibitions now in the treaty with reference to 
discriminating duties, 

“The United States will surrender unconditionally for ten 
years to come all rights to discriminate in favor of its own 
shipping, if ratification is given to a series of commercial treaties 
which this government is seeking to negotiate with our foreign 
maritime rivals,” says a statement issued by the National Mer- 
chant Marine Association. Continuing, the association says: 


Practical annihilation of our shipping in our trade with other 
countries is to be looked for if these treaties are made effective. Be- 
cause no preferential aid has been given to the American merchant 
marine, the share of our shipping in the carriage of our exports and 
imports continues to dwindle in the face of competition in which all 
the advantages are held by the cheaper built and cheaper operated 
vessels of foreigners. We would gain nothing and lose everything if 
we throw away our rights to aid our own ships. 

The proposed commercial treaty with Germany is not regarded as 
objectionable because it is with that particular country; but because 
it is stated to be merely the forerunner of a number of treaties simi- 
larly effective with other maritime nations. 

The veil of secrecy has just been lifted from the first of these 
treaties, although it has been under consideration by the Senate 
foreign relations committee in executive sessions for some time past. 
Although the provisions relating to shipping are of the most vital 
importance to American commerce, no opportunity seems to have 
been offered for representatives of the country’s business interests 
to have been heard. Although it has been stated that the foreign 
relations committee requested vice-chairman Culbertson of the Tariff 
Commission to appear before it, there is no indication that any repre- 
sentative of the Shipping Board has been called. The board has long 
been on record as favoring discriminating duties, and as the vessels 
it operates would be directly and unfavorably affected by the proposed 
treaty action, its: views would seem to be entitled to consideration. 

The National Merchant Marine Association points out that the 
proposed treaty is in direct conflict with the law as laid down in the 
merchant marine act of 1920, which provides for the amendment of our 
commercial treaties so as to permit of our providing for discriminatin 
duties, tonnage dues and railway rates in favor of cargoes carrie 
in American ships and the ships themselves. In the new treaties, 
therefore, it is proposed to insert just what Congress has voted in 
favor of having eliminated from our commercial agreements with 
other nations, 


SHIPBUILDERS ASKED TAX EXEMPTION 


The Trafic World New York Bureau 


The Administrative Council of the Atlantic Coast Shipbuild- 
ers’ Association has acted favorably on a recommendation of the 
Delaware River section that the association consider the advisa- 
bility of asking the Shipping Board to extend the time within 
which profits from operation of ships in foreign trade would be 
exempt from taxation, contingent on the use of such funds for 
new construction, according to a statement from Secretary C. S. 
King. 

“It was pointed out at the meeting,’ the statement says, 
“that since the rules and regulations promulgated by the Ship- 
ping Board under date of June 13, 1922, relating to section 23 
of the merchant marine act of 1920, provided for the time limit 
to be extended in certain cases where the reasons therefor are 
convincing and satisfactory to the board, it may be assumed 
that the board, at the time these regulations were prepared, 
had in mind a condition of commerce and shipbuilding that now 
exists—depression of foreign trade and government-owned ton- 
nage placed on the market. 

“These conditions having materialized, the councilors are 
of the opinion that it is reasonable to ask the board to apply 
such an extension to all United States shipowners in general 
so as to make the date limit 1928 instead of 1925. The secre 
tary. was authorized to confer with representative shipowners 
and co-operate in every way possible to obtain a modification 
of the rules and regulations which reduced the time limit’ 


PARCEL POST TO CZECHOSLOVAKIA 


Paul Henderson, second assistant postmaster general, has 
issued the following notice to postmasters: ‘ 

Effective immediately, reel-post packages, both ordinary an 
registered, addressed for delivery in Czechoslovakia, will be subject 
a transit charge of 10 cents per parcel up to the weight limit of 1 
pounds, both er rate and transit charges to be prepaid by postage 
stamps affixed to the parcel at time of mailing. A 

The annual Postal Guide for 1923 is modified as follows: Page 173, 
item ‘‘Czechoslovakia,” change “—’ to ‘“*’; page 180, add between 
“Cyprus” and “Dahomey” the item— 

1 Ib. to 11 Ibs. 


10 .10 .10 .10 .10 .10 .10 .10 .10 .10 .10 
The above also modifies the item ‘‘Czechoslovakia” appearing on 
page 19 of the November, 1923, supplement to Postal Guide. 
SELLS WOODEN LAUNCH 


The Shipping Board has announced the sale of the Owl, 4 
wooden launch, to Gus Dahlen of New York City. 


The abstracts of tariff filings, rejections, suspem 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Freight Routing 


(Fourth of a Series of Articles Written 


Many factors of importance—in fact, most of the factors 
in routing—are common and must be taken into consideration 
regardless of whether or not the destination is a local station, 
junction point, or a large center. The most important common 
factor, however, is that the shipments must be routed. Too 
much reiteration of this thought is hardly possible, as it must be 
fundamental in the mind of any person or concern controlling 
routing, to route fully a less than carload shipment, especially 
when destined to a junction point. This necessarily includes 
all the features previously covered, and many other complicated 
situations must be taken into consideration. If the town is 
served by two carriers it does not necessarily follow that there 
is only one more carrier to be considered. Unfortunately, trans- 
portation has not yet reached the perfection of mathematics 
and one and one do not make two. There may be two roads 
or three roads, but the situation may then be most complicated, 
not because other routes are available, but because of the fact 
of competition en route and the fact that it seldom happens that 
an industry or receiver is located equa-distant to the freight 
station of both lines. Further, in most territories the rates must 
receive more careful consideration, as well as the service. 


The difficulty caused by competition at a certain town, due 
to the fact that two or more roads serve it, is not apparent 
to the average lay mind, but can be understood by a trained 
traffic executive. It might be well to say here that, to the 
average lay mind, many of the situations existing are unreason- 
able, but, in the mind of the writer, most of them, if not all of 
them, are justified to a great extent when a proper conception 
of the situation is had and a full study is made of the cir- 
cumstances. The most important thought to be kept in mind 
when routing less than carload shipments inbound to a common 
point is necessarily that of showing destination routing. It 
is obvious that this may be overlooked when destined to a local 
point, but it is most important that it be kept in mind when 
routing to a common point. It frequently happens that one of 
the carriers serving the town routes it via its main line, another 
via branch line, and, in all probability, if served by a third, 
this line may not be an originating carrier at the point of 
origin; consequently, we must take into consideration the 
service to this point of destination via the one line haul from 
point of origin to point on its main line as compared to the 
one line haul from point of origin to destination on a branch 
line. and weigh this service against the two line haul, the des- 
tination carrier connecting at some distant point with a line 
also serving. the point of origin. We must consider at all times 
the method of billing, the complication of transfer, with its 
attendant possibilities of damage, and the time in transit. It 
is also imperative in instances of this kind that the rates be 
checked carefully, as, frequently, the rate that applies to the 
destination via the oné@ haul carrier that reaches the point 
of destination with its main line will publish a rate, which, for 
various reasons, including fourth section complications, will not 
be protected via the carrier routing the same with its branch 
line; nor may this rate be protected if routed over a two line 
route. Frequently the rates are at a very slight variance, but, 
all things being equal, it may be possible to make a small 
saving by the proper consideration of all routes. It is also 
a good plan when considering the routing of a large less than 
carload shipment to route a certain per cent via the fast service, 
or direct line, and allow the balance to come via the indirect 
way. 

Before considering a situation of this kind, great care should 
be taken to analyze the destination facilities of the various 
carriers to eliminate, if possible, any unnecessary hauling. The 
particular effect of splitting shipments of this kind is ben- 
eficial, in that it routes tonnage over several carriers and in- 
duces better service via all, while, if centralized over one, there 
would be insufficient tonnage over the others to keep a regular 
service and, in the event of a congestion on the favored line, 
a precedent has not’ been set for a service via the other carriers 
approximating that of the carrier which at that time is unable 
to handle the shipments. It is not the rule in smaller towns 
for less than carload receivers to be located on a branch 
siding, so the destination routing to them is extremely important 
to eliminate unnecessary expense of teaming at destination, and, 
while no fixed rule can be made relative to the acceptance of 
routing instructions received, nevertheless, consideration should 
be given so as to allow the shipper to cooperate as fully as 
rege consistent with the outbound situation at point of 
origin, 

There are also many advantages to be had by pooling a 
humber of shipments inbound via one particular line providing 
competing facilities at destination are not equal or that by a 
& partial patronage they cannot be improved so as more to 
equalize the best equipped or located station. In this event 
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the adoption of one carrier inbound—generally that which has 
the closest freight station, or most accessible according to 
roads—as the standard destination route, has many advan- 
tages. If shipments are consistently routed via this line, full 
truck loads can be brought from the freight station and a better 
understanding of the operating of the station can be had so 
that the physical delivery from the carrier can be taken, the 
trucking can be centralized, and the plant receiving systematized 
to the advantage of both receiver and carrier. 

Another important feature is that a full understanding can 
be had of the carrier’s methods at point of destination and per- 
sonal contact with its local representative can be fostered so 
that freight charges and arrival notices can be handled in an 
expeditious manner; also that the local representative of the 
carrier, through continued patronage and close contact, may be- 
come familiar with the peculiar situations in connection with the 
particular business and co-operate more to the interest of all con- 
cerned. These two latter situations are most important to be 
kept in mind, as, in the writer’s opinion, a personal contact 
ae the full understanding is the greatest asset in transpor- 

on. 

We have also to consider the rather unpleasant situation’ in 
connection with damage claims, full and partial shortages, which 
can be held to a minimum through continued patronage and close 
relationship, as well as a prompt settlement, providing con- 
fidence exists between the carrier and the receiver. It is the 
opinion of the writer that, if proper consideration were given 
to many of these features, many shippers and receivers of freight 
would have an entirely different idea of the carrier, especially 
of the local freight agents, cashiers, and freight claim depart- 
ments. No system, regardless of how complicated it is or how 
well carried out, is equal in its results to that system that 
prevents unpleasant situations arising and eliminates the pos- 
sibility of the difficulties that make the complicated handling 
system necessary. It has been many years since the phrase 
was given us that “an ounce of prevention is worth a pound 
of cure,” and if any slogan could be generally accepted in con- 
nection with the transportation activities of various concerns, 
this should be the first. 

An important feature in connection with many difficulties 
that are attributed to delay in transit could be overcome if there 
were an intelligent selection not only of routes but facilities 
of transportation on inbound shipments. It is frequent that a 
purchasing department, in its haste to receive a shipment, will 
have it routed inbound via express so that, apparently, the 
traffic department is without power to make a saving in trans- 
portation charges because time in transit is paramount. By 
proper consideration of a situation of this kind it would be 
possible, :. many instances, to route a portion of the shipment 
inbound by express—that is, a portion sufficient after its arrival 
to carry over until the arrival of the balance of the shipment 
via freight. 

The suggestion is given and especially called to the atten- 
tion of those interested in routing shipments to a medium 
sized destination, as it frequently happens that the traffic de- 
partments or the persons in charge of transportation in the 
concerns located in these towns are not fully in touch with 
the situation and by an adoption of this suggestion and co- 
eperation with the purchasing of inbound material they could 
prove themselves of greater value than perhaps is recognized 
in their organization. There is a possibility of combining 
shipments at a distant point so as to receive full carloads of 
less than carload shipments consigned to one concern but, 
as a rule, this is not probable in a town of limited transportation 
facilities. This method of combining shipments, however, should 
not be overlooked. It will be covered fully in considering in- 
bound shipments destined to the large centers, which will be 
the subject of the next article. 


COMMISSION ORDERS 


The Commission has postponed the effective date of its 
order in No. 13283, General Gas Light Company vs. A. G. S. 
R. R. et al., and has reopened the proceedings for further hear- 
ing. 

The Commission has vacated and set aside its order in No. 
14104, interchangeable mileage ticket investigation, in conform- 
ity with the decision of the Supreme Court of the United States. 

The Hattiesburg Grocery Company has been permitted to 
intervene in No. 14480, Greenwood Chamber of Commerce et al. 
vs. L. & N. R. R. et al. 

The Hannibal Shippers’ Association has been permitted to 
intervene in No. 15225, Board of R. R. Commissioners of Iowa 
vs. C. R. R. of N. J. et al., and in No. 15228, Board of R. R. 
Commissioners of Iowa vs. Alton & Southern R. R. et al. 

The city of Newark, N. J., has been authorized to intervene 
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in No. 15291, Traffic Association of the South Atlantic Ports vs. 
A. G. S. R. R. et al. 

The following lumber interests have been authorized to 
intervene in No. 15303, Los Angeles Lumber Products Co. vs. 
Southern Pacific Co.: The Anderson & Middleton Lumber Co., 
Booth-Kelly Lumber Co., Brighton Mills Co., Coast Range Lum- 
ber Co., Brownlee-Olds Lumber Co., Clark & Wilson Lumber 
Co., Dollar Portland Lumber Co., Duluth-Oregon Lumber Co., 
Eastern and Western Lumber Co., East Side Mill & Lumber 
Co., Fischer Lumber Co., G. H. P. Lumber Co., Inman Poulson 
Lumber Co., L. B. Menefee Lumber Co., Peninsula Lumber Co., 
Silverton Lumber Co., Silver Falls Timber Co., Standard Box 
& Lumber Co., Tomlin Box Co., West Oregon Lumber Co., 
Winchester Bay Lumber Co., and Willamette Valley Lumber- 
men’s Association. 

The Iron & Steel Shippers’ Conference of the Birmingham 
District has been authorized to intervene in No. 15363, M. W. 
Warren Coke Co. vs. Santa Fe et al. 

The Southern Arizona Traffic Association has been author- 
ized to intervene in No. 15377, Arizona Corporation Commission 
vs. Arizona Eastern R. R. et al. 

The Buckeye Cotton Oil Company has been permitted to 
intervene in No. 15501, Southland Cotton Oil Co. et al. vs. 
A. & V. Ry. et al. 

The Sioux City Grain Exchange has been permitted to in- 
tervene in No. 15511, Board of Trade of the City of Chicago vs. 
Santa Fe et al. 

The Atlas Portland Cement Company and the Atlas Port- 
land Cement Company (of Kansas) have each been authorized 
to intervene in No, 15546, Iola Cement Mills Traffic Association 
et al. vs. Santa Fe et al. 

The Portsmouth Cotton Oil Refining Corporation, the Procter 
& Gamble Company, Peet Brothers Company, James S. Kirk & 
Co., Wm. Waltke & Co., the Globe Soap Company, the Southern 
Cotton Oil Company, the Palmolive Company and Colgate & 
Co. have been authorized by the Commission to intervene in 
No. 15466, Bisbee Linseed Co. vs. P. R. R. et al. 

Frederick Stearns & Company have been authorized to inter- 
vene in No, 15486, the Norwich Pharmical Company vs. B. & O. 
R. R. et al. 

The Commission has denied the petition filed on behalf of 
the Director-General asking for modification of the order in 
No. 10982, Blectric Coal Co. et al. vs. Director-General, C. & 
E. I. R. R. et al. 

The petitions asking for reargument in No. 12461, Penin- 
sular Portland Cement Co. vs. Director-General, and Cincinnati 
Northern R. R. Co., have been denied. 

The Commission has denied the motion to vacate and set 
aside, filed by the defendants in No. 13288 (and Sub-No. 1), 
Mississippi Valley Iron Co. vs. C. & N. W. Ry. et al. 

The complainant’s petition for reargument in No. 13738, 
J. R. Thames vs. Alabama & Northwestern R. R. et al., and 
No. 13649, Same vs. Same, has been denied. 

The Commission has denied the request of the complain- 
ants in No. 13967, Alan Wood Iron & Steel Co. et al. vs. P. 
R. R. et al., asking for reconsideration and further hearing 
and for consolidation of the said case with Docket No. 15490. 

The petitions for reconsideration and reargument, filed on 
behalf of the Director-General in No. 14298, Morgan & Miller 
vs. Director-General, have been denied. 

The Commission has also denied the Director-General’s re- 
quest for reconsideration and reargument in No. 14328, Crown 
Willamette Paper Co. vs. Director-General. 

The Maine Central Railroad Company’s request for rehear- 
ing in No. 14529, International Paper Co. vs. Maine Central 
R. R. et al., has been denied by the Commission. 


The proceedings in No. 14264, National Refining Co. et 
al. vs. L. & N. R. R. et al., have been reopened for oral argu- 
ment before the full Commission at a time to be named in 
the future. 

The Kelly Company has been authorized to intervene in No. 
15410, United Fig & Date Company et al. vs. A. G. S. R. R. et al. 


The Railroad and Warehouse Commission of the State of 
Minnesota has been authorized to intervene in No. 15423, the 
Northern West Virginia Coal Operators’ Association vs. B. & O. 
R. R. et al. 

The proceeding in No. 13313, Michigan Traffic League vs 
Ann Arbor R. R. et al., has been reopened for reargument at 
a time and place to be named in the future, and the effective 
date of the Commission’s order therein has been indefinitely 
postponed. 

In granting the petition of the Illinois Central Railroad Com- 
pany, the Commission has given it permission to install an auto- 
matic train-stop or train-control device upon its Illinois division 
between Champaign, Ill., and Branch Junction, IIl., in lieu of a 
full passenger locomotive division as required by the order of 
June 13, 1922, in No. 13413, in the matter of Automatic Train 
Control Devices. 

The Commission has denied the request of the American 
Box Board Company asking for the reopening of No. 12828, 
Michigan Paper Mills Traffic Association vs. C. & O. Ry. et al. 
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The Brooklyn Chamber of Commerce has been authorized 
to intervene in No. 15291, Traffic Association of the South At- 
lantic Ports vs. A. G. S. R. R. et al. 

The Kansas Portland Cement Company has been authorized 
to intervene in No. 15546, Iola Cement Mills Traffic Association 
et al. vs. Santa Fe Ry. et al. 

The Package Sales Corporation has been permitted to in- 
tervene in No. 15551, J. S. Kloeber et al. vs. Nor. Pac. Ry. et al. 


REPARATION ON MEAT 


Reparations on shipments of fresh meat and packing house 
products moving between Wheeling and points in Ohio, Penn- 
sylvania and West Virginia, between October 24, 1920, and Janu- 
ary 15, 1922, was sought at the hearing on Docket No. 14800, be- 
fore Examiner Butler, at Chicago, February 9. The complaint, 
filed by the Allied Packers, Inc., et al., against the Baltimore & 
Ohio et al., alleged that the class rates applied during this 
period were unjust. The complainant sought to amend the com- 
plaint at the opening of the hearing, so that it would include the 
present commodity rates and ask rates for the future. This 
was_ denied them by Examiner Butler on the ground that it 
broadened the complaint. The complainant then sought addi- 
tional time to file an amendment of the complaint in the usual 
manner, but this was also denied by the examiner. 

The testimony of the complainant, by E. J. Norris, in charge 
of traffic for the Allied Packers, Inc., was to the effect that dur- 
ing the period in question the shipments were charged the full 
third class rates until at the later date a commodity rate was 
established at their request, so that they could continue com- 
petition with packers in other cities. He alleged that the ad- 
justment under which their products moved, on the third class 
rate, placed them at a disadvantage with other competitors, who 
had the benefit of lower commodity rates as well as the advan- 
tage of being nearer to the live stock markets. 

In a series of exhibits he went at length into the disadvan- 
tage which the plant at Wheeling had in getting its raw mate- 
rials, comparing the live stock rates with rates to other plants 
and calling attention to the ability of many packers, located at a 
live stock market, to buy stock for the same price that the Allied 
Packers paid. 

He stated that Wheeling’s being on the class rates while 
other plants had enjoyed the benefits of commodity rates had 
resulted in an increase in the spread between them and their 
competitors as the rates changed with advancing percentage in- 
creases. He cited examples of rates from competitive plants as 
being on a much lower basis for hauls of the same distance and 
nature, during the period in question. 

Testifying for the carriers, H. G. Settle, assistant general 
freight agent for the Baltimore & Ohio, said that the commodity 
rates had been placed in effect on the request of the complainant, 
but that an inspection of the records indicated that less traffic 
had moved under the lower rates than under the class rates. At 
the time the rates were in effect, he said, the class basis was 
the normal basis for movements of this character and the rate 
structure had been built on that classification. 

He insisted that the rates did not place the complainant at 
a disadvantage and that they were just and reasonable at the 
time the traffic moved. He outlined the history of the rate 
adjustment and made comparisons of the car mile earnings as 
well. as many other comparisons of the rates in question with 
rates from Wheeling to similar destinations and on other com- 
modities. He also introduced rate comparisons on similar move- 
ments from other points to show that the rates attacked were 
reasonable, 





AN ERROR CORRECTED 
Editor The Traffic World: 

Will you please refer to item appearing in Daily of February 
4 (Traffic World, Feb. 9, p. 332) relating to hearing in complaint 
of Swift & Company before Examiner Butler as to unreasonable 
charges on sheep and lambs, Docket 15180. 

It is stated in this item that we had filed a subsequent 
complaint, assigned Sub. No. 1, and also that the writer testified 
on behalf of Armour and Company, adopting the testimony of 
Swift & Co’s witnesses. ° 

We did not participate in this case in any way, shape or 
form, as we were not interested, and neither have we a similar 
complaint filed. The matter is called to your attention so that 
correction can be issued, as we do not wish to be charged with 
appearing in cases in which we have no interest. This, of 
course, is an unintentional oversight on the part of your re- 
porter and, while we are not criticising in any way, at the 
same time we would like to have extreme care taken in reporting 
these cases in which we are participants. 

Armour and Company, 
W. W. Manker, 
Chicago, Feb. 11, 1924. 





The man responsible for this error is no longer connected with the 
Traffic World and we have no means of knowing how he came to 
make the mistake. Of course, we are glad to correct it.—Editor, The 
Traffic World. 
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CANADIAN EXPRESS RATES 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has been sitting in 
the Maritime Provinces conducting hearings on the applica- 
tion for increased express rates. There, as elsewhere, there 
has been unanimous protest against any increase. The chief 
protests came from those interested in the fishing industry. It 
was stated that the industry in the Maritime Provinces was 
now absorbing every cent of express rates it could possibly 
afford. With regard to lobsters, it was stated that the rates 
from Halifax to Montreal had increased since 1914 from $1.50 
a hundred to $4.60. Figures were quoted showing the dis- 
crepancy in rates from Halifax to American points and from 
Halifax to Winnipeg on the basis of similar distances. For 
example, from Halifax to Kansas City the rate was $8.65, while 
to Winnipeg, about the same distance, the rate was $11.60. It 
was stated that the fish business was earning a greater revenue 
for the express companies than af’y other food commodity. One 
witness said it was physically impossible for any individual 
properly to analyze the figures of the express companies as 
they were compiled by expert auditors. 

A. H. Brittain, of the Maritime Fish Corporation, said the 
average fish commodity shipment yielded twenty-six times the 
revenue derived from the average cream shipment, three times 
that of fruit, and three and a half times that of any other 
commodity. The annual revenue the express companies derived 
from shipments of fish from Halifax and points east was esti- 
mated at one million dollars. He submitted figures showing 
the alleged discrimination in charges between Pacific coast 
points east to Toronto, Montreal, and Boston, over the. rates 
charged from Halifax and Nova Scotia points west to Montreal, 
Toronto, and Chicago. 

The representative of the Halifax Board of Trade urged a 
thorough inquiry into the rentals paid by the express com- 
panies for their offices and stations and asked for an inde- 
pendent audit of the statements filed by the express companies. 
He was told that those matters would be inquired into. 

Counsel for the express companies said they did not ask 
an increase, but readjustment. He thought two and a half times 
the standard freight rates was a fair multiple. 

Complaints in New Brunswick were along the same lines. 

Chairman Carvell said he did not think that such commod- 
ities as. fish, milk, and cream should have their rates increased. 


MILLING IN TRANSIT 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has granted the ap- 
plication of the boards of trade of Toronto and Montreal and of 
the Canadian Manufacturers’ Association for the same milling-in- 
transit privileges on dried peas as are accorded on other grains. 

Complaints were received by the board against the action 
of the Canadian National Railways in issuing a supplement to 
their tariff confining the milling-in-transit arrangements to ship- 
ments of wheat, oats, barley, rye, corn and buckwheat. It was 
stated that, as a result, peas for cleaning or milling would be 
required. to pay the local mileage rates to and from. the cleaning 
or milling point. As a result of such complaints the board sus- 
pended the tariff amendment concerned, leave being reserved 
to the railway to make formal application to cancel the arrange- 
ment as far as peas were concerned. This application came be 
fore the board in May, 1923. The railway claimed that no transit 
arrangements had ever existed regarding peas, and they had 
been included in the tariff in error. The quantity involved was 
stated to be about 100 cars a year. 


By the oral judgment of the: chief commissioner at this 
hearing, the railway was allowed to change the tariff, right being 
reserved for any interested party to make application (as is now 
being done) that the tariffs be amended to include peas. It 
was pointed out that the existing arrangement was that the 
Grand Trunk had a tariff, which had been suspended, allowing 
the privilege, while the Canadian Pacific did not have, and it 
was intimated that other railways were in a similar position. 
The hearing on which judgment is now delivered took place 
November 20, 1923. 


Commissioner McLean, who delivered the present judgment 
granting the application, said the point stressed by the railways 
was that the applications which culminated in the judgment of 
the chief commissioner removing the privilege from peas were 
based on allegations of discrimination. It was contended that 
horthwest grain had a certain milling-in-transit arrangement 
while in Ontario the same grains took a different and higher 
rate, and that the order of the chief commissioner went no 
further than was necessary to correct this discrimination. — Fol- 
lowing from this, it was contended that, since peas were not in 
the western grain list to which transit privileges were extended, 
there could be no discrimination. 

Commissioner McLean quoted the judgment of the chief com- 
Missioner, in which he spoke of the difference in transit priv- 
ileges to western Canadian grain and American grain at mills in 
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Ontario and Quebec as compared with the treatment given to the 
grain of those two provinces, and in which he said he was at a 
loss to understand why the transit privilege should be granted 
to western Canadian and American grain and not to that of 
Ontario and Quebec. He continued that he was “of opinion 
that the same treatment that is handed out to grain produced 
in one part of Canada, not to say anything about the United 
States grain, must be granted to grain produced in all other 
parts of Canada; and he then finds that all grain produced in 
Canada should be allowed the same stop-over privileges for mill- 


ing purposes, no matter in what part of Canada the milling 
operation takes place.” 

He referred to the one cent per 100 pounds charge of the 
Canadian Pacific Railway and continued: “There is no reason 
why a change should be made under present conditions, and as 
I have already found that the rate should be the same all over 
Canada, this would involve a reduction of the Grand Trunk (now 
the Canadian National) rates from 2 cents to 1 cent per 100 
lbs.” 


Commissioner McLean adds: 


In speaking of the Grand Trunk transit charge, I do not under- 
stand that the Chief Commissioner was laying stress on the dif- 
ference of the transit rate in Michigan on the controlled line of the 
Grand Trunk, which was operating in a separate jurisdiction, under 
United States laws, and meeting the competitive transportation prac- 
tices and conditions there existing; but that he was emphasizing the 
charge made in Canada on the Grand Trunk. The Grand Trunk 
charge being 2 cents per 100 pounds on western grain milled in 
Ontario and the position being upheld by the Chief Commissioner 
that the 1 cent charge made by the Canadian Pacific Railway Com- 
pany was not a necessary criterion of what was a discriminatory 
rate on the Grand Trunk, it follows, it seems to me, that the Chief 
Commissioner in dealing with the matter, and in accepting the 
Canadian Pacific charge as the measure, was laying down a general 
principle applicable to the question of transit rates, and not simply 
making a finding based on discrimination. 

The decisions of the board establish the principle that when 
there is an allegation of discrimination mere citations of difference 
in rate or treatment do not make that prima facie case of discrimina- 
tion which is necessary in order to shift the burden of disproof to 
the railway. The decisions have pointed out that unless there is 
along with the difference in rate or treatment a competitive condi- 
tion as between the articles concerned, which results in a difference 
in rate or treatment, resulting to the detriment of the article so dif- 
ferently treated, there is not of necessity a condition which, in terms 
of the Railway Act, is unjustly discriminatory or unduly preferential. 


MILLING GRAIN FOR EXPORT 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners has been considering 
the complaint of. the Dominion Millers’ Association that the rail- 
roads are charging two cents a hundred pounds stop-off charge 
instead of one cent on grain milled ex lake wheat when the 


product is to be exported via American ports. Commissioner 
Carvell said: 


The charge for milling in transit privilege is primarily to repay 
the railway companies the additional cost in breaking up their trains, 
shunting the grain into the mill and taking out the finished product 
and, in my judgment, it makes no difference to the railway companies 
what may become of the flour in the future, as it costs no more 
to perform these services for a car load of flour destined for New 
York than it does for one destined for Montreal. 

I thought the whole question was settled by Order No. 354 of this 
board, dated Jan. 4, 1922, but the railway companies claim they did 
not interpret the order as meaning that it applied to the transit 
privilege for milling grain for export as aforesaid. The words of 
the judgment were as follows: 

“I therefore, think an order should issue that all railway com- 
panies in Canada under the jurisdiction of the board should be al- 
lowed to charge 1 cent per 100 pounds, for the stop-over privilege 
for milling purposes, no matter in what part of Canada the operation 
may be carried on; and the privilege should be granted to all grains 
produced in Canada when milled at any point in Canada, at the same 
rate per 100 lbs., and the several railway companies under the juris- 
diction of this board should be directed to file tariffs accordingly.” 

As there may be some doubt as to whether or not the foregoing 
order could be properly construed to mean a charge of 1 cent per 
100 pounds for export as well as local consumption, I think a new 
order should issue, making it clear that 1 cent per 100 pounds is 
the maximum charge which can be imposed for milling in transit, 
entirely regardless of the destination of the flour. 

Railway companies under the jurisdiction of the board to file 
tariffs, effective not later than February 11, accordingly; this rate, 
however, not to be retroactive. 


VIEWS OF HENRY THORNTON 


The Trafic World Ottawa Bureau 


In recent addresses President Thornton of the Canadian 
National has been emphasizing the value of population to Can- 
ada with respect to its effect on the railways. 

“If we had twenty-five million people in Canada,” he says, “the 
Canadian National system would be no problem, and it would 
be an asset to the people of this country, because there would 
be sufficient traffic to support its large mileage.” 

In dealing with the general financial situation of the country, 
he says: “Within three years, with any sort of luck, I anticipate 
that we will be no longer a burden upon the taxpayers of Can- 
ada, and within ten years we will be as efficient a railway sys- 
tem as can be found anywhere in the world.” 

In this reference to ten years, he explained, he meant train- 
ing the personnel and employes to the desired pitch of effi- 
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ciency. The great railways of this continent, he said, had been 
the growth of decades, and ten years was not too long to accom- 
plish what other roads had taken 50 years to accomplish. 

“In the Canadian National,” he proceeded, “we have been 
obliged to develop a full-fledged railway system, including more 
mileage than any other railway system in the world, and get it 
going as a single entity, in less than twelve months. Something 
has been accomplished. To begin with, our most valuable asset 
is that we have succeeded in inspiring in our men a high degree 
of loyalty, devotion, honesty and pride in the organization, and 
that must be the foundation of success in any railway proposi- 
tion. Secondly, I think we have managed to acquire the good-will 
of the people of Canada, and excite the hope that the national 
system can and will pay. Thirdly, net receipts last year were 
less than $3,000,000; this year they are something more than 
$20,000,000. Substantially within the last year we have developed 
an organization to cope with the national railway problem; wé 
have selected the officers of that organization; we have deter- 
mined such broad policies as are essential for our administra- 
tion, and we have started with our machine. That machine is 
by no means perfect; no machine ever is. No railway ever be- 
comes perfect, nor does any individual. {I claim no degree of 
infallibility, but I can assure the people of Canada that we shall 
not make the same mistake twice.” 

In a message broadcast to employes, Sir Henry said: 


I especially want to ask ticket examiners, gate-keepers and train- 
men to extend a kindly hand and leave nothing undone for the com- 
fort of the aged, for women travelling with children, and those 
who may not have been unduly blessed with this world’s goods. 


Referring to business conditions, he said: 


Much of our succes this year will depend upon the amount of 
business we can get. We have something like a hundred thousand 
employes working for this railway system. Can you imagine the 
irresistible effect of all of that army putting forth, individually and 
collectively, its best efforts to secure more freight and more pas- 
sengers for the system? It is true that the traffic department is re- 
sponsible for getting business. That is primarily the function of 
that department, but every one of us can do something. If each 
employe succeeded in getting only one passenger a year, or & 
ton of freight a year, it would mean a hundred thousand additional 
pessengers and a hundred thousand more tons of freight. 

The month of January was not up to our expectations from 
a traffic point of view, due largely to traffic conditions that were 
beyond our control. I believe we will more than make it up within 
the next few weeks, but it is a sufficient indication for me to send 
a warning throughout the railway that we must be up on our toes 
and hustling for business. Our net earnings last year were a little 
over twenty million dollars. We want thirty millions net this year. 
We shall have our hands full to get it, but, with a little luck and the 
support of our men, I have no fears of the result. 


RATE ON APPLES 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has granted the ap- 
plication of the Dominion Canners, Limited, for a commodity 
rate on fresh apples for canning purposes when shipped in 
bushel boxes from various points on the Canadian National in 
Ontario to the canning centers in that province, on a carload 
basis of eighth class, with a minimum weight of 35,000 pounds. 

Apples moving in bulk at eighth class have a minimum 
weight of 30,000 pounds. For a long period apples moving in 
bulk have had eighth class rating. It was stated on behalf of 
the railways that this arrangement was put in force forty years 
ago, and was then concerned with the moving of low grade ap- 
ples for the making of cider, the canning industry not then 
being in existence. With the development of the canning indus- 
try, apples were moved in bulk on eighth class rating, and about 
90 per cent of the apples used by canning companies were so 
moved in 1923. ? 

A year ago the applicant company took up the question of 
the shipping of apples for canning purposes in boxes or crates 
and said that, in 1923, about 10 per cent of the apples shipped 
for canning purposes moved in boxes or crates. The only other 
movement in bulk was for cider-making and eating apples with 
the cars divided by bulkheads, the apples being sold direct from 
the car. This is no longer permitted. 

Apples for canning purposes are low grade, valued at one- 
half to three-quarters of a cent a pound. The Canadian Na- 
tional Railways claimed that the 35,000 increased minimum would 
not afford the carriers any advantage, as the records indicated 
that the average car loading of apples in bulk was 38,572 pounds 
a car, while the average of apples in crates was 34,520 pounds. 
The board noted that it had not detailed information to verify 
the figures, time involved, etc., and added: 





It would manifestly be of great advantage to the board to have 
detailed information in regard to the basis of computation which is 
relied on when such statements are submitted. 

The Board has recognized that there is an obvious anomaly in 
charging different rates upon the same commodity moving under the 
ae general conditions, the only reason for the difference being the 

nal use. 

Manitoba Dairymen’s Association vs. Dominion & Canadian North- 
ern Express Cos., 14 Can. Ry. Cas., 142, at pp. 143, 149. 

See also Hay & Still Manufacturing Co. vs. G. T. & C. P. R. Cos., 
21 Can, Ry. Cas., 43. 





Western Retail Lumbermen’s Association vs. C. P. R. et al., 20 
Can. Ry. Cas., 155, at p. 156. 

In the present instance, however, while what is concerned is 
the movement of apples, the apples referred to are differentiated in 
respect of value, quality and use. The apples moving 5th class are for 
eating and are of a higher value. The apples moving under &th 
class are of low value, are not hand-picked, and are either wind- 
ae = shaken from the trees; and, again, their use is for a specific 

The applicant finds it a convenience to move apples in a con- 
tainer known as a bushel box. He will pay freight on the apples 
and the container and is agreeable to a minimum of 5,000 pounds 
higher than is provided for in connection with class rating. 

On consideration, having in mind the purpose for which the 
apples are moving and the fact that this use is not competitive 
with the higher-valued apples moving in baskets, barrels or crates 
under 5th class, it would appear justifiable to grant the application 
for @ commodity rate on fresh apples for eanning purposes, on a 
carload basis of 8th class, with a minimum weight of 35,000 pounds. 
This is limited to the Canadian National Railways and the points 
set out in the application. 


CANADIAN FREIGHT LOADING 


The Trafic World Ottawa Bureau 


In the week ended February 2 the railways of Canada loaded 
52,420 cars of revenue freight, an increase in eastern Canada 
of 2,241 cars over the previous week and in western Canada 
of 1,210 cars, or a total of 3,451 cars for all Canada. Grain 
shipments increased 1,756 cars, of which 1,294 were in the 
west. Other increases were live stock, 436 cars, forest prod- 
ucts, 799, merchandise, 468. The increase over the correspond- 
ing week last year was 5,886 cars, 2,367 in the east and 3,519 
in the west. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


For the Week. Ended, 1924 
Jan.19 Jan.26 Feb.« 





Commodity Cars Cars Cars 
Grain and Grain Products........ccccccccceses 2,951 2,298 2,860 
TE, POL Gt s.cs Cae ices ccdciine cole es eae we 963 898 1,183 
BR iis oe odes devs ccercblewsinten TESS NAS ee a ee ne 1,213 1,825 1,353 
ae date ase SHaaisia Sea wee Wshbdatebaseadees 201 174 287 
al cis n'a: Sree leil ela ans iy aieiaicar ea Gece eee cana 1,963 1,917 2,202 
I le naan ta cata aia aiarei ere aio dnn doiwcinu Oca 3,012 3,397 3,384 
~ ££, 2S Viscecws 2,141 Se 2,133 
Other Werest Preducts ...ccccccescciscssccens 1,983 1,308 1,720 
NO ie siaih ataied aneon ae ea alelat dia caleeaiirn esas ecatae ater 589 575 600 
Merchandise L. C. L........... Edeanenewecsen 8,771 9,311 9,652 
MiacellaneOus ..cccccccccces EE pe aero on 8,868 8,093 9,076 

tes Ci OE oo oine oi cos cna ccesscwss - 32,655 32,209 34,450 


Total Cars Received from Connections... 29,125 27,145 30,664 
Total Cars Loaded for Corresponding 











Week, 1923 ..... Sp Se Binstioonweaes 40,213 32,924 32,083 
WESTERN CANADA 
Grain and Grain Products ........... ae eee 5,911 4,756 6,050 
BA WOON. veceecccess Sorat dean Oh eka taste wees avecacicanatiae 1,151 912 1,063 
SE acuicevegine vine tuvecws eve wheevecs ve eeeewes 3,423 3,292 2,717 
BED eccudtqttadbeclsccsecssslciete aeeadedeawanas 5 54 46 46 
I. set ikaigitnse a abet: sea au wien etinele alain sine 5 677 779 719 
a hae ai atic dipiie «cali seit ees g-e eat enue 340 502 396 
Pulp and Paper ......... Neidete ee Heh ¥en eee ee 186 192 230 
Other Forest Products .. 1,419 1,704 
ES eee ean, See 253 
Merchandise L. C. L...... 2,878 3,105 
FR eee 1,731 1,691 
Total Cars Loaded ...........ee0. pein 18,004 16,760 17,970 


Total Cars Received from Connections... 3,038 3,254 3,264 
Total Cars Loaded for Corresponding 











i. ee Se err reeeteee eeee 15,528 14,451 
TOTAL FOR CANADA 
Grain and Grain Products............+. vocces 9,862 7,154 8,910 
Ne CINE mes arse die 00-00 d6dgp e400 sic eee ST 1,810 2,246 
Cc chan aedeee sate wnar 5,117 4,070 
CORO .ccccccccecccccocsccs 220 33 
Lumber ....... 2,696 2,921 
Pulpwood .ccccccccccccccces 899 3,780 
Pulp and Paper ......... 2,505 2,363 
Other VUreke PIOGUCH ...cccccccsccesvcccscves o ¥ 2,727 3,424 
EES Ee re eee paw ake-< atsvite 919 828 
eee GE ES Sn rere rere | 12,189 12,757 
Miscellaneous ........... Cnciey pene pereeare osvne, GOES 9,824 10,767 
Total Cars Loaded .......0..ccccee. -oee 50,659 48,969 52,420 


Total Cars Received from Connections... 32,163 30,399 33,928 
Total Cars Loaded for Corresponding 
Week, 1928 ....ccccccccccccccccccccces 65,984 48,452 46,584 


BOARD OF ADJUSTMENT REPORT 


The Trafic World Ottawa Bureau 


The Canadian Railway Board of Adjustment has issued its 
report for the period from September 1, 1920, to September 30, 
1923. This board is a somewhat unusual organization which 
had its inception at the time of the war. It was found so sat- 
isfactory that it has been continued. : 

A memorandum of agreement has been adopted following 
the original agreement entered into between the Railway Asso 
ciation of Canada, acting for the railways of Canada, and the 
Brotherhood of Locomotive Engineers, the Brotherhood of Loco- 
motive Firemen and Enginemen, the Order of Railway Con- 
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ductors, the Brotherhood of Railway Trainmen, the Order of 
Railroad Telegraphers, and the United Brotherhood of Main- 
tenance of Way Employes and Railway Shop Laborers, acting 
for all the classes of employes enumerated. The purpose of 
the board was “to aid in the preservation of industrial peace in 
the Dominion of Canada,” and its members “have full power and 
authority to determine all differences which may arise between 
any of the said railways and any of the classes of its employes 
mentioned, and which are not settled between the officers and 
employes of the railway concerned, including the interpretation 
of wage schedules or agreements, having due regard to the 
rights of the several classes of employes and of the railways 
respectively.” 

There are six members representing the railways and an 
equal number representing the organizations of employes, George 
Hodge, assistant general manager of the Canadian Pacific Rail- 
way, eastern lines, being chairman. 

According to the report, 180 cases were dealt with up to 
the end of September. In many instances the claims of the 
employes were sustained, in others arrangements were arrived 
at after referring the matter to the company concerned, and 
there were other cases in which the contentions were denied. 
There are cases noted where it was considered that the action 
of a railway company in dismissing an employe was justified, 
but the board obtained a modification of the judgment. 


CANADIAN WAGE DISPUTES 


The Trafic World Ottawa Bureau 


The dispute between the Canadian Railways and the Main- 
tenance of Way Employes and Shop Laborers has been trans- 
ferred to the Grand Lodge of the order at Detroit and will be 
discussed next Monday. W. V. Turnbull, the Canadian vice- 
president of the order, will attend the meeting. A board of 
arbitration some months ago decided in favor of the men, to 
the effect that all classes of labor receiving less than forty 
cents an hour should receive an advance to that level, or an 
increase of two cents an hour. The companies said the present 
position of the railways would not permit any advance, and 
pointed out that the rates now paid had exceeded in ratio the 
increase in the cost of living as compared with pre-war condi- 
tions. A vote was then taken by the employes as to whether 
they would accept the statement of the railways or go on strike. 
The ballots were counted at Detroit and, although no official 
announcement was made, it is said that 80 per cent of them 
were in favor of a strike. 

A schedule agreement has been arrived at between the 
Canadian Pacific Railway and certain of its employes on eastern 
lines covered by the International Brotherhood of Railway and 
Steamship Clerks, Freight Handlers and Station Employes. 
The request of the men for a general increase has been post- 
poned indefinitely, but certain revisions of the rules beneficial 
to them have been made, including the payment for overtime 
after the eighth instead of the ninth hour. 

Employes of the Canadian National are asking an upward 
adjustment of wages, a return to the wage scale of 1921, which 
involves an increase of 15 per cent. 


CANADIAN SURCHARGE 
The Ottawa rate of exchange for the period from February 
15 to 29 is three and one sixteenths per cent. The surcharge on 
international freight shipments is two per cent. The rate in 


international passenger business is based on three per cent 
exchange, 


INCREASE IN EARNINGS 


Increases in traffic earnings are shown by both the Canadian 
Pacific and Canadian National railways for the first week of Feb- 
Tuary as compared with the corresponding period last year. 
Canadian Pacific earnings were $3,055,000, an increase over the 
same period last year of $364,000, or 13.5 per cent. The gross 
earnings of the Canadian National for the week ending February 
7 were $4,321,334, an increase of $352,649, or 9 per cent. Gross 
earnings of the Canadian National from January 1 were $22,- 
649,825, a decrease of $84,317.92. 


NEW EXPRESS TIME RULES 


An eight hour day with time and one-half for all overtime 
as been granted clerks, freight handlers and stations employes 
on the Southeastern Express Company by the Railroad Labor 
Board in its decision No. 2132, dated to become effective as of 
February 1. The decision supplements a decision of the board, 
handed down July 31, 1923, in which increased rates of pay were 
fixed, but no alteration in working rules made, pending the 
Present decision. The decision is regarded by the employes’ 
representatives as fixing in principle the rules and working con- 
dition for express employes all over the country and it is ex- 
bected that if the new rules are not adopted by the American 
Railway Express Company, employes of that company will 
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shortly file demands with the board for the same rules as granted 
the Southeastern employes. 

The previous rules paid employes time and one-half for over- 
time only after nine hours and prorated the same schedule for 
monthly employes. Under the new rules all employes will also 
receive time and one-half for Sundays and holidays, except train 
employes, who have other days of liberty during the week. 
A new minimum was also fixed by the board for messengers 
and messengers’ helpers which in effect increases their hourly 
wages from 40 and 50 cents an hour to 50 and 60 cents an hour, 
equalizing them with employes on other express systems. 

More than 3,000 employes are affected by the decision. Over 
60,000 men will be involved in the event the new rules are 
adopted by the American Railway Express Company. 


ACTIVITY AT HALIFAX 


Great activity is expected at the port of Halifax during the 
coming season. Beginning early in March, some sixteen steam- 
ship companies now making calls at the ports of New York, 
Portland, Boston and Philadelphia will begin trans-Atlantic serv- 
ice between Halifax and European ports in connection with an 
aggressive immigration policy. The Canadian National has re- 
cently been in correspondence with numerous steamship com- 
panies pointing out to them the advantages Canadian ports of- 
fered with the removal of the differential rail freight rates, the 
preferential tariff on goods landed at Canadian ports, the bonus 
on immigrants, and so forth, and favorable replies were received. 


PARCEL POST TO FIUME 


Paul Henderson, second assistant Postmaster General, has 
issued the following notice to postmasters: 


Effective at once, parcel-post packages addressed to Fiume (State 
of), will be subject only to the postage rate of 12 cents a pound or 
fraction of a pound, the transit charges being discontinued. 

The annual Postal Guide for 1923 is therefore modified as follows: 

Page 174, item “Fiume (State of),’’ fourth column, change ‘‘*’’ to 
“_’*s page 180, delete the item ‘“‘Fiume (State of),” together with the 
transit rates shown thereafter. 

The item ‘‘Fiume (State of)’’ appearing on page 21 of the Novem- 
ber, 1923, Postal Guide should be modified by eliminating the transit 
rates shown in columns 6 to 10, inclusive. 


DUTIABLE MERCHANDISE IN MAILS 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: : 


This office is in receipt of information to the effect that packages 
containing dutiable merchandise are being dispatched to Venezuela in 
the regular (letter) mails, notwithstanding such articles are admissible 
only by parcel post. 

As dutiable merchandise sent in the regular mails to Venezuela is 
considered as contraband and confiscated by the Venezuelan customs 
authorities, postmasters should caution the patrons of their offices to 
utilize the parcel post exclusively for the transmission of dutiable 
merchandise to Venezuela. 

In this connection reference is had to the item ‘Venezuela’ on 
page 155 of the current annual Postal Guide. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COWPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


CHICAGO 








STORERS OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to all Truak Line 


floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way’’ 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons de with traffic. A enccislist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tion of freight. traffic man of long experience 


transporta’ 
and wide knowledge will answer questions re practical traffic 


blems. We do not desire to take the place of 
elp him > Py -. om 
e t is reserved to use to answer in this department an: 
question, legal or traffic, that it may appear to us unwise to anamer 
or that involves a situation too complex for the kind of investigation 
herein mma «o> 
ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


traffic man but to 





Routing—Carrier’s Routing Clause 

Ohio.—Question: To what extent to percentages, that may 
or may not be in existence or on file with a local agent, govern 
the routing of a carload shipment, on which a joint through 
rate is published in a tariff concurred to by a number of dif- 
ferent carriers that form a number of different available routes, 
when said tariff does not give specific routing instructions? 
W. J. Kelly’s Tariff 230 I. C. C. 940 publishes joint through class 
rates from points on the Cincinnati Northern Railroad, south of 
Celina, O., to Freeburg, O., a local point on the N. Y. Cc. The 
only percentages on file with local agent read: “Via Cin. Nor. 
R. R., Bryan and N. Y. C.” After taking into consideration the 
rule governing routing published in item 75, section 3, page 
198, of tariff mentioned, is it compulsory to route carload traffic 
via Cin. Nor., Bryan, and N. Y. C., to destination, a’ distance 
of 429 miles, in the absence of percentages on file with local 
or division freight agent, via other more direct routes, such as 
Cin. Nor. R. R., Van Wert, Penna. R. R., Alliance, and N. Y. C. 
R. R., a distance of 240 miles? 

Answer: The tariff you refer to does not contain routing 
instructions, other than Item 75 and various exceptions to the 
application of the rates named. 

The provisions of item 75 have no effect upon the appli- 
cation of the rates in this tariff, so far as the shipping public is 
concerned, but do affect the rights and liabilities of the carriers 
which are the parties to the tariff, where the rates, by reason 
of the exceptions to the application of rates are restricted to 
certain routes. In the absence of this rule, if a shipment were 
forwarded over a route against which an exception exists, the 
line which misrouted the shipment would have to allow its 
connection its local rate beyond the junction via which the 
shipment was forwarded. See conference Ruling 214, para- 
graphs A and D. Under this rule, if an exigency exists which 
compels the forwarding of a shipment over such a route the 
carriers handling the shipment may agree upon a basis to be 
used in dividing the through rate which does not contemplate 
the connections of the initial carrier receiving the full local 
from the junction with that line. See Dort Motor Car Co. vs. 
Director-General, 29, I. C. C. 374 and Cannon Mfg. Co. vs. Sou. 
Ry., 66 I. C. C, 128. 

Specific Through Rate vs. Through Rate Under Switching 
Absorption 

Illinois. Question: Has not the Commission held that the 
effect of a switching absorption is to establish a through rate? 

A is located within the switching limits of B. Shipments 
from A to C is subject to a switching charge plus the rate from 
B to C. Shipment from A to D is subject to a through rate; 
C is intermediate to D and tariff provides an applicable inter- 
mediate rule whereby C enjoys the rates published to D in the 
absence of a specific rate from origin point (A) to the inter- 
mediate point (C). 

Is the specific through rate applicable or the switching 
charge plus the rate on a shipment from A to C? 

Answer: In National Dock & Storage Warehouse Co. vs. B. 
& M., 38 I. C. C. 643, the Commission said that so far as the 
shipping public is concerned the effect of a switching absorp- 
tion is to establish a joint rate; that the cancellation of an 
absorption is the withdrawal of a joint rate leaving effective 
a higher aggregate of intermediate rates. 

If the switching charge from A to B is absorbed by the line 
or lines handling shipments from B to C, this constitutes a 
through rate and the specific rate from A to D applicable under 
the provisions of the intermediate rule is not applicable. How- 
ever, if the switching charge from A to B is not absorbed, the 
specific rate from A to D, and not the combination of the 
switching rate A to B plus the specific rate B to C is applicable, 
for the reason that a combination rate may not be applied in 
the event of there being a through rate applicable over the 
same route over which the combination rate applies. See 
Conference Ruling 220-G. 

Weighing 

Washington. Question: Shipment of posts was made on an 
open car from a non-agency station. At the time the car was 
spotted there were about 1,000 Ibs. of snow and ice on the car 
which was frozen so solid that it was impossible to clear off. 
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Shippers neglected to have the car weighed heavy and light at 
destination, but furnished affidavit showing the estimated snow 
and ice at the time of the loading. Carrier has refused claim on 
ground that none of their representatives saw or inspected this 
car, Can you advise us with regard to any decisions of the courts 
or other authorities in similar cases? 

Answer: In Unreported Opinion A-849, Kulzer vs. Great 
Northern Ry., the Commission said that a dispute as to weight 
of a past shipment raises a question of fact which is difficult 
of determination, and evidence of a positive character as to 
the incorrectness of the scaling by the carrier is necessary 
before another weight can be substituted therefor. 

While we do not locate an opinion of the Commission 
directly in point it is the general rule that an affidavit is not 
proof of a fact, if objected to. See W. A. Griffing vs. C. & N. W., 
- ig 283-w86; Unreported Opinion A.1002, HofHeinz vs. I. & 

. N. Ry. 

It is possible that proof of the presence of the snow in the 
car at the time it was loaded can be established by evidence 
of the condition of the weather immediately prior to and at 
the time the car was set for loading. In the absence of such 
proof we hardly believe the Commission would make a finding 
in your favor in view of the carrier’s attitude with respect to 
the claim. 

Limitations—New Promise 

Washington: Question: During 1921 the “A” Railway pre- 
sented us a number of undercharges covering the period of 
Sept. 20, 1919, to May 20, 1920, some of which we paid. Many 
of them, however, required considerable investigation, some 
of which was with the carrier’s own local agents. There was 
more or less delay in investigating and we wrote the auditor of 
the “A” Railway, in July, 1922, advising that all undercharges 
found to be in order would be paid. 

Later decisions of the Interstate Commerce Commission, 
paragraph 3, section 16 of the Act caused us to decline a num- 
ber of undercharges on which the limit has run. 

“A” Railway through its traffic department now advises 
that its legal department has decided that our letter of July, 1922 
nullifies paragraph 3, section 16. Carrier advises further that 
legal action will be started if undercharges are not paid at 
once. 

Can carrier enforce payment of corporate claims as outlined 
in paragraph 3 of this letter. If not, why. Are we still liable 
for federal undercharges? 

Answer: The carrier in question is evidently proceding 
under what is termed the doctrine of new promise and acknowl- 
edgment. The effect of a new promise, according. to the great 
weight of authority, is simply to revive the remedy upon the 
original obligation or to start the statute anew; in short, to de- 
stroy the effect of the statute up to that time. It does not 
stop the running of a statute, like the institution of suit, but 
fixes a new date as to the point from which the period of 
limitation is to be reckoned. The limitation upon the new 
promise is, therefore, that applicable to the original cause of 
action. The statute, therefore, begins to run from the time 
the acknowledgment is made. 

An acknowledgment of a claim as an existing obligation is 
such an admission as that the law will imply therefrom a new 
promise to pay which will start the statute anew when it is 
not accompanied by anything negativing the presumption of an 
intention to pay the debt. The implication is a necessary one 
in such case since an acknowledgment could mean nothing less. 

In the absence of such promise on your part, so far as 
the shipments which moved subsequent to the period of fed- 
eral control, that is shipments from February 28, 1920 to May 20, 
1920, are concerned, they would be barred on February 28, 1923, 
under the provisions of paragraph 3 of section 16 of the In- 
terstate Commerce Act which provides that a carrier must bring 
an action for the recovery of its charges within three years from 
the date of the delivery of the shipment. 

With respect to the shipments which moved during the 
period of federal control, that is from Sept. 20, 1918, to February 
27, 1920, under the decision of the Federal Court of Appeals 
in the Du Pont case, 287 Fed. 522, the provisions of paragraph 
3 of section 16 of the Interstate Commerce Act do not bar a 
suit at the present time by the Director General, such a suit 
being governed by the statute of limitations of the state in which 
suit is brought. This case, however, is now on appeal to the 
Supreme Court of the United States. 

Liability of Carrier for Loss of Goods Consigned to Non-Agency 
Station 

Louisiana: Question: Will you kindly advise reference to 
decision, either court or Commission, as to the liability of a 
railroad when handling an L. C. L. shipment to a prepay station? 

One of our members made a shipment to a prepay station, 
prepaying charges in full and on arrival at destination ship- 
ment was delivered to consignee, who was waiting for arrival 
of train and one package of the shipment was short, notation 
being made on the waybill by the conductor to that effect. 

In this instance the railroads are claiming non-liability on 
account of paragraph F, section 4 of the Uniform Bill of Lading. 

Answer: The provision of the bill of lading, to which you 
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PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 
pee ba ee the Traffic of the Great Southwest Rye 


through the Port of Houston 
— — — below , continue to increase? 
speak for themselves: 



























Because reliable steamship 
lines furnish dependable and 
regular service to most lead- 
ing Ports of the world. 


Seventeen railroads serve 
the Port of Houston and con- 
nect with the Public Wharves 
through the Public Belt Ry. 


Trunk lines in all direc- 
tions to main and assembly 
and distributing points. 


Modern wharf facilities de- 
signed to give quick service 
to both ships and shippers. 


shows an increase in tonnage Three new wharves, Rail- 
of 126% over the calendar road Classification Yard now 
year of 1921 and an increase S.S. “STEADFAST” IN HOUSTON CHANNEL under construction and num- 
of 55% over the calendar erous other improvements 
year of 1922. contemplated. 


During the calendar year 
1923, fourteen hundred ar- 
rivals and departures han- 
dling 3,149,196 tons of import, 
export and coastwise freight. 


During the calendar year 
of 1922 there were only one 
thousand and six arrivals and 
departures handling 2,027,927 
tons of freight, and in 1921 
there were seven hundred and 
forty-four arrivals and de- 
partures handling 1,396,438 
tons of freight. 


The calendar year of 1923 












FOR FURTHER INFORMATION, ADDRESS 


DIRECTOR OF THE PORT, Fifth Floor, County Courthouse, Houston, Texas 


| Lettkhttt Co ine. 


—Renders all forms of warehouse serv- 
ice. 


—Stores automobiles and general mer- 
chandise. 


















— Distributes pool cars without carting 
charges. 


—DMakes local deliveries. 


— Issues negotiable and non-negotiable 
warehouse receipts. 


—Has lowest insurance rate in Buffalo. 
—Has storage-in-transit privileges. 


—Offers you the services of its Traffic 
and Warehouse Departments in solv- 
ing your storage and distribution 
problems. 


—Located on Erie and N. Y. C. R. R. 
125 Car spotting capacity. 


Office and storage space may be rented 
by the square foot if desired. 





For information and prices, write 


J. E. Wilson, Traffic Manager, 


Ltthitt Co tac. 
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refer, is applicable only after goods have been unloaded from cars 
at a non-agency station and has, as we view it, no bearing upon 
the question of the liability of the carrier under circumstances 
such as you outline. 

Whether or not the entire shipment was delivered is a 
question of fact, which seemingly has been determined by the 
shortage natation of the carrier’s conductor, and unless the 
loss resulted from one of the excepted causes, such as an 
act of God, the fault of the shipper, etc., the carrier is liable 
in damages for the value of the package which it failed to 
deliver, assuming that there is no question of its having been 
received by the carrier at point of origin, which likewise is a 
question of fact, as to which the statement on the bill of lading 
is prima facie evidence thereof, which places upon the carrier 
the burden of showing that it was not received, notwithstanding 
the acknowledgment in the bill of lading. 

Advance Charges—Authority of Carrier’s Agent to Undertake 
Collection of, From Consignee Account of Shipper 

Minnesota: Question: Attention is called to the item in 
your September 22nd issue of The Traffic World on page 694, 
under the heading “Advance Charges” in which you state in 
your answer that the carrier’s agent was exceeding his authority 
in advancing charges representing freight and drayage from the 
factory to the jobbing point. 

Are you not mistaken in making this assertion? We have 
not compared all tariffs, but we have taken up the C. & N. W. 
Ry. Co. S. D. intrastate tariff which provides in its application 
for the use of Boyd’s Exception Tariffs of the No. 1 and No. 17 
series, both of which provide for the collection of advance 
charges representing back freight and cartage. 

With the above in view, we would ask that you kindly 
review the situation and see if, in your opinion, it alters your 
answer in any way, also incorporate in the answer your opinion 
as to whether or not recourse could be had on the consignor 
if the “NO RECOURSE” clause is properly signed by consignor 
on the face of the bill of lading. Would this, in your opinion, 
obligate the carrier to, not only collect the transportation 
charges from the point of shipment to destination, but also this 
advance charge item from the consignee only, and would the 
carrier have to absorb the loss in the case the discrepancy 
were not discovered until the consignee was out of financial 
reach, 

Answer: If the tariff under which the shipment moved 
provided therein or made proper cross reference to a tariff which 
provided for the advancing of drayage or other charges incidental 
to the transportation of freight, the carrier which handled 
the shipment in question, could apparently, under the opinion 
of the Commission in Amendt Milling Co. vs. Mich. Cent. R. R. 
Co., 83 I. C. C. 585, advance to the shipper such charges and 
undertake the collection thereof from the consignee. 

With respect to the responsibility of the carrier under the 
“No Recourse” clause of the bill of lading see our answer to 
Connecticut on page 1072 of the May 13 Traffic World. 


Reparation—Proper Party Complainant. 


Kansas. Question: Shipments which moved after a fav- 
orable decision was rendered by the Interstate Commerce Com- 
mission involving same issues as in the formal proceeding were 
presented to the carriers to make reparation through informal 
complaint, properly filed and received by the Interstate Com- 
merce Commission. This, of course, tolled the statute of lim- 
itations. 


Complaints were filed in consignors name while consignee 
had paid freight charges. Assignments of refund were properly 
made by consignees to consignors. Defendants now take the 
stand that under the principles enunciated by the Commission 
in 29 I. C. C. 391-395 that refund cannot be made and that we 
have not the right of filing formal complaint for recovery in 
consignors name. 


Does an informal complaint protect both consignor and con- 
signee or does it protect only the complainant named in the 
informal complaint. Is it possible to file a formal complaint 
within the six months period if an informal adjustment is 
declined naming as complainants other parties to the ship- 
ment that named in the informal complaint? 

Answer. Unless the consignor is the agent of the con- 
signee or vice versa, the filing of an informal complaint by 
one of those parties does not toll the running of the statute 
of limitations as to the other party, Traffic Bureau of the Sioux 
City Commercial Club vs. A & S. R. R. Co., 37 I. C. C. 353; Sun- 
derland Brothers Co. vs C. B. & Q., 51 I. GC. C. 185. The Com- 
mission will award reparation only to the party who paid and 
bore the freight charges as such or on whose account they were 
paid, and the complaint must be brought by or for that party 
within the statutory period. See International Agricuultural 
Corporation vs. N. & N., 29 I. C. C. 391., Oden & Elliott vs. S. 
A. L. Ry., 37 I. C. C. 345 (847); 57 I. C. C. 698. See in this con- 
nection Farmers Council vs. Director General, 66 I. C. C. 
415 (419). 

Conversion—Measure of Damages for Interest 

Winois. Question: On November 17, 1922, we shipped a 

car of coal to a customer at South Bend, Indiana, on which 
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he paid the freight, but the carrier set the car for another 
customer who unloaded it. 

Our customer first had claim presented by a coal association 
who endeavored to collect on the retail value. This claim was 
declined. 

In order to get the matter closed, we presented claim for our 
invoice value, plus freight and promptly received voucher to 
cover. In our claim we requested interest, but this interest 
was not included in the voucher. 

We believe we are due with interest inasmuch as on account 
of the carrier’s error we were out this money for one year. 
Can you give us any court decisions regarding interest on con- 
version claims? 

Answer. The measure of damages for a conversion by the 
carrier of goods intrusted to it for transportation is the value 
of the goods at the time and place of the conversion. Some 
decisions, however, hold that from this amount freight charges 
are to be deducted, and in a number of decisions interest on the 
value of the goods has been allowed. People’s State Savings 
Bank vs. Missouri, etc., R. Co., 178 S. W. 292 (Mo.); Jellett vs. 
St. Paul, etc. R. Co, 15 N. W. 237; Carter vs. International, 
etc. R. Co., 938 S. W. 681 (Tex.); Missouri, etc. R. Co. vs. 84 
S. W. 1092 (Tex.); Clarke-Lawrence Co. vs. Chesapeake, etc. R. 
Co., 61 S. E. 364 (W. Va.) ; Davis vs. Hines, 85 Sou. 882; Produce 
Co. vs. R. Co., 179 N. W. 834; R. Co. vs. Harris, 80 Sou. and 
Hubbard vs. So. Pac. Co., 256 Fed. 761. In the latter case it 
was held that interest only from judicial demand, and not from 
date of delivery of goods on a forged bill of lading, will be al- 
lowed where conversion is not willful. 


Demurrage—Notice to Consignor of Refused or Unclaimed 
Shipment. 

Maryland. Questions: In the Traffic World of December 
29th, 1923 under Questions and Answers, under the title of 
“Demurrage—Notice to Consignor of Refused or Unclaimed 
Shipment” there appeared the following sentence: “Further- 
more regardless of tariff provisions, there is under the decisions 
of the courts, a duty imposed upon a carrier to notify a shipper 
of the fact that a shipment is unclaimed or refused.” I would 
appreciate it highly if you could furnish me with some author- 
ities for this statement. 

- Answer: As supporting the statement referred to see Nash- 
ville, ete. R. Co. vs. Dreyfus, 150 S. W. 321; Stoddard Lumber 
Co. vs. O. W. R. & N. Co., 165 Pac. 360; Fine vs. Barrett, 142 N. 
Y. S. 533; Sterling Button Co. vs. Barrett, 171 N. Y. S. 326 R. Co. 
vs: Malsby Co:; 96-S. EB. 710; -Mfg~Co--vs.R: Co., 162 N.-Y. S. 549; 
Lumber Co. vs. R., etc. Co. 165 Pac. 363; R. Co. vs. Products Co., 
208 S. W. 989; Comm. Co. vs. R. Co., 188 S. W. 920. 

See in this connection what is said on page 380 of the 
February 9, 1924 Traffic World under the above caption. 


Notice of Claim—Necessity for Filing. 


Michigan. Question: Will you kindly advise us if we are 
correct in the following interpretation of Section 2 (b) of the 
Uniform Bill of Lading contract, terms and conditions. 

Claim for damage must be made in writing within six months 
after delivery and suit instituted within two years and one 
day after claim has been declined in writing by the carriers. If 
no claim is filed suit\must be instituted within two years and 
one day after delivery of materials. 

If we filed a claim for known damage and carriers held up 
payment due to not fault of ours would we have to instituted 
suit within two years and one day to make collection? Our 
interpretation is that suit could be started at any time before 
or after this period. 

We are not very clear on the following section of this 
clause—Provided that if such loss, damage, or injury was due 
to delay or damage while being loaded or unloaded, or dam- 
aged in transit by carelessness or negligence, then no notice 
of claim or filing of claim shall be required as a condition pre 
cedent recovery. Does this mean that if we have a shipment 
badly damaged in transit, proper notation made on freight bill 
at time of delivery, we can file claim after the six months 
are up? If so, how long after? Please give us your inter 
pretation of this portion of section 2 (b). 

Answer: The courts have held, so far as interstate shi)- 
ments are concerned, almost without exception, that the filing of 4 
claim or notice thereof within the period of this time stipulated 
in the bill of lading is a condition precedent to the bringing 
of suit for loss of, damage or delay to a shipment. See Fisk 
Rubber Co. of N. Y. vs. N. Y. N. H. & H. R. Co. 132 N. E. 
715; Rogers & Co. vs. East Carolina Ry., 118 S. E. 885; Freeman 
vs. A. C. L., 118 S. E. 169; R. P. Hazzard Co. vs. Me. Cent., 116 
Atl. 258; Apostolou vs. Amer. Ry. Express Co., 122 Atl. 326. 

However, in several decisions, where made an issue, it has 
been held that such notice is not necessary under the exceP 
tion in the requirement for notice in the bill of lading reading 
as follows: “Provided that if such loss, damage or injury Was 
due to delay or damage while being loaded or unloaded 0 
damaged in transit by carelessness or negligence then no notice 
of claim nor filing of claim shall be required as a condiits 
precedent to recovery.” See Mann vs. Transportation Co., 96 5. 
E. 781; Talbott vs. Payne, 111 S. E. 328; Conover Vs. R. Co., 
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20 lll. App. 29; Hunt vs. Hines, 223 S. W. 798. To the con- 
trary see the following cases. St. Sing. et al. vs. American Ry. 
Express Co., 111 S. EB. 710; Henningsen Produce Co. vs. Amer. 
ican Ry. Express Co., 188 N. W. 272, which holds that a claim 
for absolute loss does not come within the exception referred 
to above. To the same effect see Davis vs. First National Bank 
of Long View, 245 S. W. 1009, and Lisburger vs. Bush Terminal 
R. Co., 192 N. Y. S. 281, which holds that the exception does 
not cover delay in transit. 

The conflicting decisions with respect to this exception are, 
no doubt, due to the ambiguous wording thereof. In this con- 
nection see Hailey vs. O. S. L. Ry., 253 Fed. 569. 

Where claim has been filed or notice of claim given within 
the prescribed time, suit must be brought under the provi- 
sions of Section 2 (b) of the Uniform Bill of Lading not later 
than two years and one day after notice in writing has been 
given the carrier to the claimant that the carrier has disallowed 
the claim or any part or parts thereof specified in the notice. 

Unauthorized Return of Express Shipment 


Alabama.—Question: We recently made an _ interstate 
straight express shipment (not C. O. D.) to a manufacturing 
concern in Indiana, shipment being marked to A. B. C. Company. 
When same arrived at destination A. B. C. Company was being 
operated by a receiver. 

Express Company notified shippers by postal card that ship- 
ment was on hand, that consignees were in hands of receiver, 
and asked if shipment should be delivered to receiver. 

For some reason no reply was made to this notice from the 
express company, and shipment after remaining on hand at des- 
tination for approximately twenty days, -was returned by the 
express company to shippers upon delivery of which charges 
of $21.63 was paid. 


The information we desire is whether or not the express 
company should have delivered this shipment to the receivers of 
the A. B. C. Company without authority from shippers, and if not, 
should the express company have not waited at least thirty days 
before returning same to consignors. Shipment was nonper- 
ishable. 


Answer: Rule 8 of Official Express Classification No. 28 
provides that in the event of nondelivery of a shipment by 
reason of the consignees refusal to accept it or by reason of 
consignee’s address being unknown, written notice thereof must 
immediately be given to the consignor, if known, by the agent 
at destination. 

The shipment in question was not refused by the consignee 
so that the above rule is not applicable thereto, nor is there any 
provision in the express classification relating to the return 
of refused or unclaimed shipments. 


In our opinion, the carrier may not assess return charges 
on. the shipment in question for the reason that it acted solely 
upon its own initiative in not making delivery of the shipment, 
as well as in returning the shipment to the point of origin. 
The only instructions the carrier had were to deliver the ship- 
ment at destination and if it saw fit to hold up the delivery 
of the shipment by reason of the receivership of the consignee 
it should certainly have awaited definite instructions from the 
consignor returning the shipment to point of origin. 

Suits—Time Within Which to File 

Kansas.—Question: Did the bill of lading in effect during 
1921 provide a time limit for filing suits on shipments delayed 
in transit? Was it necessary to file a claim within two years 
from date of delivery to be able to sue after the two year period? 
What statute would govern the period within which suit may be 
brought on 1921 shipments? 

Can suit be brought for a greater amount than claim was 
filed for? 

Would a carrier have a right under the present bill of lading 
to waive the two year limit for bringing suit if waiver was made 
prior to expiration of two year period for purpose of awaiting 
outcome of suit in United States Supreme Court? These ques- 
tions refer only to claims for delay. 

Answer: Effective February 29, 1920, in supplement 2 to 
Consolidated Freight Classification No. 1, the bill of lading form 
was amended in accordance with the Commission’s opinion in 
the Decker Case, 55 I. C. C. 453, to provide that suits for loss, 
damage or delay should be instituted only within two years and 
one day after delivery of the property, or in case of failure to 
make delivery, then within two years and one day after a reason- 
able time for delivery had elapsed; provided, however, that where 
claims for loss, damage or delay had been duly filed with the 
carrier and such claims had not been definitely declined in 
writing by the carrier before the beginning of the last six 
months of the two year and one day period, then suit thereon 
might be filed within six months from the date the claims were 
definitely declined in writing by the carrier, but not after. 

This provision carried in section 3 of the bill of lading was 
amended on October 10, 1920, in supplement 9 to Consolidated 
Classification No. 1, in accordance with the provisions of para- 
graph 11, section 20 of the Interstate Commerce Act, to provide 
that suits for loss, damage or injury shall be instituted not later 
than two years and one day after the date on which notice in 
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writing is given by the carrier to the claimant that the carrier 
has disallowed the claim or any part or parts thereof specified 
in the notice; that where claims for loss, damage or delay are 
not filed or suits are not instituted thereon in accordance with 
the foregoing provisions, the carrier will not be liable and such 
claims will not be paid. 

This bill of lading provision further provided that claims 
must be made in writing to the originating or delivering carrier 
within six months after delivery of the property or in case of 
failure to make delivery, then within six months after a reason- 
able tinie for delivery has elapsed; provided that if the loss, 
damage or injury was due to delay or damage while being loaded 
or unloaded or damaged in transit by carelessness or negligence 
then no notice of claim nor filings shall be required as a con- 
dition precedent to recovery. 

The above provisions, which are authorized under the terms 
of the Cummins Amendment, namely, paragraph 11 of section 20 
of the Interstate Commerce Act govern a shipper’s rights with 
respect to shipments moving during 1921. 

There are several decisions holding that a carrier cannot 
waive the terms of the bill of lading requiring notice of claim. 
See the Blish case, 241 U. S. 190; Browning King & Co. vs. 
Davis, 199 N. Y. S. 775; Stern vs. Amer, Ry. Express Co., 198 
N. Y. S. 581; Rogers & Co. vs: East Carolina Railway Co., 118 
S. E. 885; L. & N. R. Co. vs. Herrell & Murphy, 120 S. E. 35. 

In Spartan Mills vs. Director General, 119 S. E. 905, it is 
held that an interstate carrier cannot extend the time within 
which suit may be brought, as it would involve discrimination. 
In this connection see what is said by the Commission in 
Jacob E. Decker & Sons vs. Director General, 55 I. C. C. 
453 (457). 

In T. & P. Ry. vs. McMillen, 183 S. W. 773, it was held 
that where a contract for the shipment of live stock required a 
shipper, as a condition precedent to any right of action for loss 
or injury to the animals, to serve written notice setting out in 
detail a full statement of the losses or injuries and the amount 
thereof, which was for the avowed purpose of enabling the 
carrier to investigate and settle such claim before suit, a shipper 
may, in action for injuries to live stock recover damages in 
excess of the amount claimed in the notice, the notice being 
merely to afford the carrier an opportunity to investigate. See 
also Pecos & N. T. Ry Co. vs. Holmes, 177 S. W. 505, in which 
it was held that where the shipper gave notice of injuries to 
cattle the fact- that the amount filed with the notice was not 
so large as the amount sued for will not defeat recovery, 
although it should be considered on the questiton whether the 
amount sued for was excessive. 


UNLAWFUL CREDIT ALLEGED 


The Commission has procured indictments against the Balti- 
more & Ohio and the Pennsylvania in the northern district of 
Ohio, accusing them of unlawful extensions of credit to shippers 
in Cleveland. The indictments are the first of their kind. The 
investigation of which the indictments are the first evidence, 
as well as the first of their kind, is being continued. It is said 
the number of alleged violations of that kind run into the hun- 
dreds but that the ones alleged in the indictments already pro- 
cured were selected because they were regarded as typical. 

Shippers to whom unlawful extension of credit, in the mat- 
ter of the collection of freight bills is alleged to have been given 
by the Baltimore & Ohio, as shown by the indictment are Swift 
& Company and the Otis Steel Company. The Pennsylvania is 
accused of giving unlawful extension of credit to the Goff-Kirby 
Coal Company. 

Section 3, paragraph 2, of the interstate commerce act pro- 
vides in effect that carriers may not relinquish possession at 
destination of freight transported by them until all tariff rates 
and charges thereon have been paid, except under such rules 
and regulations as the Commission may from time to time pre 
scribe. The Commission has authorized carriers, under certain 
conditions, to allow credit to shippers to the extent of 96 hours. 
Under the rules of the carriers in Cleveland, shippers are gel- 
erally allowed only 48 hours in which to pay their freight 
charges. The period of credit extended to the consignees it 
volved in the cases ranged from one to three weeks, it is alleged. 
These cases were investigated by R. B. Sturm, special agent 
for the Commission. Z. W. Scott, attorney for the Commission, 
and Martin A. McCormack, assistant U. S. attorney, presented 
the matter to the grand jury at Cleveland. 


UNCONTESTED FINANCE CASES 

The Chicago, Burlington & Quincy has been authorized by 
the Commission to procure the authentication by the corporate 
trustee and delivery to the applicant of $39,000,000 of first and 
refunding mortgage bonds, and to sell $20,000,000 of said bonds, 
series A, at a price to net the applicant not less than 95 per 
cent of par and accrued interest. 

The receiver of the Denver & Rio Grande Western has 
been authorized to issue $1,500,000 of 6 per cent receivers 
certificates, $1,129,895 thereof to be for advances used iD 
payment of bond interest, and $370,105 thereof to be for other 
advances to be made for similar purposes. 
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MERCHANDISE WAREHOUSES 
Located best to-serve as your warehouse. Pool car distribution—store door delivery. 


TheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 







TOLEDO MANSFIELD 


Petry Express & Storage Co. Inc. 
' TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 
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0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Merchandise Storage and Pool Car 
Distribution 


Chicago’s and Kansas City’s 


2,000 CAR LOAD 
Most Modern Warehouses 


CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 











POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 





The 





POSITION WANTED—As Traffic Manager or Assistant with in- 
dustrial concern; familiar with problems; 10 years with carriers; now 
With industrial concern; can furnish best of references. Address 
GJE,” Traffic World, Chicago, Ill. 


ri WANTED—Traffic work, industrial or commercial organization. 
ve years’ experience, Industrious, sober, good references and_ will 
Welcome investigation. Age 34; married and two children. Thor- 
cughly competent. Address A. T. T. 619, Traffic World, Chicago, Ill. 


SS 


POSITION WANTED—Competent Traffic Manager, age 34, wishes 
to change positions. Good traffic and business experience. Capable to 
assist on other work. Permanent location desired. Address N. D. R 
621, Traffic World, Chicago, IIl. 


i 


a WANTED—High-grade traffic man to handle all matters for 
Sociation of Commerce in city of 25,000. Give age, references, ex- 
ence, salary, married or single, in the first letter. Address Associa- 
on of Commerce, Winona, Minn. 


ee neem 

a TARIFFS FOR SALE—Large number of tariffs; class; commodity; 
and steel; both railroad and agency issues. Good file for traffic 
reau. Address “ABC,” care Traffic World, Chicago, Ill. 

2S SS 

thi WANTED—100,000 more shippers and carriers to help put the 
aan out of business with Edgar Security First Steel Seals. No 


Seles Deporte cr Satches to be manipulated in covering up theft. 

Wrence, omg , The Edgar Steel Seal & Manufacturing Company, 
a 
boang ANT TO BUY—Interstate Commerce Commission’s Decisions, 


volumes No. 10 to 47, inclusive. Binding must be in good con- 
dition, Address W. 8S. J., Box 617, Traffic World, Chicago, Il. 
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ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


WACO, TEXAS [THE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 








PORTLAND, MAINE 








Galt Block Warehouse Comsiny 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
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WHITE STAR- 
DOMINION 


Majestic—World’s Largest Ship 


Ocean Freight 


Service 


The INTERNATIONAL MERCANTILE MARINE LINE with 117 


steamers, many of the fast passenger type, render hi ialized frei 
service to United Siepien and Continental vor ty a 


For Coast'to Coast shipments —the P. Pacific Line. 
California 15 days — Modern shipe. aname Pacific Line. New York to 


127 SOUTH STATE STREET, CHICAGO 
I. D. ROTH, General Western Freight Agent 
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TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods you can not afford to 
be without. 
Write Department T for in- 
formation and factory prices. 
Established rgor 


TRE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 29 So. La Salle 
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MICHIGAN CASE REOPENED 


The Trafic World Washington Bureau 


The Commission, upon petition of the carriers, has reopened 
for reargument Docket No. 13313, Michigan Traffic League vs. 
Ann Arbor et al., and indefinitely postponed its order therein, 
dated December 3. The order required the carriers, not later 
than March 21, to extend northward in the lower peninsula of 
Michigan, lower class rates and commodity rates having a 
direct relation to the class rates such as prevail in the part 
of the peninsula south thereof. Reopening of the case was 
based upon allegations of the affected carriers that they would 
be seriously embarrassed if they weer compelled to reduce 
rates as ordered and that they would have to go to court about 
them if the Commission did not modify its report and order. 


COMMODITY PRICES AND RATES 


The Bureau of Railway Economics has issued the second 
bulletin on commodity prices in their relation to transportation 
costs giving the results of a study of prices and rates on live 
stock. The first bulletin dealt with prices of grain and rates 
thereon. (See Traffic World, January 5, p. 23.) 

The second bulletin presents a study of the sales of 834 
carloads of live stock at four large markets, Chicago, East St. 
Louis, South Omaha, and Kansas City, in three-day periods at 
intervals of three weeks, October 15, November 5 and November 
26, 1923. The live stock was received from 27 states and com- 


prised 13,161 head of cattle and calves, 19,585 hogs, and 24,682 
sheep. 


The Bureau says the study tends to show: 


1. That the freight charges are a relatively small factor in the 
price paid to the seller for live stock. 

2. hat apparently the principal factors influencing the seller’s 
net proceeds are the quality of the stock and marketing conditions. 

3. hat in the marketing of cattle and calves, hogs and sheep the 
transportation costs permit of the free movement of live stock to the 
various marketing centers from a considerable range of territory. 


In explanation of the bulletin, the Bureau says: 


The figures were obtained directly from itemized account sales 
rendered to the shipper or producer of the live stock. 

The bulletin shows the following information: Market at which 
live stock was sold, states from which shipped, number of head from 
each state, total weight of stock, average weight per head, total price 
paid by purchaser, freight charges, other costs of distribution, net 
proqsets to the seller at shipping point, and net proceeds to seller per 

ead. There is also indicated on a 100-pound basis the price paid by 
purchaser, freight charges, other costs of distribution, and net pro- 
ceeds to seller as well as the percentage the last three items are of 
the total price paid by purchaser, 


The column headed ‘‘Freight charge’”’ represents the actual freight 
charges assessed against the shipments, and includes the terminal or 
switching charges except where such charges are in addition to the 
freight rate, and are based upon weight over the scales at the market. 

Other costs of distribution include charges for feed and bedding 
en route; terminal and switching charges, where in addition to the 
freight rate; loading and unloading, yardage, feed, insurance and in- 
spection at the stock yards; meat consumption fund; and commission, 
—all of these being items which are deducted from the gross price 
paid to the seller at point of shipment. 


As a general example, take the first item in the bulletin. On 
October 15, there were sold at the Chicago market 592 cattle and 
calves, which were shipped from fifteen towns in Iowa. The aggre- 
gate weight of the stock at the market was 582,820 pounds, being an 
average weight per head of 984 pounds. The total price paid by the 
purchasers at Chicago for these 592 head was $54,017.15. The freight 
charge to Chicago market was $1,984.92, and other costs of distribution 
were $856.85, leaving a net of $51,175.38, which was paid to the sellers 
at the shipping points. The results, figured on a hundred-pound basis, 
show that the price paid by purchaser was $9.27; freight charges were 
34 cents; other costs of distribution, 15 cents; and net proceeds to 
seller, $8.78. Figured on a percentage basis, the freight charges were 
3.7 per cent of the total price paid by the purchaser; other costs of 
distribution, 1.6 per cent; the seller realized 94.7 per cent. 

It (the study) also indicates that the percentage of the price paid 
by the purchaser applicable to freight charges varies greatly. The 
causes for these variations are: First, the differences between kind 
and quality of live stock; second, underloading of cars; third, differ- 
ence in freight charges due to varying distances from market. Of all 
these causes of variation in percentages the differences in kind and 
quality of live stock are most important. 

The details of the study also develop the fact that live stock from 
points nearer the market with a lower freight charge, in many in- 
stances, bring a lower price than live stock shipped from more distant 
points with higher freight charges—the kind and quality of the stock 
evidently being the principal factors in fixing the price. 

On October 15, for example, there were sold at Chicago 46 head 
of steers from a town in Nebraska and 23 head of steers from a town 
in Iowa. On a hundred-pound basis, the Nebraska steers brought 
$11.21 and carried a freight charge of 44 cents; the Iowa steers brought 
$10.50, with a freight charge of 34 cents. The price paid by the pur- 
chaser per hundred pounds for the steers shipped from Nebraska was 
71 cents greater than the price of the steers shipped from Iowa, while 
the freight rate per hundred pounds was 10 cents higher. In this 
case the Nebraska shipper who paid a 10-cent higher freight rate and 
had 1 cent less for other charges, realized a net return of 62 cents 
per hundred pounds more for his stock. This was evidently due to the 
fact that he shipped a better quality of stock. 

Differences in quality of stock resulting in price fluctuations are 
to be found in the stock shipped in the same car. For example, in the 
ease of carload shipments from a town in Iowa, arriving at Chicago 
on November 5, the hes on 13 steers varied from $6.75 to $9.00 per 
hundred pounds, indicating not only that the quality of the stock 
varied greatly but was the controlling factor in establishing the price, 

Ng ee gg all the figures covering cattle and calves included 
in the bulletin, it is found that freight charges represent 6.9 per cent 
of the price paid by the purchaser; other costs of distribution, 3.1 





per cent; and, the net proceeds to the selier-at-points of shipment; 90.0 
per cent. On -hogs, freight parses were.5,1 per cent; other costs of 
distribution, 3:3 per cent; aiid hes O'seller, 91.6 per cent. On 
sheep, freight charges are 74 costs of ribution 4.1 


0 
per cent; and net proceeds to seller, 88.5 pér cen - 
pments. of live stock of all kinds 


A consolidation of all the. shi 

covered by this bulletin shows that freight charges represent 6.5 per 
cent of the price paid by purchaser; other costs of distribution were 
3.3 per cent; while the net proceeds to the producer or seller at point 
of shipment were 90.2 per cent. In other words, out of every dollar 
the purchaser paid for live stock, 6.5 cents went to the railways for 
freight; 3.3 cents represented other costs of distribution; and 90.2 
cents was realized by the producer or seller. 


The bureau appended to its study a graphic chart showing 
the results thereof. The following table shows the per cent of 


the gross proceeds to the seller represented by distribution costs 
as shown by the chart: 


Cattle All Live 

yp and Calves. Hogs. Sheep. Stock. 

OT Cae ee ee oe 6.9% 5.1% 7.4% 6.5% 
Other distribution costs........... biuwe SOE 3.3 4.1 3.3 


Net proceeds to seller at shipping point 90.0 91.6 88.5 90.2 
GRRE CRS PF ene a 100 100 100 100 


THROUGH EXPORT BILL CASE 


The Trafic World Washington Bureau 


A re-argument of the law question involved in No. 12725, 
United States Steel Products Company vs. Director-General, 
Alabama & Vicksburg et al. and No. 12209, Mitsui & Company 
et al. vs. Director-General, was made before the entire Com- 
mission February 7 by C. S. Belsterling for the first named com- 
plainant, S. J. Wettrick for the second and H. D. Boynton, for 
the Director-General. The case was decided in 73 I. C. C. 505. 
The Commission found the charges imposed at Seattle on iron 
and steel intended for and afterward exported to the far east 
were illegally imposed. The money has not been collected. 

The steel was exported on so-called through bills of lading 
and carried to the port of exit on permits issued by the Director- 
General. In the space reserved for the name of the party to be 
notified, the name of an agent at Kobe, Japan, was inserted. 
Instead of notifying the Kobe party or the consignors, the Rail- 
road Administration notified the steamship company at Seattle. 
Mr. Boynton argued that that discharged the Director-General 
from any further duty. 

As contended for by the lawyers for the complainants and 
decided by the Commission the Director-General did not notify 
the complainants or the party named in the bill of lading, and 
therefore the free time allowed on export traffic never began 
to run and demurrage or other charges flowing from detention 
did not accrue. 

Mr. Boynton spent much time to argue that the bills of 
lading were severally signed for the railroad and the carrier by 
water by the same man but not jointly and that when the traffic 
was not taken from Seattle by the boats demurrage and/or 
storage charges began running after the end of the period of 
fifteen days free time. No contention was made that the Di- 
rector-General had notified the agent in Kobe. Mr. Boynton 
argued that the name of the party to be notified at the final 
destination was an instruction for the steamship line contained 
in the contract signed in its behalf by the same man who signed 
a separate contract in behalf of the Director-General but in- 
serted nothing in the place reserved for the name of the party 
to be notified for the railroad’s guidance. 

Commissioner Campbell suggested that the Director-General 
could not know but that the agent in Kobe had made arrange- 
ments, in the event he should be notified that the goods were 
being held at Seattle, to send instructions to someone in Seat- 
tle. Mr. Campbell, Mr. Aitchison, Mr. McChord and Mr. Lewis 
asked questions to bring out whether Mr. Boynton thought that, 
under such a bill of lading, it was left to the discretion of the 
Director-General whom he should notify, or if it lay in the 
mouth of the Director-General to plead that a contract impos- 
sible of fulfillment had been made and that therefore he should 
be permitted to collect demurrage charges. Mr. Boynton said 
that in case the steamship company did not take the goods from 
Seattle (all the transactions took place while Seattle’s port facil- 
ities were under war strain) on the ship in which space had 
been reserved, the failure would be the fault of the steamship 
company. He did not, however, admit that if the Director- 
General failed to get the cars to the steamship dock in time to 
get the goods aboard the ship for which they were intended, 
it was the fault of the Director-General. 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the Treas 
ury, under section 209 of the transportation act, that the fol- 
lowing amounts are due the carriers named in settlement ol 
the guaranty: Chicago, West Pullman & Southern, $5,897.87; 
Delaware & Northern, $9,987.83; Mount Hood, $18,095.26; Chi 
cago Great Western, $22,660.60. Under section 204 (reimburse 
ment of deficits) the Commission has certified that $6,498.52 
is due the Freco Valley; that $51,965.56 is due the Delaware 
& Northern, but that the carrier owes the government $57,117.22. 
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LAKE COAL RATES 


The Trafic World Washington Bureau 


Hearings were begun February 13, in No. 15007, Pittsburgh 
Coal Producers’ Association et al. vs. Ashland Coal & Iron Co. 
et al., and No. 15423, Northern West Virginia Coal Operators’ 
Association vs. Baltimore & Ohio et al., in which the relationship 
of rates on lake cargo coal, from all the soft coal fields in west- 
ern Pennsylvania, Maryland, West Virginia, Kentucky, Tennessee 
and Virginia was involved, with Pittsburgh trying to widen the 
spread. Its chief contention, as developed at the first day’s 
hearing is that, since May 1, 1912, the increases in the rates 
have borne more heavily on its traffic than others and relatively 
the Pittsburgh field and No. 8 Vein in Ohio have had more handi- 
caps placed on them than their competitors. 

At present the inner crescent mines are twenty-eight cents 
over the Ohio districts which are somewhat under Pittsburgh 
and the outer crescent mines are fifteen cents over the inner 
crescent mines. The rate from Pittsburgh is $1.66. Had it been 
increased in the same ratio as its competing districts, it con- 
tended, its rate would be about $1.385. 

C. J. Goodyear, traffic manager for the Pittsburgh Coal Com- 
pany, the first witness for the complainants in the leading case, 
occupied the witness stand the whole of the first day. Under 
the guidance of August C. Gutheim, he put into the record vol- 
uminous studies of rates, both actual and for average distances, 
weighted averages and data covering the whole range compre- 
hended in a rate case in which the reasonableness and the re- 
lationship of rates were involved. When he took the stand it 
was expected he would be kept there for two or three days. 

Mr. Goodyear continued on February 14 to put in exhibits 
containing statistical data. Among the exhibits was one to 
show that the car-mile earnings from the outer crescent mines 
to the lake ports were only about forty per cent of the car- 
mile earnings from Pittsburgh. Another was intended to show 
that the car earnings per day from the Pittsburgh mines were 
about $6.75, while from the more distant mines only a little 
more than $4. 


ANTHRACITE RATE INQUIRY 


It has been arranged to resume hearings in No. 15006, the 
Commission’s anthracite rate inquiry, in Washington, February 
28. It is estimated that the testimony prepared since the last 
hearing can be put into the record in three or four days. 


COAL PRODUCTION AND SHIPMENT 


“Production took a sudden turn downward in the last half 
of the week of February 2, and instead of an increase the output 
for the week, as a whole, shows a decrease of two per cent,” 
the Geological Survey says in its current weekly coal report 
which, in part, follows. 


The total output of soft coal, including lignite and coal coked at 
the mines, is estimated at 11,315,000 net tons as against 11,569,000 in 
the week ended January 26. The decline centered on certain railroads 
serving the South and the Far West, and in some other parts of the 
country production increased. 

Recovering from the temporary decline of the week preceding, 
production of anthracite reached a total of 1,893,000 net tons during 
the week ended February 2. Though larger than in any week since 
mid-December, this was 8 per cent less than the output of the corre- 
sponding week, last year, when 2,056,000 tons were produced. 

The statistics of weekly production of anthracite published by 
the Geological Survey are estimates based upon daily and weekly 
reports of cars of anthracite loaded by the 9 principal carriers, and 
include allowance for mine fuel, local sales, and the output of dredges 
and washeries. To facilitate comparison with the statistics of bitu- 
minous coal the anthracite figures are expressed in net tons of 2,000 
pounds, although it is the custom of the anthracite-mining industry 
to keep all its records in gross tons of 2,240 pounds. F 

Colder weather and apparently also an increase in industrial 
activity have quickened the demand for coal since the holidays and 
caused reports of ‘“‘no market” to become less frequent, though lack 
of demand remains the dominant factor limiting production. With 
more orders have come local reports of lack of transportation, but it 
is remarkable that the railroads were able up to the week of January 
26 to handle the heavy output with so little difficulty, for since the 
holidays the mines had been producing at the rate of 600,000,000 tons 
a year, 

” An increase in the movement of both anthracite and bituminous 
coal across the Hudson to Eastern New York and New England 
marked the week ended February 2. The railroads report forwarding 
3,404 cars of bituminous coal and 3,474 cars of anthracite, the largest 
figures for any week of the present year. The cumulative shipments 
of anthracite now stand at 12,256 cars, a decrease of 13 per cent when 
compared with 1923. Cumulative shipments of bituminous coal, how- 
ever, stand at 4.4 per cent above those for 1923. 

An increase in exports and a decrease in coastwise shipments to 
New England were the outstanding features of the distribution of 
coal passing through the port of Hampton Roads in the week of 
February 2. Dumpings over the piers of foreign cargo rose from 
45,320 tons in the preceding week to 94,265 tons, while at the same 
time dumpings of cargo coal consigned to New England dropped from 
198,220 to 154,448 tons. The total quantity handled over the piers 
showed a slight increase. 


FINANCE APPLICATIONS 


The Illinois Central, Chicago, St. Louis & New Orleans, 
and the Canton, Aberdeen & Nashville in an application filed 
with the Commission have asked for approval of an issue of 
$6,486,000 of Illinois Central and Chicago, St. Louis & New 
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Orleans joint first refunding mortgage 5 per cent bonds and sale 
thereof by the Illinois Central together with $5,118,000 of simi- 
lar bonds held in its treasury, making a total of $11,604,000 
of bonds to be sold. The purpose of the issue of bonds is to 
reimburse the treasury of the Illinois Central for advances 
made for additions and betterments to the properties of the 
other two applicants. The Illinois Central has accepted an 
offer of Kuhn, Loeb & Company to buy the bonds at 91.25 per 
cent and accrued interest. The proceeds from the sale of the 
bonds will be used in retiring $8,000,000 of short term notes 
and other lawful purposes. 

The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has applied to the Commission for authority to issue its 
5% per cent notes to be limited to the principal amount of 
$3,471,374.75 at any one time outstanding in connection with 
acquisition of stock of the Wisconsin Central Railway Com- 
pany, whose line has been operated since April 1, 1909, by the 
applicant under a 99-year lease. In 1909 the applicant became 
the owner of more than one-half of the common stock of the 
Wisconsin Central, and it now proposes to acquire outstanding 
minority stock. 

The Pittsburgh, Youngstown & Ashtabula Railway Company 
has applied to the Commission for authority to issue $690,000 
of first mortgage 5 per cent bonds for delivery to the Pennsyl- 
vania which controls the applicant under a 999-year lease. The 
Pennsylvania asked permission to guarantee the bonds and to 
sell $4,479,000 of such bonds, that sum being the total of bonds 
delivered to the Pennsylvania. 

The Chicago Great Western Railroad Company has applied 
to the Commission for authority nominally to issue $2,000,000 
of first mortgage bonds in reimbursement of money expended 
from income, or from other moneys in the treasury, not yet 
capitalized. Applicant said it was not proposed at this time 
to issue or sell the bonds, but that it was proposed simply to 
place the bonds in the treasury, where they might be sold 
presently at the best prices obtainable when the sale might be 
authorized by the Commission. 

The St. Louis Southwestern Railway Company of Texas 
and the Stephenville North & South Texas Railway Company 
have applied to the Commission for authority to extend the 
term of the existing lease from the Stephenville company to 
the St. Louis Southwestern of its railroad and other railway 
properties and appurtenances. The railroad of the Stephen- 
ville company has been operated under a ten-year lease that 
has expired and an agreement has been entered into extending 
the period of the lease for a period of two years from July 1, 
1923, and granting to the St. Louis Southwestern at its option 
the right for a further extension thereof for a period of time 
not to exceed 38 years. 

The New York, Chicago & St. Louis Railroad Company has 
applied to the Commission for authority to pledge and repledge, 
from time to time, all or any part of $425,000 of Toledo, St. 
Louis & Western Railroad Company prior lien 3% per cent gold 
bonds as collateral security for short-term notes. 

The Chicago Union Station Company, Chicago, Burlington & 
Quincy, Chicago, Milwaukee & St. Paul, Pittsburgh, Cincinnati, 
Chicago & St. Louis and the Pennsylvania Company have ap- 
plied to the Commission for an order authorizing the Chicago 
Union Station Company to issue, under its first mortgage, dated 
July 1, 1915, and to sell $7,000,000 of first mortgage series B 
gold bonds, and also authorizing the Chicago Union Station 
Company to sell $850,000 of first mortgage series A gold bonds 
heretofore issued. The applicants, other than the Union Sta- 
tion Company, will guarantee the bonds. The proceeds from 
the bonds will enable the station company to proceed with 
the construction of its union station and facilities in Chicago. 
Subject to the approval of the Commission, the $7,000,000 of 
bonds have been sold at 94% per cent of their principal amount 
with accrued interest to date of delivery, to Kuhn, Loeb & 
Co., Lee, Higginson & Co., Illinois Merchants’ Trust Company, 
the National City Company and the First National Bank of 
New York. The issue of $850,000 will be sold at not less than 
86% per cent of par and accrued interest. 

The Missouri Pacific Railroad Company has applied to the 
Commission for authority to issue $700,000 of 6 per cent first 
and refunding mortgage gold bonds. The bonds are to be 
applied in part payment for property of the Kansas City North 
western Railway Company, located in Wyandotte, Leavenworth 
and Nemaha counties, Kansas. 


INTERLOCKING DIRECTORATES, ETC. 

Richard W. Stith, John D. Tennant, Robert S. Davis, Ray 
mond T. Demsey, Warren L. Prickett and Mack B. Nelson havé 
been authorized to hold certain positions with the Louisial 
& Pacific Railway Company and others, in addition to positions 
previously authorized. ° 

Peter E. Stryker, Samuel H. Bell and Ludwig R. Dohm have 
been authorized to hold the positions of general manager, — 
tary and treasurer, respectively, of the Mount Hope Mineral Rail: 
road Company in addition to other positions previously author 
ized. . 
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Personal Notes : | 


The Chicago, Burlington and Quincy has announced the 
appointment of W. S. Dewey as general agent at New York. 
H. K. Miles has been appointed general agent at Philadelphia, 
vice ‘Mr. Dewey. 

‘T. F. Durkin has been made freight representative of the 
Merchants’ and Miners’ Transportation Company, with head- 
quarters at Providence, R. I. E. E. Hinman has been appointed 
traveling freight agent, headquarters at Pittsburgh. 

W. B. Hinchman, assistant traffic manager of the Tonopah 
and Tidewater and affiliated lines, has been transferred from 
San Francisco to Los Angeles and appointed purchasing agent 
and assistant traffic manager. 

The Pennsylvania has organized a bureau at Pittsburgh, for 
handling cases with the Commission and M. S. Connelly, as- 
sistant freight traffic manager at Chicago, and S. C. Mathews, 
assistant freight traffic manager at St. Louis, will be trans- 
fered to the new office, retaining their present titles. 


J. F. Vosburgh, freight traffic manager of the Chicago and 
Alton, has resigned to become identified with R. R. Donnelley 
& Sons, of Chicago. He will be succeeded by J. Behrli, general 
freight agent, who, in turn, will be succeeded by J. E. Williams, 
assistant general freight agent at St. Louis. 


H. A. Benjamin has been appointed traffic manager of the 
Des Moines & Central Iowa, with headquarters at Des Moines. 

E. J. Belanger has been appointed agent of the New York 
Despatch Refrigerator Line, the National Despatch Refrigera- 
tor Line, and the Chicago, New York & Boston Refrigerator 
Company, with headquarters at Omaha. E. J. Lee has been 
appointed agent of these lines, vice Mr. Belanger, with head- 
quarters at Chicago. 

John A, Sargent has been elected vice-president of the Cen- 
tral Coal and Coke Company, with offices at Kansas City. 

J. B. McDonnell has been appointed soliciting freight agent 
of the Norfolk and Western, with offices in St. Louis. 

James M. Givan has resigned as commercial agent of the 
Gulf, Mobile & Northern, at New Orleans, to accept a newly 
created position with the New Orleans Public Belt Railroad, 
freight traffic and service agent. 

J. C. Boyer has been made general agent of the Chicago, 
Burlington & Quincy, vice H. K. Miles, promoted, with offices 
at Cincinnati. 

J. L. Hayes has been appointed assistant general freight 
agent at Baltimore, of the Baltimore & Ohio; C. M. Gosnell 
has been made division freight agent at Baltimore, vice Mr. 
Hayes; R. J. Beggs has been appointed assistant general freight 
agent at Baltimore, vice H. G. Settle, promoted. 

M. W. Dancy has been appointed assistant general freight 
and passenger agent of the C. & A. at St. Louis, vice S. A. 
Williams, promoted. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of the Cincinnati Chamber of Commerce, 
at its annual election February 12, elected as chairman R. E. 
Smith, of the Universal Carloading and Distributing Company. 
He was a candidate on the “Blue” ticket. R. H. Morris, freight 
traffic manager of the Southern Railway, was elected vice-chair- 
man, and C. G. Frederick, traffic manager of the H. and S. 
Pogue Company, was elected secretary. They were candidates 
on the “Red” ticket. The election ‘was spirited and closely con- 
tested. The result was announced at the close of the annual 
dinner of the club, which was held the evening of the same 
day. E. C. Rentz, retiring chairman, presided as toastmaster. 
The speaker of the evening was Henry A. Palmer, editor of the 
Traffic World. There were brief remarks by the president of 
the Chamber of Commerce and several others at the head table. 
Mr. Smith, the new chairman, was elected on a platform pledg- 
ing himself to the attempt to organize a traftic club along modern 
lines. As now organized, the traffic club is composed of both 
railroad and industrial traffic men whose employers are mem- 
bers of the Chamber of Commerce. They pay no dues and the 
club has no funds with which, for instance, to join the Asso- 
ciated Traffic Clubs of America. 





The Traffic Club of St. Louis held a special meeting Febru- 
ary 11, at which J. L. London, attorney, addressed the club on, 
“The Missouri Constitutional Amendment.” 





The San Antonio Traffic Club held its twenty-fifth regular 
meeting February 11. 





The Traffic Club of Kansas City held a luncheon February 
12, at which Darius A. Brown, former mayor of Kansas City, 
spoke on “Lessons from Lincoln.” 





The York Traffic Club held its first meeting of the year 
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February 14. A representative from the committee on public 
— of the Hastern Railroads spoke on the transportation 
situation. 





The Traffic Club of Syracuse, January 30, elected the fol- 
lowing officers: President, Norman D. Chapin, Solvay Process 
Company; vice-president, Dean C, L. Raper, Syracuse University; 
secretary and treasurer, Fred M. Varah, Syracuse Chamber of 
Commerce. Members of the board of directors were elected as 
follows: I. A. Chamberlain, American Railway Express; W. J. 
Connor, Flagg Storage Warehouse Company; D. V. Howe, New 
York Central; George Kittell, Morris Machine Works; D. J. 
Reene, Solvay Process Company; C. A. Thorton, Crouse-Hinds 
Company; J. J. Jacobs, Isthmian Steamship Lines; F. H. Pike, 
Delaware, Lackawanna & Western; H. C. Stanton, Rochester & 
Syracuse; M. V. B. Weaver, Brown-Line-Chapin Company. 





The Traffic Club of Chicago, at a luncheon meeting Feb. 14, 
ratified the resolutions adopted by the convention of The Asso- 
ciated Traffic Clubs of America as to political rate-making and 
the kind of appointments that ought to be made to the Com- 
mission. A. M. Arnold, of the U. S. Internal Revenue Depart- 
ment, Washington, D. C., spoke on “Federal Law Enforcement.” 
The club will give a masquerade party Feb. 27, in the Ball 
Room, Hotel La Salle. Prizes will be given for unique cos- 
tumes. A buffet supper will be served. 





The Bridgeport Traffic Association will meet February 18, 
when Dr. J. G. McKay, Highway Economist, of the United States 
Department of Agriculture, will address the members on the 
subject of “Motor Truck Transportation.” 





The Traffic Club of Philadelphia at its meeting Feb. 11 
elected these officers: President, R. C. Smith, general agent, 
Santa Fe; vice-presidents, Alan Browning, general agent, Cen- 
tral of Georgia, T. Noel Butler, traffic manager, Wiston Under- 
hill & Nixon; E. H. Porter, traffic manager, Atlantic Refining 
Company; G. W. Quick, general agent, Chicago Great Western; 
R. A. Walton, genral agent, Wabash; secretary, W. H. Mont- 
gomery; treasurer, C. P. A., the Canadian Pacific. Directors 
were elected as follows: J. W. Babneau, district freight agent, 
Baltimore & Ohio; J. C. Dawson, general agent the Lackawanna; 
W. iH. Willis, district freight agent, Pennsylvania. 





The Savannah Traffic Club will hold its first banquet Feb. 
26 at the De Sota Hotel. Charles Barham, chairman of the 
Southern Freight Association, will speak. The club has ap- 
pointed M. B. Nickols, auditor, the Central of Georgia, secre 
tary and treasurer to succeed H. L. Fulton, who has resigned. 





The Traffic Club of Atlanta will meet February 18 in the 
meeting room of the Southern Freight Association. It will be 
a business meeting, with particular emphasis laid on member- 
ship. At the conclusion of business, an informal house warming 
will be held in the newly furnished quarters of the club. 





The Hartford Traffic Association of Hartford, Conn., held 
its second annual dinner and banquet at the City Club of Hart- 
ford, Thursday evening, February 7. An address was given by 
F. W. Smith, chairman of the Official Classification Committee 
on, “What and Why Is Freight Classification?” About 150 trans 
portation and industrial men were present. Samuel Stone, of 
the Colt’s Patent Firearm Company, was chairman for the eve 
ning. The association will hold its annual election of officers 


the second Tuesday in March in the Hartford Chamber of Com- 
merce rooms. ; 





The Portland (Ore.) Industrial Traffic Club held its regular 
monthly meeting, February 6, at which the legislative committee 
reported on the numerous bills that have been introduced in 
Congress concerning transportation. The club favors Senate 
Bill No. 1924, equalizing the statute of limitations. In a letter 
to members of Congress from Oregon the club says: 


Out of the fifty some bills, we find only a few of them which 
seem to have merit. Among these few is Senate Bill 1924, introduced 
by Mr. Shepard. The bill proposes to create a uniform statute of 
limitations. At the present time, statute of limitations for undéer- 
charges is three years, while the statute for overcharges is but two 
years. Therefore this bill, if passed, would create a three-yeat 
period for both carrier and shipper or consignee. We are strons!y 
in favor of this bill and ask your support in the passing of same. 
With reference to Senate Bill No. 265, introduced by Mr. Mosel,’ 
Senate Bill No. 861, introduced by Mr. Robinson; Senate Bill No. 1044, 
introduced by Mr. Welsh; Senate Bill No. 73, introduced by Mr. 
Lodge, and Senate Bill No. 34, introduced by Mr. Bursum, all these 
bills are with reference to the surcharges on transportation of Pa) 
sengers and baggage. There is another bill (Senate Bill No. 428), 
introduced by Mr. McKellar, which has to do with mileage books. ‘en 
the above mentioned bills, except Senate Bill No, 1924, in our on 
have merit, at least so far as principle, but it is our further opinion 
that these bills be opposed for reason that they take from the Inter 
state Commerce Commission judicial powers which rightly belon i 
them, and should not be approved by Congress, as that body “} tat 
Cc.” was created for that purpose. As above stated, ali bills so 
introduced on this subject have been considered, and we wish to 8 
on record as opposing the passage of these bills. As above state 
we are in favor of passage of Senate Bill No. 1924, which deals W 
the statute of limitations. 
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| Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma Bellingham and Aberdeen 


FROM 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephcne Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South St. Drexel Bldg. Oliver Bldg. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, etc. 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


Sailing from Gulport Mar. 6 
U.S.S.B. S.S. COAHOMA COUNTY Sailing from Mobile Mar. 13 


Sailing from Pensacola Mar. 16 


LIVERPOOL 
Due in the Gulf late March 


LONDON 
Due in the Gulf late March 


BREMEN AND HAMBURG 
U.8.8.B. 8.8. WEST HARDAWAY.....Due in Mobile early March 


A-1 STEAMER 


A-1 STEAMER 


Waterman Steamship Corporation 
“Operating United States Government Ships’’ 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


If your Tariffs could 


A Stack of Wetzel Drop Front Tariff File Sections 
(Measuring outside 45 inches wide, 573 inches high and_ 18 inches deep) 
This outfit can be obtained with all drawers the same size 


speak, you would not 


need a Tariff File. 


Give them a Wetzel Tariff File 
and put them in their places, and 
save time, trouble and money. 


Write us for information. 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 
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LUMBER SHIPMENTS 


As reflected by reports of about 400 of the larger lumber 
mills of the country, says the National Lumber Manufacturers’ 
Association, the lumber movement of last week was approxi- 
mately on a level with that of the preceding week. With six 
more mills in the comparable report group than the week be- 
fore, there was a slight increase in new business, shipments 
and production. Fifteen more mills than for the same week 
of 1923 show productions and shipments more and new business 
less. 

Of the 381 reporting mills, 358 have a total normal weekly 
production of 226,310,405 feet, according to which actual pro- 
fluction was 98 per cent; shipments 102, and orders 98 per cent 
pf normal production. 

The unfilled orders of 269 Southern Pine and West Coast 
mills were 814,049,344 feet, as against 823,429,168 for 270 mills 
na week earlier. The Southern Pine mills by themselves, 138 
in each week, had unfilled orders of 344,438,709 for last week, 
and 350,574,330 for the preceding week. The 131 West Coast 
mills reporting for last week had unfilled orders of 469,610,635, 
as against 132 mills and 472,854,838 feet for the week ending 
February 2. 

The following table compares the national lumber move- 
ment (reporting mills of 7 associations) for the three weeks 
indicated: 


Corepentins Preceding Week, 


Last Week eek, 1923 1924 (Revised) 
NR Bite Ba gaa « dba ah 381 366 375 
Production ......... 232,300,282 199,097,140 225,832,195 
SS ere 244,382,871 238,777,961 242,869,995 
Es cidicwadeencainn 235,508,679 265,130,990 234,245,675 


All the reporting mills taken together show shipments 105 
per cent and orders 101 per cent of actual production last week. 
For the Southern Pine mills by themselves these percentages 
are 109 and 101, respectively, and for the West Coast mills 94 
and 92. 

The following figures compare the lumber movement for 
the first six weeks of 1923 with the same period of 1924: 


Production 
| PRES os Meanie oer ee 1,250,311,763 
RR 1,160,114,319 


1924 Increase 
1924 Decrease 


Shipments 
1,345,117,290 
1,429,650,447 


Orders 
1,452,945,764 
1,620,039,431 


PS Berne ae 84,533,157 167,093,667 

Because of the incomparability of its weekly orders (new 
business) reports, neither of the above tables includes mills of 
the California White & Sugar Pine Association, of which 11 
reported for last week with a cut of 5,663,000 (which was 32 
per cent of the total cut in the California pine region); ship- 
ments, 8,132,000, and orders, 8,724,000 feet. 


RATES ON FOREST PRODUCTS 


The Southern Freight Association announces that, following 
the public hearing on Submittal 11870, the carriers further con- 
sidered the matter in the light of objections that had been 
expressed by the shipping interests by correspondence and at 
the hearing. As a result, the carriers concluded to make the 
following modifications in their bases originally proposed: 


1. Short Line distances will be figured by use of mileages over 
the Blue Ridge Railroad, Carolina & Northwestern Railway, and 
Danville & Western Railway. 


. Some of the shippers had objected to the proposed rates on 
the ground that the figures shown in the submittal exceed the car- 
riers’ basic scale. This was due to the fact that only representative 
points of origin were shown in the statement, with the application 
of the intermediate rule, which made the rates from intermediate 
points the same as from the next point beyond shown if the state- 
ment. It was concluded that the carriers would in all instances 
observe the basic scale as maxima, this to be accomplished by pub- 
—- rates from smaller groups than shown in the proposal; in 
fact, it was understood that specific rates would be published from 
any actual shipping points and these rates would not exceed the scale. 


The carriers say they are not able at this time to say when 
the proposed rates. will be published; they are engaged in 
working on the details of the eastern lumber adjustment con- 
forming to the Commission’s decision in Docket 13449, and it 
may not be found physically possible to revise these Carolina 


rates until after the eastern rates under this decision have been 
adjusted. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 13457, American Stockmen’s Supplies 
Association vs. C. R. I. & P. Ry. et al., has asked the Commission 
to reopen their proceeding and grant a rehearing therein. 

The complainant in No. 11189, Pacific Portland Cement Com- 
pany, Consolidated, vs. Director-General, and Southern Pacific 
Co., has asked for reargument and reconsideration therein. 

The Director-General has asked for further hearing and fur- 
ther consideration of No. 13978, E. I. Du Pont De Nemours & 
Co. vs. Director-General. 


The Wyandotte Terminal Railroad Company has petitioned 
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the Commission for a rehearing in its case, Finance No. 1200, 
in re deficit settlement with Wyandotte Terminal Railroad. 

The complainants in No. 11898, Beaumont Chamber of Com- 
merce et al. vs. Director-General, Beaumont, Sour Lake & 
Western Ry. et al., have asked that their case be reopened so 
as to permit complainant, Atlantic Rice Mills Company, to make 
proof of damage. 

The complainants in No. 13098, Arbuckle Brothers et al. vs. 


Ann Arbor R. R. et al., have asked the Commission to grant a 
rehearing therein. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
12,912 cars the week ended February 9, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
The totals from the weekly summary of carlot shipments follow: 

Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 


Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


TUESDAY, FEBRUARY 12, 1924 











Total Total 
this last 
Feb. Jan. 27- Feb. Sea- Sea- Total 
3-9, Feb. 2 4-10, son to son to Last 
1924 1924 1923 Feb. 9 Feb. 10 Season 
Apples (western states)— 
"EUEEL,  wsc-0.¢.0'00%hn 1,381 *1,456 910 *53,800 39,795 46,282 
Apples (eastern states)— 
Teter: b.~ Bese 781 881 787 56,911 58,122 65,985 
Cabbage (old crop)— 
c.g Sieh ete 432 580 523 34,243 39,356 41,327 
Cabbage (new crop)— 
., eer 430 329 154 1,657 649 34,243 
Cauliflower— 
_) are 263 271 85 2,491 2,824 4,616 
Celery (old crop)— 
MONET ebesevese 69 88 172 15,990 14,260 14,921 
Celery (new crop)— 
_. | i aeepece 8 287 333 1,911 1,160 6,398 
Grapefruit— 
EE 481 535 +e 9,939 os 17,113 
Lemons— 
ee oe 138. 117 aad 2,594 se 8,194 
Lettuce— 
ri. eee eee 808 699 600 9,189 7,106 27,653 
Mixed Vegetables— 
ee: 481 413 313 2,555 2,041 23,782 
Oranges— 
Sr erneree 1,965 1,592 se 27,222 ss 67,947 
Onions— 
ao eer 433 *511 364 *23,834 26,824 29,759 
Spinach— 
_ eas 271 245 222 3,023 2,788 7,340 
Strawberries— 
Pe. ae 49 50 114 260 289 17,896 
Sweet Potatoes— 
cee 204 186 368 12,583 16,778 21,564 
Tomatoes— 
TOR: was <tc 230 236 184 966 450 23,654 
Summary Potatoes— , 
Leading Sec- 
tions, late crop.3,864 5,129 3,511 117,664 115,251 186,035 
Other Sections, 
late crop ..... 94 112 58 14,311 25,679 27,170 
Early crop ... 10 7 1 33,191 40,904 40,923 
| 3,968 5,248 3,570 165,166 181,834 254,128 


** Unavailable. 


CLASSIFICATION OF LAUNDRY 


Reclassification of laundry shipments by express is sought 
in Docket 15450, heard before Examiner Butler at Chicago, 
February 13. The complaint, filed by the Laundry Owners’ 
National Association, against the American Railway WPxpress, 
alleges thatthe official express classification and rates and 
charges resulting therefrom, applied to laundry in baskets or 
hampers, are unjust, unreasonable, discriminatory and prefer- 
ential of other commodities, and that the existing express classi- 
fication of laundry constitutes an unreasonable practice in vio- 
lation of sections 1, 2, and 3, of th e act. : 

C. F. Bliss, president of the Peerless Steam Laundry, Chi- 
cago, and a member of the committee appointed by the Laundry 
Owners’ Association to investigate shipping conditions, appear- 
ing for the complainant, offered a statement showing the growth 
and change of the laundry business, beginning in 1849 and 
emphasizing the change in: the character of apparel handled 
about 1912, which necessitated heavier shipments by express. 
He testified that, with the total increases in express rates tak- 
ing place since 1914 (49 per cent) the laundry owners were 
forced to operate their shipping business, in the majority of 
instances, at a loss. 

Counsel for the complainant, Joseph C. Colquitt, introduced 
exhibits, intended to show the decline of the laundry shipping 
business between 1913 and 1922. . 

H. O. Bernbloch, president of the Waterloo (Ia.) Business 
Laundry, testified that the average weight of his baskets was 
85 pounds, the average distance traveled was 75 miles, the 
average express charge $2.60, the average laundry charge $5.63. 
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1,170 
),923 


4,128 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and _ similar 
matters. 


3. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


RAFFIC WORL 


== TRAFFIC BULLETIN a. 











which is, in itself the most com- 
plete and prompt traffic news 
service available. , 








Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Hil. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 
Feb. 13 Feb. 21 Feb. 22 
Feb. 23. Feb. 26 Feb. 28 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
Feb. 23. Feb. 25 
Mar. 4 Mar. 6 


THEREAFTER EVERY WEEK 


‘Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco Feb. 19 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Me ace les, Calif. 


7 Fwd. & 
Engineers Bide. 
142 So. Clark Street 


NAWSCO LINES 


recur INTERCOASTAL | ‘service 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


and 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND — 


PORTLAND 
ASTORIA 
SEATTLE 


TACOMA 
VANCOUVER © 


Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 

NEW YORK: 11 Meore St. BALTIMORE: American Bidg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 

CHICAGO Representative: R. W. CMO. er oeeee 


| THE ROBERT DOLLAR COMPANY 
Pacific Coast Ports 
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He said his shipping business had shown an appreciable de- 
cline in financial return within the iast few years. 

Other witnesses for the complainant were H. C. Adam, 
owner of the White Star Steam laundry, Lynchburg, Va., and 
K. A. Allen, president of the Virginia Laundry Company in 
the same city. They testified in effect much the same as Mr. 
Bernbloch. 

Mr. Colquitt contended that, whereas there was a regularity 
of forward and back movement of laundry, alleviating the han- 
dling of empty containers, which was necessary in the case of 
bread, a second class rdte commodity, and whereas laundry 
shipping had become a necessary service for public good, and, 
because of the neglible danger of damage, laundry shipments 
could very well, with benefit to both the express company and 
the laundries, be reclassified, removing them from first class, 
or merchandise rates, and giving them second class commodity 
rates. 

J. E. Cronin, assistant to the vice-president in charge of 
traffic of the American Railway Express Company, appeared for 
the defendant. Under examination by J. H. Moores, assistant 
general counsel for the American Railway Express, Mr. Cronin 
explained the methods of express classification, stating that, 
for the expeditious handling of the vast volume of shipping 
in the quickest possible time, two classes of rates were formed. 
In the second class were articles of food and drink and com- 
modities closely related thereto; everything else was placed 
under first class rate charges. 

Mr. Cronin explained the two divisions of first class, pack- 
age rates and pound rates, the latter being the lower charge, 
and the rate in effect on laundry shipments. As an example 
he took a $1 rate as a basis. In the case of the package rate 
there is a terminal charge of 35 cents deducted, leaving 65 cents, 
which is multiplied by the weight of the package—say, 50 
pounds—ziving, in this instance, 32 cents, to which the terminal 
charge is added back, resulting in a charge of 67 cents. On 
the pound rate plan, there would be a straight charge, in this 
same case, of 50 cents. 

Mr. Cronin introduced exhibits to show that charges by the 
pound rate were cheaper, after the first 50 miles traveled, than 
parcel post. He also showed the saving, based on laundry ship- 
ments at 46 points throughout the country in one week of 
January, 1924, of the pound rate over the package rate. 

Mr. Moores, counsel for the defendant, contended that 
laundry could in no way be considered food and drink and 
that it was in competition with no second class rate commodity. 
He brought out by direct examination of Mr. Cronin, that the 
feature of regularity and volume of the laundry was surpassed 
by film shipments and by dyers’ and cleaners’ packages, two 
things having a backward and forward movement and being 
charged first class package rates. 

In the matter of relieving the express company of pick-up 
and delivery business—something which the complainant con- 
tended that laundry owners did, thereby effecting a saving for 
the express company—Mr. Moores brought out by cross exam- 
ination that it was to the advantage of the laundry men to 
conduct their own pick up and delivery service, and he elicited 
the admission from the complainant’s witnesses that the express 
company was willing to perform that service. 

He concluded that, there being no competition and because 
the laundry shipments were already receiving the benefits of the 
pound rate, there was no discrimination and that the classifica- 
tion and charges were just. 


RATES ON PEANUTS 


Rates on peanuts as compared with the rates on peanut 
oil from points of origin in the southeastern growing territory 
to points in the central states, are attacked in Docket 15410, 
heard before Examiner T. John Butler at Chicago, February 
14 and 15. The complaint, filed by the United Fig and Date 
Company et al., against the Alabama Great Southern et al., 
charged that the present rates were unjust and discriminatory 
and asked a just and reasonable rate, preferably a joint through 
rate in place of the combination rate now in effect from points 
of origin to points of crossing on the Ohio River and from 
there to points of destination in official and western territories. 
Reparation on shipments of peanuts between Nov. 15, 1921, 
and Nov. 15, 1922, were asked. 

There were two petitions of interveners filed, one by the 
Crackerjack Company, the other by the Kelly Company, both 
incorporating in their pleas the complaint as filed in Docket 
15410. 

The first day of the hearing was spent in presenting wit- 
nesses for the complainant, whose testimony was taken to show 
that between Nov. 15, 1921, and Nov. 15, 1922, each of the cor- 
porations joined in the complaint bought cars of peanuts whose 
shipment originated in the southeastern territory; that they 
paid all the freight; that none was recharged; that the cars 
were shipped f. o. b. shipping point; and that, in event of repara- 
tion being awarded, these corporations would be the only ones 
to receive any of it. 


Mathis Perz, appearing for the complainant, introduced ex- 
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hibits of comparisons of the rates on peanuts and peanut oil, 
intended to show that the disparity between the two was largely 
unfavorable to transportation of peanuts and that the rates 
were further unreasonable and discriminatory. 

From Birmingham, Ala., prior to November 5, 1921, to Chi- 
cago the rate on peanuts was 88 cents as against 43% cents 
on peanut oil. From Atlanta, Ga., there was a charge of 90% 
cents compared with 50 cents. From other points in the south- 
east, shown in his exhibits, there was a like disparity. 

Mr. Perz also compared the ton-mile earnings on the two 
products. In one case, from Andulusia, Ala., the through earn- 
ings per ton-mile to Chicago were 11.4 mills on peanut oil, while 
the ton-mile earnings to the Ohio River were 12.3 mills. On pea- 
nuts the earnings, respectively, were 17.5 mills through to 
Chicago, and 21 mills to the river. This is an unequitable re- 
turn, according to Mr. Perz’s contention. 

He also testified that at one time the Illinois Central offered 
to give reparation within the limits of the rate reductions of 
November 5, 1921, and January 20, 1922, and July 1, 1922, but 
that part of the offer was later withdrawn. 

F. Becker, traffic manager of the United Fig and Date 
Company, offered exhibits showing the relative movements of 
peanuts and peanut oil from southeastern territory. It was 
shown, in one instance, that from the Virginia-Carolina section, 
between October 29, 1922, and October 28, 1923, the tonnage of 
peanuts was approximately 120,000,000 as against 736,784 of pea- 
nut oil. 

Mr. Becker further testified that the demand for peanuts 
had greatly increased in the last few years, owing to more 
peanut butter being manufacturer and about three times the 
quantity of salted peanuts, and also because of the duty on 
oriental peanuts. 

In his conclusions, Mr. Becker expressed the opinion that 
the rates on peanuts in the southeast were undeveloped, being 
made on much the same basis as when the general rate re- 
vision took place in 1916. He pointed out that in Docket 15358, 
dealing with rates on peanut oil in the southwest, a relationship 
of 9/8 was established, or a rate on peanuts of % higher than 
on peanut oil. 


ORIENT DIVISIONS CASE 
The Trafic World Washington Bureau 


J. Carter Fort and P. J. Farrell, attorneys for the Commis- 
sion, in a brief filed in the Supreme Court of the United States 
to support the appeal taken by the Commission and the United 
States from the decree of the three-judge court for the district 
of Kansas, vigorously denied the grounds on which the lower 
court issued its permanent injunction in No. 456, the United 
States of America and Interstate Commerce Commission vs. 
Abilene & Southern et al., the Orient divisions case. The prin- 
cipal grounds were that the question of the reasonableness of 
the divisions paid to the Orient by its connections were not in 
issue before the Commission, that the regulating body consid- 
ered the financial needs of the Orient more than anything else, 
that the order was arbitrary because the divisions of other 
carriers were not considered, that it was beyond the Commis- 
sion’s authority to prescribe divisions for the: Orient without, at 
the same time, prescribing those of other carriers, and, finally 
that the order was confiscatory. In addition, the carriers made 
a point of the fact that the Commission considered the annual 
reports of the respondent carriers without having had the parts 
to be considered put into the record. 

The action of the Commission was defended on the brond 
ground that the transportation act contemplated the considera- 
tion of the financial needs of the carriers, that reports to the 
Commission were to be used by it in cases, and that the order 
did not rest solely upon the financial needs of the Orient, but 
in part upon testimony tending to show the divisions to the 
Orient were unjust. On the subject of confiscation and the public 
interest in the Orient their brief says: 

Appellees produced no evidence whatever before the court to 
prove confiscation. It has never been the practice to set aside as 
confiscatory rates made by a commission except in cases where 
full and convincing proof has been offered to the court, irected to 
the specific rates which the commission has prescribed. (It woul 
be an extraordinary extension, or rather reversal, of the policy 0 
the courts toward commission-made rates for a court, in the ab- 
sence of the introduction of any proof at all, to infer confiscation 
merely from the evidence which had been presented to the: Commis- 
sion, unless, of course, the specific issue of confiscation had os 
fully covered in the presentation to the Commission. But the recess 
before the Commission shows that the issue was not covered in the 
presentation to the Commission, There also appellees failed to bes 
any proof whatever and failed also to avail themselves of a furt pes 
opportunity to offer proof by asking the Commission as a whole 
reconsider the action of Divsiion 4. 

If it be said that the record shows that in certain instances the 
ton-mile revenue which certain appellees will receive on the specific 
freight traffic handled will be less than their operating costs a 
equated ton-mile on their entire freight and passenger traffic handled, 
the answer is that a confiscation case could not possibly stand “ 
any such proof alone. The presumption relative to the validity p 
the Commission’s oo could not be thus overcome; there would be 

any missing links. 
too dl it 4 said such a result proves that the Commission 
had no right to consider the relative equated ton-mile costs on in 
traffic on the Orient and on its respective connections as bearing 





February 16, 1924 THE TRAFFIC WORLD 


Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 


*f 


Wharfage and Dockage cuntines 
WHARF 


Free Stores Has Direct 
Customs Bonded Stores With Union 
Internal Revenue Bonded Stores Ronen 


14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 











438 THE TRAFFIC WORLD 


on the comparative reasonableness of the divisions to the Orient 
and its connections, the answer is that such a subquestion confuses 
two fundamentally different subject matters. The suggestion is 
equivalent to saying that no evidence is sufficient to sustain a find- 
ing as to reasonableness of divisions unless it is so full, complete, 
and specific as to supply a definite answer to the question of con- 
fiscation if that question be subsequently raised. The suggestion 
ignores the well-established distinction that any substantial evidence, 
which would justly appeal to an expert rate-making tribunal, will 
sustain an order of the Commission; while only complete and con- 
vincing evidence, negativing all reasonable doubts, is sufficient to 
justify a court in overthrowing an order of the Commission as 
confiscatory. Such suggestion overlooks the distinction between that 
evidence which supplemented by yrescnerane in favor of a commis- 
sion’s order will sustain that order, and evidence which will over- 
come all presumptions in favor of a commission’s order and show 
the order to be confiscatory. 

This further thought deserves consideration: The traffic moving 
between the Orient and points on appellees’ lines is important to 
the public. That traffic should continue to move. It is desirable that 
the joint rate should pay the joint costs, and if possible a fair return 
as well. If the rate is not sufficiently high to do this, the matter 
may be presented to the Commission to see whether the joint rate 
may be raised. But unless and until that is done, is there any 
reason why the burden of transportation at less than full pro 
rata cost should fall on the Orient rather than on its connections? 
It is more in the public interest that it should sustain losses of 
this character than that they should do so? Is not such a broad 
question of comparative burden oer such a question as is sub- 
mitted to the discretion of the Commission by section 15 (6)? The 
evidence before the Commission threw substantial light on the 
question of comparative reasonableness. Certainly it did not even 
approach a showing of confiscation in the constitutional sense, even 
if the court were to look solely at the interests of the Orient’s con- 
nections and disregard entirely the status of the Orient, 

We submit that a careful review of the proceedings before the 
Commission shows that the Commission made a reasonable investi- 
gation ‘‘which * * * fitted the subject to be investigated;’’ that it 
dealt with the question before it in a ratinoal, practical fashion; 
that its order will work substantial justice and is safeguarded in 
every possible manner to avoid minor incidental injustices and to 
provide remedies by which such injustices, if any should develop, 
ean be remedied. 


CLINCHFIELD LEASE CONDITIONS 


The Trafic World Washington Bureau 


The Commission has asked all persons who have intervened 
or filed appearances in the case created by the application of the 
Atlantic Coast Line and the Louisville & Nashville for authority 
to acquire the properties of the Carolina, Clinchfield & Ohio, 
the Carolina, Clinchfield & Ohio Railway of South Carolina and 
the Clinchfield Northern of Kentucky to file views within fif- 
teen days regarding the arrangement to be sanctioned and re- 
quired in case the decision of the Commission is favorable to 
the acquisition of control “upon terms and conditions that will 


safeguard all interests.” The request of the Commission fol- 
lows: 


In order to expedite final disposition of this proceeding, it is re- 
quested that within fifteen days from the date hereof views be 
presented regarding the arrangement to be sanctioned and, required 
in case the decision of the Commission is favorable to acqtisition of 
control of the Carolina, Clinchfield & Ohio Railway and it subsidi- 
aries by the Atlantic Coast Line Railroad and the Louisville & Nash- 
ville Railroad Companies upon terms and conditions that will safe- 
guard all interests. Specific consideration should be given to the 
authorization of control by the applicants of the Carolina, Clinch- 
field & Ohio Railway and its subsidiaries by lease for a. term of 
999 years from May 11, 1923, subject to the following conditions: 

(1) The applicants shall maintain the Carolina, Clinchfield & 
Ohio Railway as a separate corporate entity and shall establish and 
maintain a separate organization for the combined properties of that 
company and its subsidiaries so that the three companies shall con- 


stitute a separate operating unit with a responsible management di-. 


rectly in charge of the operations of such properties. 

(2) The Louisville & Nashville Railroad Company shall, within 
six months after the date hereof, file with the Commission its applica- 
tion under paragraph phd f of section 1 of the interstate commerce 
act for a certificate of public convenience and necessity to construct 
the proposed connections between its McRoberts line and its Harlan 
County branch on the one hand, and the. Clinchfield on the other 
and, in the event it proposes to acquire existing lines for use as part 
of such connections, under such other provisions of the act as are 
pertinent; and shall, if in such proceeding it is found that the 
present or future public convenience and neceSsity require or will re- 
quire the construction of either or both such connections, proceed 
with such construction in accordance with the terms of.the certificate 
issued in such proceeding. . 

(3) Existing routes and channels of trade and commerce here- 
tofore established by other carriers in connection with the Clinch- 
field shall be preserved, existing terers for the interchange of 
traffic with such other carriers shall be maintained, and the present 
neutrality of handling traffic inbound and outbound by the Carolina, 
Clinchfield & Ohio Railway and its subsidiary, the Carolina, Clinch- 
field & Ohio Railway of South Carolina, shall be continued so as 
to permit equal opportunity for service to and from all. connecting 
lines reached by the line of the Clinchfield Companies without dis- 
crimination as to routing or movement of traffic which is competitive 
with traffic of the applicants, or either of them, and without dis- 
Se against such competitive traffic in arrangement of scehd- 
ules. 

(4) The applicant shall permit the line of the Clinchfield and 
its subsidiaries to be used as a link for through traffic, via existing 
gateways of interchange, or via such gateways as may hereafter 
be established under authority of the Commission by means of the 
connecting lines which the Louisville & Nashville Railroad Com- 
pany proposes tc build, equally available to such other carriers, now 
connecting, or which may hereafter connect, with the line of the 
Clinchfield and its subsidiaries, as may desire to participate in 
through routes and joint rates between ints in territory north and 
west of the line of the Clinchfleld and points at and beyond the 
Ohio River on the one hand and points in the southeastern territory 
on the other, under divisions to be agreed upon by the applicants, 
or either of them, and/or the Clinchfield organization, on the one 
one hand, and by the other participating carrier or carriers on the 
other, which shall not discriminate ag to rates against such partici- 
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pating carrier or carriers as compared with the applicants, or either of 
them; the intention of this provision being that the line of the 
Clinchfield and its subsidiaries shall be maintained as an open route 
equally available to all carriers connecting with the Clinchfield fofr 
traffic between the points designated. 

(5) The Clinchfield shall accept, handle, and deliver all carg in- 
bound and outbound, loaded and empty, without discrimination in 
promptness or frequency of service between cars destined to or re- 
ceived from competing carriers, and irrespective of destination or 
or route of movement. 

(6) Whenever additional cars are required for outbound loading, 
because of inadequacy of available car supply on the Clinchfleld lines 
at any given time, for any cause, orders for such additional cars shall 
be accepted from the shipper by the local Clinchfield organization 
and by it peqmaty transmitted to the designated connecting line with. 
out discrimination, and all cars ordered by and delivered to the 
Clinchfield shall be promptly moved to the shippers by the Clinch- 
field without discrimination on account of the proposed route. 

(7) It shall be expressly provided by the lease, as executed, that 
no securities shall be issued by the !essors, or any of them, except 
with our approval where such approval is required under the pro- 
visions of section 20a of the interstate commerce act; and that the 
par value of stock and/or the principal amount of bonds or other 
securities issued to refund maturing obligations or to reimburse the 
lessees for expenditures made as provided in the lease, shall not on 
the one hand exceed the principal amount of the securities refunded, 
and on the other the amount of actual expenditure for additions, bet- 
terments, extensions or improvements properly chargeable under our 
accounting classification to capital account. 

(8) The proposed lease when executed shall contain a provision 
that the same shall become null and void and of no effect whenever 
the Commission shall find that the control, acquisition of which is 
approved and authorized by this order, interferes with the consum- 
mation of the complete plan of consolidation adopted and published 
under the provisions of section 5 of the interstate commerce act, 

(9) The control herein authorized by lease shall be held subject 
to termination by order of the Commission if and when found by the 
Commission to interfere with the consummation of its complete plan 
of consolidation ‘under the provisions of section 5 of the interstate 
commerce act, and for this purpose the Commission will reserve full 
jurisdiction over the case to make such order or orders as, after 
hearing, it may deem to be necessary and appropriate. 

(10) This proceeding may be reopened at any time by order of 
the Commission either upon the initiative of the Commission, or, in 
the discretion of the Commission, upon the motion of any person 
claiming an interest in the matter, for the purpose of making such 
orders as the Commission may deem necessary or appropriate supple- 
mentary to the present order. 

It should be clearly understood that the Commission has taken no 
definite position regarding the proposed conditions. Interested parties 
may file briefs up to March 1, 1924. Is oral argument before the Com- 
mission desired? 


TRAFFIC CLUBS 


_ Bag following list of traffic clubs will be published from time 
e. 


We ask that readers notify us of any errors or of any 


ehanges or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (O.) Traffic Association, H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres.; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; BD. R. 
Johnson, Secy. 

Baltimore—Trafiic Club of Baltimore, H. A. Thoman, Pres.; 
C. C. Kailer, Secy. “ 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; C. E. Jones, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. BE. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 


Canton, O.—Stark County, Ohio, Traffic Club. | A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. K. Fleming, Pres.; E. 8. Buck 
master, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R. 
BH. Smith, Chairman; C. G. Fredericks, Secy. 
Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Mormaa,’ 
Secy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. ‘ 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres. 
M. T. Otto, Secy.-Treas. 
7 Dallas Traffic Club. Julian Nance, Pres.;A. J. Stone, Sey» 
reas. 4 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres. 
M. M. Cooper, Secy. i, 

Des Moines Traffic Club. W. I. Laird, Pres.; BE. J. Hee 
Secy. 

Denver Traffic Club. J. C. North, Pres.; C. B. Rader, 8e7: 
and Treas. ; 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres: 
C. J. Hotchkiss, Secy.-Treas. 
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Detroit Transportation Club. P. J. Findlay, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. B. F. Liffleton, Pres.; C. W.. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club, H. P. Cornick, 
Pres.; W. H. Orr, Secy.-Treas. 

Flint, Mich., Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—Traffiic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club, F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C, Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, [ll—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 
js Houston Traffic Club. 8S. G. Reed, Pres.; A. R. Canfield, 
ecy. 

indianapolis.—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 


Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
good, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. 
low, Secy. 


Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 
Rose, Secy.-Treas. 


Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 


Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 


Louisville Transportation Club. J. D. Marney, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 


Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 


yp Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
ecy. 


Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 


Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 


Nashville, Tenn.—The Traffic Club of Nashville. R. D. 
Herbert, Pres.; Earl Roach, Secy. 


Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 
New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 


‘ New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce, E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E. H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y. Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferret, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Helms, 
Pres.; E. E. Ellis, Secy. 


Oklahoma City Traffic Club. L. W. Price, Pres.; L. M. 
Voss, Secy.-Treas. 


Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 


Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. BE. Cox, 
Secy.-Treas. 


Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed. Secy. 


Peoria Transportation Club. N. M. Love, Pres.; O. B. Eddy, 
Secy.-Treas. 


Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 


Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 


G. E. Hazen, Pres.; C. H. Wins- 
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Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 
Secy. 

Pittsburgh Traffie and Transportation Association. R. F, 
Heil, Pres. 2 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H, H. Keck, Preg,; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I1.—Traffic Club of the Providence Chamber 
of Commerce, A. E. Paddock, Chairman; BE. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. 
St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. C. EB. Elmquist, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr, 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. C. Fitch, Pres; 
E. A. Senneff, Secy. ; 

San Francisco.—Pacific Traffic Association. W. O. Banks, 
Pres.; J. H. Todd, Secy. 

Savannah (Ga.) Traffic Club. T. E. Grady, Pres.; M. B, 
Nickols, Secy. P 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. H. A. Noble, Pres; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. -Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 


Troy, N. ¥.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R, R. Trimble, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar 
rigrand, Secy. and Treas. 

Waco Traffic Club. ~R. L. Goebel, Pres.; J. D. Hughett, Secy. 
Treas. 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, vres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. F. E. Walling, Pres.;,K. C. Parkhurst, 
Secy. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres. 
P. B. Wait, Secy.-Treas. 


DENIES AUTHORITY TO ISSUE BONDS 


The Commission has denied an application of the Hampton 
& Branchville Railroad & Lumber Company for authority to 
issue $150,000 of general mortgage 6 per cent gold bonds. The 
applicant operates a railroad about 24 miles long from Hamp 
ton to Smoaks, S. C. It proposed to use $45,000 of the proceeds 
from the sale of the bonds to ‘retire notes of that amount. 
The notes were part of an issue of $75,000 of notes given 0 
former owners of the property. The report said the applican 
had explained the execution and delivery of the notes as a 
distribution of corporate surplus. The Commission said the 
evidence failed to establish satisfactorily that the notes w= 
a legal obligation of the applicant or were issued as a prope 
dividend under the circumstances, and that as that part at 
the application requesting authority to issue bonds in re 
of additions and betterments and equipment was dependen 
upon the retirement of the notes and the cancellation 0 - 
mortgage securing them, the applicant would not be author 
to issue any of the bonds requested. Commissioner P0 
dissented, but did not write a dissenting opinion. 
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Interior of Claremont 
Terminal Storage 
Warehouse and 

Pier, New York 


CLAREMONT TERMINAL 


For Storage-in-Transit at New York 


CLAREMONT TERMINAL, the Lehigh _ reached by Lehigh Valley Railroad and con- 
Valley Railroad’s new rail and water terminal nections. 
at Jersey City, directly on New York Bay, has 
every facility for the efficient handling and 
storage-in-transit of import, export and domes- } 
tic freight. 







Claremont Terminal Pier, two-thirds of a 
mile long, with a water draft of 35 feet along- 
‘{ side, provides free berthing space for the 
‘i, largest vessels afloat. It is equipped with 
; ample team tracks, a 30-ton traveling crane, 
ore unloaders and other facilities, for the ex- 
peditious movement of freight from vessels 
to cars and vice versa. 




















A steel, concrete and wire-glass warehouse, 
with a 600 carload capacity, provides modern, 
fireproof storage accommodation at the lowest ¥ 
insurance in New York Harbor, with the ¥¥ 
added advantage of direct-to-car loading and 
prompt transportation to all destinations 


The Terminal is accessible over well-paved 
thoroughfares from all the Hudson River Fer- 
ries, as well as from Newark, Bayonne, etc. 








Detailed information regarding Claremont Terminal, storage-in-transit privi- 
leges, etc., may be had from Lehigh Valley representatives in principal 


cities; or from M. J. Ormond, General Eastern Freight Agent, 143 Liberty 
St., New York. 


Lehigh Valley _ 
Railroad 


- The Route of The Black Diamond - 
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‘Digest of New Complaints 


No, 15177, Sub. No. 1. The Texas Pipe Line Co., Houston, Tex., vs. 
Louisiana & North West et al. 

Unjust and unreasonable rates on wrought iron or steel pipe 
from Electra, Tex., to Hainesville, La., and unjust and unreason- 
able rates on wrought iron or steel pipe fittings from Houston and 
Clinton, Tex., to Hainesville, La. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 15534, Sub. No. 9. Northern,Grain & Warehouse Co., Portland, 
Ore., vs. Oregon Short Line. 

Unjust, unreasonable and excessive rates on shipments of wheat 

from points in Idaho to Ogden, Utah, to the extent that they ex- 


ceeded the rates prescribed in No. 12929, 64 I. C. C. 85-107. Asks 
reparation. 


No. 15534, Sub. No. 17. Northern Grain & Warehouse Co., Portland, 
Ore., vs. Oregon Trunk et al. 
Unjust and unreasonable charges on shipments of wheat from 
Maupin, Culver, Metolius and Madras, Ore., to Portland, Ore. 
Asks reparation. 


No. 15534, Sub. No. 10. .Same vs. Oregon-Washington Railroad & 
Navigation Co. 

Same complaint and prayer as to shipments of wheat from 
points in Washington to Portland, Ore. 

No. 15534, Sub. No. 11. Same vs. Great Northern. 

Same complaint and prayer as to shipments of wheat from 
points in Montana to Seattle and on oats from Great Falls, Mont., 
to Seattle. 

No, 15534, Sub. No. 12. Same vs. Northern Pacific. 

Same complaint and prayer as to shipments of wheat from 
points in Montana, Oregon and Idaho to Seattle, Tacoma, Minne- 
apolis and South Tacoma, Wash., and on barley from Clyde Park, 
Mont., to Seattle. 


No. 15534, Sub. No, 13. Same vs. C. M. & St. P. 
Same complaint and prayer as to shipments of wheat from 
points in Idaho and Montana to Seattle. 


No. 15534, Sub. No. 14. Same vs. Oregon-Washington Railroad & 
Navigation Company et al. 
Same complaint and prayer as to shipments of wheat from 
points in Oregon and Idaho to Tacoma and Seattle. 


No. 15534, Sub. No. 15. Same vs. Spokane, Portland & Seattle. 
Same complaint and prayer on shipments of wheat from points 
in Washington to Portland, Ore. 
No. 15534, Sub. No. 16. Same vs. Northern Pacific et al. 
Same complaint and prayer on shipments of wheat from points 
in — and Oregon to Portland, Ore., and Vancouver, 
ash. 


No. 15584. Sinclair Refining Co. et al., Chicago, Ill., vs. Ahnapee 
and Western et al. 

Unjust, unreasonable, preferential and prejudicial 
troleum and its products from Kansas City (Argefftine), Kan- 
sas, to all points of destination to which rates are named in 
Agent Boyd’s tariff No. 90-C and constituting what may be gen- 
erally characterized as western trunk line territory. Asks cease 
and desist order and just, reasonable and non-prejudicial rates. 


No, 15585. Miller Petroleum Co., et al., Kansas City, Mo., vs. Santa 


Fe et al. 

Unjust, unreasonable, preferential, prejudicial and discrimin- 
atory rates and charges on petroleum products from points within 
the state of Kansas (Group 2) to points in western trunk line 
phe nad Asks cease and desist order and reasonable and non- 

na 


discriminatory rates. 


No. 15586. pnsem Tripoli Co., Seneca, Mo., vs. Ahnapee & West- 
ern et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on tripoli from Seneca, Mo., to points in western trunk 
line territory, central freight association territory, Canadian terri- 
tory and eastern trunk line territory. Asks cease and desist 
order, just and reasonable joint through, proportional, combina- 
tion, or other rates, 


No. hap $ Arkadelphia Milling Co., Arkadelphia, Ark., vs. Missouri 
Pacific. 

Alleges that defendant refused to comply with I. C. C. Order 
of October 20, 1921, in No. 12929 requiring reduction in rates on 
grain and grain products between points in the western and 
Mountain Pacific groups as to shipments that moved in the 
pousee from October 21, 1921, to January 1, 1922. Asks repara- 
tion. 


No. 15588. Milne Lumber Co., St. Louis, Mo., vs. Southern et al. 

Alege charges collected on shipment of yellow _ lumber 
from Henry’s Siding, Fla., consigned to Louisville, Ky., and re- 
consigned to Chicago, reshipped to Cudahy, Wis., were in vio- 
lation of section 6, and defendant’s reconsigning and demurrage 
tariff. Asks reparation. 

No. 15589. The St. Anthony & Dakota Elevator Co., Minneapolis, Minn., 
vs. Denver & Salt Lake et al. 

Unjust and unreasonable rates on carload of nut coal from 
Mt. Harris, Colo., to Dixon, Neb. Asks reparation. 

No. 15590. Skinner Manufacturing Co., Omaha, Neb., vs. Atlanta & 
‘West Peint et al. 

Excessive, unjust, unreasonable, burdensome, predusictel, dis- 
advantageous and preferential rates on macaroni products from 
Omaha, Neb., to various interstate destinations. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 15591. Colgate & Co., Jersey City, N. J., vs. Pennsylvania et al. 

Unjust, unreasonable rates, in violation of the long-and-short- 
haul clause, on carload and less-carload shipments of soap, soap 
powder, cleaning compounds and analogous articles taking the 
soap rate, from Jersey City, N. J., to points in West Virginia 
and Mal at on the Norfolk & Western. Asks reparation. 

No. Be we Petroleum Company, Bartlesvile, Okla., vs. Santa 

e, et al. 

Unjust and unreasonable rates on wrought iron and steel pipe 
from points in Oklahoma to points in Kansas and from ints in 
Kansas to points in Oklahoma. Asks just and reasonable single 
and joint-line rates and reparation. 

No. 15593. The Orford Soap Co., Inc., New York, N. Y., vs. Boston & 
Maine et al, 

Unjust and unreasonable rate of 28% cents on feldspar from 
Keene, N. H., to Manchester, Conn. Asks reparation. 

No. 15694. The Hutchinson Paper Co., Hutchinson, Kan., vs. Texas 
& New Orleans et al. 


ates on pe- 
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Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on wrapping paper from Orange, Tex., to Hutchinson, Kan. 
— cease and desist order, just and reasonable rates, and repa- 
ration. 

No. 15595. Chevrolet Motor Co. of St. Louis et al. vs. B. & O. et al. 

Unjust and unreasonable rates, in violation of section 6, on 
automobile bow sockets from Pontiac, Mich., to Tarrytown, N. 
Y., St. Louis, Mo., Janesville, Wis., and Norwood, Ohio, Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 15595, Sub. No. 1. Same et al. vs. Same et al. 

Same complaint and prayer as to’ shipments of automobile bow 
sockets from Binghamton, N. Y., and Cortland, N. Y., to Flint, 
Mich., St. Louis, Mo., Janesville, 'Wis., and Norwood, Ohio. 

No. 15596. Buckley Brothers, Newton, Miss., vs, Alabama & Vicks- 
burg et al. 

Unjust afid unreasonable rates on sugar, in carload lots, from 
New Orleans and points taking the same rates to Newton, Miss. 
Asks cease and desist order, rate not in excess of 27 cents per 
100 pounds, and reparation. 

No. 15596, Sub. No. 1. Delta Grocery & Cotton Co., Clarksdale, Miss., 
vs. L. & N. et al. 

Unjust and unreasonable rates on sugar, in carload lots, from 
New Orleans and points taking the same rates to Clarksdale, Tut- 
wiler and Friars Point, Miss. Asks cease and desist order, rate 
of 34 cents per 100 pounds, and reparation. 

No. 15599, The Jacob Vossler Co. et al., Cincinnati, O., vs. Elgin, 
Joliet & Eastern et al. 

Unreasonable rates, in violation of section 4, on canned vege- 
tables and condensed milk from points in Wisconsin to Cincinnati, 
O. Asks reparation. 

No. es eae & Son et al., Anderson, Ind., vs. C. C. C. & St. 

. et al. 

Unjust, unreasonable rates, in violation of section 4, on coal 
from points of origin in the so-called Crescent groups of mines to 
Anderson, Ind. Asks cease and desist order, just and reasonable 


rates, and reparation. 
No. 15600, Sub. No. 1. M. J. McGuff Coal & Builders’ Supply Co., 
Muncie, Ind., vs. C. C. C. & St. L. et al. 
‘ — complaint and prayer as to shipments of coal to Muncie, 
nd. 
No. 15600, Sub. No. 2. Yorktown Lumber Co, et al., Yorktown, Ind., 
vs. C. C. C. & St. L. et al. 
Same complaint and prayer as to rates on coal to Yorktown, Ind. 
No. 15600, Sub. No. 3. Shoemaker Grain Co., Daleville, Ind., vs. C. C. 
Cc. & St. L. et al. 
_— complaint and prayer as to shipments of coal to Daleville, 


n 
No. 15600, Sub. No. 4. City Ice & Cold Storage Co., Muncie, Ind., vs. 
Lake Erie & Western et al. 


2 Same complaint and prayer as to shipments om coal to Muncie, 
n 


d. 

No. es , Sub. No. 5. Domestic Coal Co., Muncie, Ind., vs. C. & O. 
e 5 

4 ’ complaint and prayer as to shipments of coal to Muncie, 

nd. 

No. 15600, Sub. No. 6 M. J. McGuff Coal & Builders’ Supply Co., 
Muncie, Ind., vs, C. & O. et al. 
: ae complaint and prayer as to shipments of coal to Muncie, 
nd. 

No. 15600, Sub. No. 7. Domestic Coal Co., Muncie, Ind., vs. C. C. C. 
& St. L. et al. 


Same complaint and prayer as to shipments of coal to Muncie 
and Yorktown, Ind. 


No. 15600, Sub. No. 8& Domestic Coal Co., Muncie, Ind., vs. Pa. et al. 
Same complaint and prayer as to shipments of coal to Muncie, 


Ind. 
No. oa a No. 9. Warren Elevator Co., Warren, Ind., vs. C. & 

. ot al. 

. — complaint and prayer as to shipments of coa! to Warren, 
nd. 

No. 15601. J. W. Patterson Commission Co. et al, Atlanta, Ga., vs. 
Central of Georgia et al. 

Unjust, unreasonable and discriminatory rates on hogs from 
points in Georgia to Cincinnati, Louisville and points in Indiana 
and Ohio. Asks cease and desist order, just and reasonable rates 
and regulations, and reparation. 

No. 15602. D. R. Macdougall et al., Casper, Wyo., vs. C. B. & Q. 

Unjust and unreasonable rates, in violation of section 4, on ship- 
ments of shoes from Endicott, N. Y., and St. Louis, Mo., to Cas- 
per, Wyo., and on iron and steel articles from St. Louis, Mo., to 
Casper, Wyo. Asks just and reasonable rates. 

No. 15603. Douglas Oil Co., Tulsa, Okla., vs. Louisiana & North 
West et al. 

Unjust and unreasonable rates, in violation of section 4, on 
wrought iron pipe and oil well supplies from Haynesville, La., to 
Wellston, Okla. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. = Ryan Fruit Co., Seattle, Wash., vs. Director General, as 
agent. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on shipments of grapefruit from Largo, Fla., to Seattle, 
Wash. Asks reparation. 


CHANGE IN DOCKET | 


Argument in No. 14379, American Fiber Package Co. Di- 
vision, American Box Board Co. vs. C. & N. W. Ry. et al. 
assigned for February 14, at Washington, D. C., was postponed. 


AUTHORIZES CHANGE IN SALES PRICE 


The Commission has modified an order authorizing the 
Fonda, Johnstown & Gloversville Railroad Company to sell $300,- 
000 of bonds at not less than 65 per cent of par and accrued 
interest instead of 75 per cent as provided in the original order. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Santa Fe Railway's $5,000,000 Terminal 


g Building at Your requirements for the South- 


3 west can be fulfilled in any of its 


four Units. 
‘ Dallas, Texas 


UNIT 1. Nineteen story modern model finish office 
building and adjoining, ten story wholesale 
display rooms equipped for carrying small 


ge- stocks. 

ati, ° : 

St. located in UNIT2. BONDED PUBLIC WAREHOUSE. Occupied 
0a by —, = by hm tno iy. pe 
‘ble eneral warehousing, distribution and pool car 
Se t he heart service. Members American Warehouse- 


men’s Association and American Chain of 


° Warehouses. Approximately 275,000 square 
a of the city feet. 
Ind 
i UNIT 3. Cold storage warehouse for perishable prod- 


ucts—500,000 cubic feet capacity—Occupied 


vs. THE BUYERS’ by the Southern Ice & Utilities Co. 

icie, 

, 0. UNIT 4. To be occupied by National Distributors. 
cl, CENTER 


All Units connected by: five submerged railroad 
tracks entirely out of the way of surface operations 
acie, and interferences, through underground tubes. 










Le 

ncie Office Building and Showroom Unit completed Jan. 
oa 1, 1925. Cold Storage Unit Completed Sept. 1, 1924. 
ncie, Bonded Storage Warehouse Unit completed July 1, 
Cc. & 1924. 

rren 

vs. 
from 
Contract for space in any of its Units by applying to: 
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Cas- 

sae Southern Ice & Utilities Company, Dallas 
x Dallas Transfer Company, Dallas 
nable s e e . 

e Terminal Building Corporation of Dallas 
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- Docket of the Commission 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
jations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


February 18—Washington, D, C.—Examiner Pattison: 

Val, Dkt. No. 327—In re tentative valuation of the Great Northern 
Railway et al. (continued hearing). 

February 18—Chicago, Ill—Examiner Butler: 

1. and §. No, 1962 (and first supplemental order)—Terminal 
charges, privileges and allowances applicable on transconti- 
nental] traffic. (Further hearing.) 

February 18—Watertown, S. D.—Examiner Wagner: 

* Fourth Section Application No. 3400—Filed by C. B. & Q. R. R., 
relative to rates on coal from Illinois to points in Minnesota 
North Dakota, South Dakota, Iowa, 
(Further hearing.) 

February 18—Watertown, S. D.—Examiner Kephart: 

|. and S. No. 2007—Coal from Illinois, Indiana, Wisconsin and St. 
Louis, Mo., to Iowa, Minnesota, North Dakota and South Dakota. 

February 18—Argument at Washington, D. C.: 

14028—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 

14245—Jackson Traffic Bureau vs. A. & V. Ry. et al. 

Finance No. 2722—Abandonment fo line by Central New York South- 
ern Railroad Corporation. 

February 18—Washington, D, C.—Examiner Marchand: 

* Val. Dkt. No. 316—In re the tentative valuation of the property of 
the Akron Union Passenger Depot Company. 

February 18—Washington, D. C.—Examiner Sweet: 

Val. kt. No. 158—In re tentative valuation of the property of 
Muncie & Western R. R. Co. 

February 18—St. Louis, Mo.—Examiner Money: 

15279—St. Louis Live Stock Exchange vs. Wabash Ry. 


—— and James E. Manter, receivers, et al. vs. B. & O. R. R. 
et al. 


February 19—Chicago, Ill.—Examiner Butler: 
11672—Mason City Brick & Tile Co. vs. Director General, Santa Fe, 


et al. 
12708—Ballou Brick Company et al. vs. Santa Fe et al. 


February 19—Montgomery, Ala.—Examiner Cassidy: 
15407—Alabama-Georgia Syrup Company vs. A. C. L. R. R. et al. 
February 19—Washington, D. C.—Examiner Oberlin: 

Finance No. 3399—In the matter of the application of the Texas & 
Pacific Railway Co. and Missouri Pacific R. R. Co. for authority, 
among other things, for the issue of stocks and notes and the 
assumption of obligations, etc. 

February 19—Austin, Texas—Railroad Commission of Texas: 

Finance No. 3197—Construction of line by Waco, Beaumont, Trinity 
& Sabine Railway. 

February 19—Minneapolis, Minn.—Examiner Satterfield: 
15454—County of Becker, State of Minnesota, vs. Director General. 
February 19—Fort Worth, Texas—Examiner Howell: 
1. and S. No. 2011—Petroleum oil from Texas to Louisville, Ky., and 


Nebraska and Canada. 


related points. 


February 19—Argument at Washington, D. C.: 
13967_—The — of Commerce, Inc., of Lockport, N. Y., vs. N. Y. 
. R. R. et al. 
13664—Chevrolet Motor Company of California vs. Director-General, 
Cc. R. E. & P. et al. 
+ es Match Company vs. Director-General, N. Y. C. R. R. 


et al. 
14600—Diamond Match Company vs. Director-General, N. Y. C. 
R. R. et al. 

February 20—Washington, D. C.—Examiner Boles: 

* Finance No. 3426—In the matter of the application of the New Or- 
leans, Texas & Mexico Ry. for authority to acquire control, by 
purchase, of the entire outstanding capital stock of the Houston 
& Brazos Valley Ry. Co. 

February 20—St. Louis, Mo.—Examiner Money: 

I. and S. No. 2012—Trackage charges at St. Louis, Mo. 

February 20—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 320—In re tentative valuation of the Wisconsin and 
Michigan Railway Co. (continued hearing). 

February 20—Argument at Washington, D. C.: 

14342—Tidewater Coal Exchange, Inc., Howard Adams, 

February 20—Aberdeen, S. D.—Examiner Kephart: 

1. and S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 
February 21—Mason City, Ia.—Examiner Satterfield: 
15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 

February 21—Wichita Falls, Tex.—Examiner Howell: 

1. and S. No. 1994—Routing on grain and grain products from sta- 
tions in Oklahoma to Mobile, Ala, 

February 21—Auburn, N. Y.—Examiner Wagner: 

12656—Michael S. Goss et al. vs. Director General, L. V., et al. 
12610—Albert H. Traphagen et al. vs. L. V. R. R. 
February 23—Detroit, Mich.—Examiner Butler: 
11980—Michigan Railroad Company vs. Pere Marquette R. R. et al. 
February 23—Birmingham, Ala.—Examiner Cassidy: 
15390—Ingham-Burnett Lumber Company vs. A. G. S. R. R. 


February 23—New York City, N. Y.—Examiner Wagner: 
1. and S. No, 1933—Commutation fares between points on the N. Y. 
N. H. @H. R. R. 
February 25—Washington, D. C.: 
* 13528—Investigation of power brakes and appliances for operating 
power brake systems (hearing on reopening). 
February 25—Washington, D. C.—Examiner McChord: 
14950—United Collieries, Inc. vs. Southern Ry. et al. 
hearing). 
February 25—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 152—In re tentative valuations of the properties of 
the Chicago, Rock Island & Pacific Railway Company, and others. 


Chas. A. 


continued 


February 25—El] Paso, Texas—Examiner Howell: 
15027—-Peyton Packing Company et al. vs. Arizona Eastern et al 
15028—Peyton Packing Company vs. Abilene & Southern et al. 


February 25—Birmingham, Ala.—Examiner Cassidy: 
1. and S. No. 2014—Grate bars, East Birmingham, Ala., to Memphis, 
Tenn., for beyond. 
15167—Watters-Tonge Lumber Company vs. A. & W. P. R. R. et al. 
Portions of fourth section application No. 1952, filed by L. & N. 
R. R., concerning rates on yellow dressed pine lumber from 
Mobile, Ala., to Atlanta, Ga., etc. 


15226—Birmingham Traffic Bureau vs. St. L.-S. F. Ry. 
February 25—New York City, N. Y.—Examiner Wagner: 
15043—A. C. Martin et al. vs. P. R. R. et al. 
15173 (and Sub. Nos. 1 to 4, incl.)—Nestle’s Food Company, Inc., vs. 
Director General, Middletown & Unionville R. R. et al. 
February 25—Muscatine, Iowa—Examiner Satterfield: 
15388—Pioneer Pearl Button Company vs. St. L.-S. F. Ry. et al. 
February 26—Toledo, Ohio—Examiner Butler: 
* 1. and S. No, 2030—Grain and grain products from Wabash Rail- 
way points to Virginia cities. 
February 25—Bismarck, N. D.—Examiner Kephart: 
Il. and S. No. 1953—Lignite coal from North Dakota to stations 
in North Dakota, South Dakota and Minnesota. 
15321—Zap Colliery Company vs. Nor. Pac. Ry. 
February 26—Columbus, Ohio—Commissioner C. B. Aitchison: 
* 10122—Standard Time Zone Investigation (further hearing). 
February 26—Kansas City, Mo.—Examiner Money: 
* I. and S. No. 2027—Transit rules on grain at Atchison, Kan. 
February 26—New York City, N. Y.—Examiner Wagner: 
13470—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
February 27—Washington, D. C.—Examiner Cummings: 
Fourth Section Application No, 12545, filed by F. L. Speiden, con- 
cerning rates on cleaned rice from Memphis, Tenn., to New York, 
N. Y., via Southern Ry., in connection with Old Dominion S. S. 
Co., also via Ill. Cent. R. R., in connection with Cent. of Georgia 
Ry. and Ocean S. S. Co. of Savannah, etc. 
February 27—Terre Haute, Ind.—Examiner Satterfield: 
l. and S. No. 1997 (first supplemental order)—Iron and steel articles 
between points in Illinois, Indiana and Missouri. 
February 27—Atlanta, Ga.—Examiner Cassidy: 


14949 and (Sub. Nos. 1 to 4, incl.)—Randall Brothers et al. vs. L. & 
N. R. R. et al 


1162— International Agricultural Corporation vs. A. & W. P. R. R. 
et al. 
February 27—New York City, N. Y.—Examiner Wagner: 
15394—-The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
15405—The Best Foods. Inc., formerly the Nucoa Butttr Company, 
Inc., vs. C. R. R. of N. J. et al. 
February 27—Terre Haute, Ind.—Examiner Satterfield: 


Il. and S. No. 1984—Scrap iron from East St. Louis, Ill., group to 
, Terre Haute, Ind. 


and S. No. 1997—Iron and steel articles between points in Illinols, 
Indiana and Missouri. 
February 27—Kansas City, Mo.—Examiner Money: 
+ 15144—Leo Greenwald Vinegar Company vs. B. & O. R. R. et al. 
15416—The Kaw River Sand & Material Company vs. Santa Fe et al. 
February 28—Washington, D. C.—Chief Examiner Butler: 
* 15006—In the matter of rates, charges, classification, regulations, and 
practices governing the transportation of anthracite coal. 
February 28—Kansas City, Mo.—Examiner Money: 
nee Iron Works, Inc., vs. Director General, Santa Fe, et 
al. 


February 28—Kansas City, Mo.—Examiner Money: 
a ~ e Flour Mills Company et al. vs. Abilene & Southern 
y. et al. 
February 28—New York City, N. Y.—Examiner Wagner: 
15412—Bernard Gallup vs. N. Y. N. H. & H. R. R. 
February 29—Washington, D. C.—Commissioner Aitchison: 
* 15462—Line-haul absorptions by Pittsburgh & Lake Erie Railroad. 
February 29—Kansas City, Mo.—Examiner Money: 
15175 (and Sub. Nos. 1 and 2)—Moore-Lawless Grain Company, B. C. 
Moore, receiver vs. Mo. Pac. R. R., Direttor General et al. 
=. Grain Company, B. C. Moore, receiver vs. Mo. 
ac. R. R. 
February 29—San Antonio, Texas—Examiner Howell: 
— Ja Paper Company vs. San Antonio & Aransas Pass 
y. et al. 
ee Oil & Refining Company vs. San Antonio Southern 
y. et al. 
February 29—New York City, N. Y.—Examiner Wagner: 
15449—Federal Reserve Bank of New York vs. Amer. Ry. Express 
Company. 
February 29—Spokane, Wash.—Examiner Kephart: 


14912 (and Sub. Nos. 1 te 4, incl)—Nash Spokane Company et al. 
vs. Director General. 


March 1—Washington, D. C.—Examiner Davis: c : 
* Finance No. 3453—In the matter of joint application of the Kansas 
City Telephone Co. and the Southwestern Telephone Co for a cer- 
tificate that the proposed purchase by the latter of stock of the 
former will be of advantage to persons to whom service is to be 
rendered and in the public interest. 
March 1—Yakima, Wash.—Examiner Wagner: - 
15551—J. S. Kloeber, et al. vs. Northern Pacific Ry. et al. 
March 1—Raleigh, N. C.-—Examiner Cassidy: 
1. and S. No. 2026—Fresh vegetables form Carolina territory t 
northern and western destinations 
March 1—Yakima, Wash.—Examiner Kephart: 
1. and S. No. 1992 (first supplemental order)—Fresh fruit and vege 
tables between North Pacific coast points. 
March 1—Indianapolis, Ind.—Examiner Satterfield: 
15341—C. F. Carpenter vs. Cent. Vermont Ry. et al, 
15342—Continental File Company vs. P. C. GC. & St. L. et al. 
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If You Were Asked— 


Ship From the Center—Not the Rim 


THE TRAFFIC WORLD 





“What Change in Traffic Conditions Would Result 
From the Removal of Our Plant to ST. LOUIS?P” 


Your answer could truthfully be: 


1—Industries in St. Louis reach two- 
thirds of the United States by rail or 
river with a shorter freight haul than 
those of any other big industrial city. 


2—Goods loaded into a box car at a plant 
in St. Louis for river shipment are de- 
livered to any port at water rates, a 
flat 209% under rail rates. 


3—St. Louis has twenty-six railroads to 
markets in all directions. 


4—A location in St. Louis means econ- 
omy in freight costs and most direct 
service to markets everywhere. 





We can give you the facts to prove this. Send for 
our illustrated booklet ‘‘Industrial St. Louis.’’ 


STLOULS CHAMBER of COMMERCE 


St.Louis, U.S.A. 


5—St. Louis has one of the largest joint 
terminal systems in the country, fur- 
nishing connections with every line 
entering the city. 


6—St. Louis has a complete package-car 
service. Over 1,200 package cars leave 
nightly by through freight for points 
in the St. Louis trade zone. 


7—St. Louis has central location, excel- 
lent transportation facilities, nearness 
to raw materials, and ability to reach 
all markets on a competitive basis. 


8—St. Louis manufacturers ship from the 
center—not the rim. 
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March 1—Raleigh, N. C.—Examiner Cassidy: 
1 Aberdeen 


orporation Commission of North Carolina vs. 
& Rockfish R. R. et al. 
March 1—San Antonio, Texas—Examiner Howell: 
15338—Gugenheim Goldsmith Company et al. vs. G. H. & S. A. Ry. 


et al. 
March 1—Yakima, Wash.—Examiner Kephart: 
1. and S. No. 1992—Fresh fruit and vegetables between North Pa- 
cific coast points. 
March 3—Washington, D. C.—Examiner Gault: 
13653— 


‘Texas Gulf Sulphur Company vs. Gulf, Colorado & Santa Fe 
Ry. et al. 


3466—Texas Gulf Sulphur Company vs. Santa Fe Ry. et al. 
14916—Allowances or divisions received by the Texas Gulf Sulphur 
Company and by the Houston & Brazos Valley Ry. Co. 
March 3—St. Louis, Mo.—Examiner Disque: 
—— Corporation Commission of Oklahoma vs. A. & R. R. R. 


13800—J. A. Waldrep et al. vs. Santa Fe Ry. et al. 

14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

15217—West Texas Chamber of Commerce vs. Santa Fe et al. 

15231—-The Board of R. R. Commissioners of Iowa vs. Santa Fe et al. 

15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 
March 3—New York City, N. Y.—Examiner Pattison: 

Fourth Section App. No. 12436—Reduced rates on commodities from 
originating territory west of the Indiana state line to Pacific coast 
terminals. 

March 3—New York City, N. Y.—Examiner Wagner: 
15393—Essex Rubber Company vs. B. & O. R. R. et al. 
March 3—Indianapolis, Ind.—Examiner Satterfield: 

15435 (and Sub. No. 1.)—Smith & Duckworth et al. vs. C. C. C. 
& St. L. Ry. et al. 

15451 (and Sub. No. 1.)—The Evans Milling Company et al. vs. 
B. & O. R. R. et al. 

March 3—Huston, Texas—Examiner Howell: 

15387—George H. McFadden & Bros. Agency, W. J. Neale, Agent 
vs. St. L. S. W. Ry. et al. 

15436—The Texas Pipe Line Company vs. La. & Ark. Ry. et al. 
Portions of fourth section application No. 462, filed by F. A. 
Leland, concerning rates on prepared or composition roofing 
from Port Neches, Tex. to Hope, Ark., etc. 

March 3—Washington, D. C.—Examiner Marchand: 

Val. Dkt, No, 167—In re tentative valuation of the property of the 
East Jersey R. R. & Terminal Co. 

March hed ge eae D. C.—Examiner Sweet: 

Val. Dkt. No. In re tentative valuation of the property of the 
Sierra Railway Company of California. 
March 3—Kansas City, Mo.—Examiner Money: 
— Southwestern Millers’ League et al. vs. A. T. & S. F. 

y. et al. 
March 4—Houston, Tex.—Examiner Howell: 
15290—Hughes Tool Company vs. Aberdeen & Rockfish Ry. et al. 
March 4—Seattle, Wash.—Examiner Kephart: . 
“eee cpontees West Coal & Lumber Company vs. C. B. & Q. 


. R. et al. 
15148—Pacific Coast Shippers’ Association, Inc., et al. vs. Director 
General. 
March 5—Argument at Washington, D. C.: 
14171—Borden Company vs. Ann Arbor R. R. et al. 
1. and S. No. 2013—Cement from Eastern Trunk Line points to New 
England. 
March 5—Allentown, Pa.—Examiner Wagner: 
15315—Arbogast & Bastian Company vs. Leigh Valley R. R. et al. 
March 5—Norfolk, Va.—Examiner Cassidy: 
15371—F. J. McGuire vs. S. A. L. Ry. 
1. and S. No. 2006—Cottonseed products from southeastern points 
to eastern cities. 
March 5—Houston, Tex.—Examiner Howell: 
15177—Humble & Refining Company vs. La. & N. W. R. R. et al. 


March 5—Eau Claire, Wis.—Railroad Commission of Wisconsin: 
No. 3219—In the matter of the application of the Stanley, Merrill 
& Phillips Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon a portion of its line. 


March 6—Washington, D. C.—Examiner Boles: 

* Finance No. 2590—In the matter of the application of the Morgan- 
town & Wheeling R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of road. 

* Finance No. 3332—In the matter of the application of the Mononga- 
hela Ry. Co. for authority to acquire control, by purchase of 
stock, of the line of the Monongahela & Ohio R. R.-Co. and of 
the Scotts Run Ry. Co. 

* Finance No. 3333—In the matter of the application of the Scotts 
Run Ry. Co, for authority to issue capital stock of par value 
of one milHon dollars. 


March 6—Allentown,, Pa.—Examiner Copenhafer: 


15319—C. K. Williams & Company vs. Director General, L. V. 
R. R. et al. 


March 6—Eau Claire, Wis.—Wisconsin Commission: 
Finance No. 3215—In the matter of the application of the Fairchild 
& North-Eastern Railway Co. for a certificate of public con- 


venience and necessity authorizing it to abandon its line of 
railroad. 


March 6—Argument at Washington, D. C.: 


hs eee Wool Trade Association vs. Director General, B. & A. 
. - et al. 


10427—Quincy Market Cold Storage & Warehouse Co. et ai. vs. 
Director General, N. Y. N. H. & H. R. R 


12386—North Packing & Provision Co. et al. vs. Director General, 
N. H. & H. R. R. et al. 


Ie. Ue Ite Fie 4 
13485—North Packing & Provision Co. et al. vs. B. & A. R. R. et al. 
March 6—Topeka, Kans.—Examiner Money: 
1. and S. No, 2002—Classification exceptions on empty egg cases 
in Western Trunk Line territory. 
March 7—Tacoma, Wash.—Examiner Kephart: 
15044—Pacific Mutual Door Company vs. Ann Arbor R. R. et al. 
March 7—Chicago, Ill._—Examiner Keeler: 
— Service Commission of Indiana vs. B. & O. R. R. 
et al. 
Moreh 7—Philadelphia, Pa.—Examiner Wagner: 
5466—Bisbee Linseed Company vs. P. R. R. et al. 
March 7—Richmond, Va.—Examiner Cassidy: 
15222—National Oil Company, Inc. vs. S. A. L. Ry. et al, 
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March 7—Beaumont, Texas—Examiner Howell: 
11902—Beaumont Chamber of Commerce et al. vs. Director General. 
Beaumont, Sour, Lake & Western Ry. et al. 
March 7—Topeka, Kans.—Examiner Money: 
Wat The Charles Wolff Packing Company vs. Ark. Western Ry. 
et al. 
March 10—Fort Worth, Tex.—Examiner Kephart: 3 
* 13211—West Coast Lumbermen’s Association et al. vs. Abilene & 
Southern Ry. et al. 
* 15147—Wm. Cameron & Co., Inc., vs. Abilene & Southern et al. 


* oe Lumbermen’s Association of Texas vs. Abilene & South- 
ern e 


al. 

* 15357—The Wichita Board of Commerce et al. vs. Santa Fe et al. 
March 10—Washington, D. C.— Examiner Carter: 
* 15486—The Norwich Pharmacal Company vs. B. & O. R. R. et al. 
March 10—Chehalis, Wash.—Examiner Kephart: 

13199—-West Coast Lumbermen’s Association et al. vs. 

General, Sou. Pac. Co. et al. 

March 10—Topeka, Kan.—Examiner Flynn: 


15428—Iola Cement Mills Traffic Association et al. vs. Arkansas 
Valley Interurban Ry. Co, et al. 


15546—Iola Cement Mills Traffic Association et al. vs. Santa Fe et al. 
1. and S. No. 1996 (and first supplemental order)—Cement from Kan- 
sas City, Mo., district to St. Joseph, Mo., and related points. 
March 10—Galveston, Texas—Examiner Disque: 
Lar” gas Corporation Commission of Oklahoma vs, A. & R. R. R. 


et al. 
13800—J. A. Waldrep et al. vs. Santa Fe Ry. et al. 
14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
15217—-West Texas Chamber of Commerce vs. Santa Fe et al. 
15231—The Board of R. R. Commissioners of Iowa vs. Santa Fe et al. 
15463—-St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 
March 10—Omaha, Nebr.—Examiner Money: 
1. and S. No. 1991—Express rates on milk and cream via the C. 
& N. W. Ry. 
March 10—Washington, D. C.—Examiner Wagner: 
15361—Intermont Coal & Iron Corporation vs. Southern Ry. 
March 10—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 304—In re tentative valuation of the property of 
Yosemite Valley R. R. Co. 
March 10—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Ry. and Georgia & Florida Terminal Co. 
March 10—Topeka, Kan.—Examiner Flynn: 
14911—Lehigh Portland Cement Company vs. A. T. & S. F. Ry. et al. 
14801—Missouri Portland Cement Company vs. A. T. & S. F. et al. 


15138—The Atlas Portland Cement Company (of Kansas) vs. A. T. 
& S. F. et al 


15117—Iola Cement Mills Traffic Ass’n et al. vs. A. T. & S. F. et al. 
March 11—Washington, D. C.—Examiner Carter: 


* 15517—Morehead and North Fork Railroad Company vs. C. & O. Ry. 
March 14—Baltimore, Md.—Examiner Carter: 


* ba te ae ad Portland Cement Company et al. vs. C. & P. R. R. 
e 4 
March 11—Omaha, Nebr.—Examiner Money: 

1 maha Chamber of Commerce, traffic bureau for Nebraska 
Bridge Supply & Lumber Co. vs. Director General. 

15443—Omaha Chamber of Commerce, traffic bureau for Trimble 
Brothers et al. vs. A. B. & A. Ry. et al. 

March 11—Washington D. C.—Examiner Wagner: 
ve ee Coal Company et al. vs. Monongahela Valley Trac. 
o. et al. 
March 12—Washington, D. C.—Examiner Hunter: 

I. and S. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations (hearing on 
that portion covering charges from points on the Western Mary- 
land from points as above to interstate destinations). 

March 12 and 13—Argument at Washington, D, C.: 

14787—Wool Rates Investigation, 1923. 

1. and S. No. 1738—Wool and mohair from Pacific Coast and inter- 
mediate points to eastern defined territories. 

13272—Boston Wool Trade Association vs. Ariz. & New Mexico Ry. 
et al. (Also Fourth Section Application connected therewith.) 

March 12—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 202—In re tentative valuation of the property of Chi- 
cago & Eastern Illinois R. R. Co. 

March 13-—Portiand, Ore.—Examiner Kephart: 

I. and S. No. 2022—Combinatien rule on box shooks from Pacific coast 
to Colorado. , 

—— 13—New Orleans, La.—Commioner McNanamy and Examiner 
ver: 

13569—Southeastern Sugar Investigation. 

10542—Chamber of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, L. & N. R. R. et al. 


10622—Mobile Chamber of Commerce & Business League et al. 
vs. Director General, L. & N. R. R. 


Director 


11682—Chamber of Commerce, Selma, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill. Cent. R. R., 


Director General, et al. 
a Traffic Bureau et al. vs. Director General, A. & V. 
y. et al. 
14391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
15397—-Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
' 14480—Greenwood Chamber of Commerce et al. vs. L. & N. R. R. 


et al. 
15523—W. G. Baker vs. L. & N. R. R. et al. 

Portions of fourth section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and cther points on Atlantic seaboard to Ky. 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La. ete. 


March 13—Washington, D. C.—Examiner Wagner: 
15420—Virginia Blue Ridge Railway vs. Southern 
Company. 
March 13—Davenport, Ia.—Examiner Cheseldine: 
* 15536—Clinton, Davenport & Muscatine Railway Co. vs. Davenport, 
Rock Island & Northwestern Ry. Co, 
March 14—Argument at Washington, D. C.: 


14022—Rates and divisions of rates of the Indian Valley Railroad 
on ores and concentrates, 


Railway 
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‘11396 (and Sub. No. 1)—Mason Valley Mines Company et al. vs. 
Western Pacific R. R. et al. 
14325—-Mason Valley Mines Company vs. Western Pacific R. R. et al. 
March 14—Denver, Colo.—Examiner Money: 
ere Rieter -American Fuel Company et al. vs. D. & S. L. 
et a 
March 14—St. Louis, Mo.—Examiner Gault: 
* 12810—Columbia Quarry Company vs. Director General. 
* ae 9 ae Packing Company vs. Term. R. R. Assn. of St. Louis 
et al. 
March 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 159—In re tentative valuation of the property o* the 
New York, Philadelphia & Norfolk Railroad Co. 
March 15—Argument at Washington, D. C.: 
i ee Packing Corporation vs. Director General, Ann Arbor 


R. R. et al. 
bee Food Packers’ Traffie Association et al. vs. B. & O. 


13866 (Sub, No. ng Glass Container Association of America vs. 
B. & O. R. R. et 
11598—Jackson Iron = Steel Company vs. Director General, Detroit, 
Toledo & Ironton R. R. et al. 
March 15—Peoria, Ill.—Examiner Cheseldine: 
* 15547—Woolner Distilling “a neg vs. Director General, W. H. 
Bremner, Rec’r., M. & St. L. 
March 17—Philadelphia, Pa. pee Carter: 
* 15490—Alan Wood Iron & Steel Company et al. vs. P. R. R. et al. 
* 15494—The Viscose Company vs. P. R. R.. et al. 
March 17—Phoenix, Ariz.—Examiner Kephart: 
“ = ene Corporation Commission vs. Arizona Eastern R. R. 


et 

® Be aa Lumber & Timber Company et al. vs. Arizona East- 
ern R: R. et al. 

March 17—Portland, Ore.—Examiner Kephart: 

15475—Alaska Junk Company vs. S. P. & S. Ry. 

15534 (and Sub, Nos, 1 to 8, incl.)—Northern Grain & Warehouse 
Company vs. O. S. L. R. R. et al. 

March 17 and 18—Argument at ingen, Dd. ae 

13839—The Commeivcial Club of Fargo, Dis Ve & W. Ry. et al. 

13917—Chamber of Commerce, p~ Rt N. Dd. et al. vs. Big 
Fork & International Falls Ry. et al. 

March 17—Washington, D. C.—Examiner Kelley 

Val. Dkt. No. 77—In re tentative valuation vot the Wood River 
Branch Railroad Company. 

Val. Dkt. No. 131—In re tentative valuation of the Union Freight 
Railroad Company. 

= a No. 183—In re tentative valuation of the Rhode Island 
et al. 

Val. Dkt. No. 311—In re tentative valuations of the New York, 
New Haven & Hartford Railroad Company et al. (adjourned 
hearings). 

March 17—Washington, D. C.—Examiner Wagner: 

be gery _—— Virginia Pulp & Paper Company vs. B. & O. R. R. 

eta 


March 17—Indianapolis, Ind.—Examiner Cheseldine: 

* 15184—E. T. Slider vs. B. & O. R. R. et al. 

March 17—Kansas City, Mo.—Examiner Gault: 

* 15360—Board of Trade of Kansas City, Mo., vs, Alexandria & West- 
ern Ry. et al. 


March 18—Washington, D. C.—Commissioner Campbell and Exam- 
iner Keeler: 
14785—In the matter of charges for passengers traveling in sleeping 
and parlor cars. 
11567—Order of United Commercial Travellers of America. vs. Pull- 
man Company. 
March 18—Indianapolis, Ind.—Examiner Cheseldine: 
* ere Lumber Company et al. vs. L. E. & W. R. R. 
et al. 


March 19—New York, N. Y.—Examiner Carter: 


* 14186—Stailey Lumber Company, Inc., vs. P. R. R. Portions of 
Fourth Section Applications 972 and 703, filed by A. B. & A. Ry. 


and A. C. L. R. R., respectively, concerning rates on lumber from 
Florida and Georgia points to Newark, N. J., etc. 
* 15478—Somerville Iron Works vs. C. R. R. of N. J. 


March 19—Argument at Washington, D. C.: 
1. and S. No. 1998—Coal, Buffalo, Black Rock and Suspension Bridge, 
N. Y., to Minnesota. 
14438 (and Sub. No. 1)—Duluth Boiler Works vs. Santa Fe et al. 
March 19—Indianapolis, Ind.—Examiner Cheseldine: 
* 15559—Western Indiana Gravel Company vs. N. Y. C. & St. L, et al. 


March 19—Kansas City, Mo.—Examiner Gault: 


* 15585—Miller Petroleum Company et al. vs. Ahnapee & Western 


Ry. et al. 


March 19—Jackson, Miss.—Commissioner McNanamy and Examiner 


Oliver: 
13569—Southeastern Sugar Investigation. 


10542—Chamber of Commerce, Montgomery, Ala. et al vs. Direc- 


tor General, L. & N. R. R. et al. 
10622—Mobile Chamber of Commerce & Business League et al. 
vs. Director General, L. & N. R. R. 
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11682—Chamber of Commerce, Selma, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 

11714—Hannah Distributing Company et al. vs, Ill. Cent. R. R., 
Director General, et al. 

, ay ee Traffic Bureau et al. vs. Director General, A. & V 
. Ry. et al. 

* 14391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
15397—Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
ae Chamber of Commerce et al. vs. L. & N. R. R. 


' 15523—W. G. Baker vs. L. & N. R. R. et al. 

Portions of fourth_ section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other spoints. on Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La. etc. 


March 1$ Washington, D. C.—Before Division 4 of the Commission: 
Finance No. 3392—Application of Section i5a of the Interstate 
Commerce Act to Electric Railways. 


March 20—New York, N. Y.—Examiner Carter: 

* 15406—Hudson Oil Company, Inc., vs. B. & O. R. R. et al. 

* 15529—Chevrolet Motor Company of St. Louis et al. vs. B. & O. 
R. R. et al. 

March 20—Mitchell, S. D.—Examiner Flynn: 

1. and S. No, 2025—Ege cases and carriers from Iowa to South 

Dakota, 

March 20—Chicago, Ill.—Examiner Griffin: 

* be at ee Council of Furniture Association vs. Ann Arbor 
R et a 


March 20—Indianapolis, Ind.—Examiner Cheseldine: 
* 15560—The Marion Glass Dish Company vs. P. R. R. et al. 


March 20—Jackson, Miss.—Examiner Worthington: 

* 15457—Jackson Traffic Bureau for Goeber’s Great “8” Milling Co. 
vse. Hil. Cent. R. R. Co. 

* 15501—Southland Cotton Oil Co. et al. vs. A. & V. Ry. et al. 


March 20—Argument at Washington, D. C.: 
be Utilities Commission of Kansas ve. A. 2... @ &.. F. 
Ry. et a 
15263—In the matter of rates and charges on grain and grain prod- 
ucts. 


March 21—Los Angeles, Cal.—Examiner Kephart: 
* 15282—A. F. Gilmore Co. vs. Pacific Electric Ry., Director General, 


et al. 
* 15344—California Cotton & Factorage Co. vs. Director General, 
California Southern Ry., et al. 
March 21—New York, N. Y.—Examiner Carter: 
* 15531—J. M. Huber vs. C. R. R. of N. J. et al. 
March 21—Denver, Colo.—Examiner Money 
15427—Iola Cement Mills Traffic ‘asmeetition et al vs. Abilene & 
Southern Ry. et al. 
March 21—Montgomery, Ala.—Commissioner McNanamy and Ex- 
aminer Oliver: 
13569—Southeastern Sugar Investigation. : 
10542—Chamber of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, L. & N. R: R. et al. 
10622—Mobile Chamber of Commerce & Business League et al. 
vs. Director General, L. & N. R. R. 
11682—Chamber of Commerce, Selma, Ala., 
General, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill. Cent. R. R., 
Director General, et al. 
ee ee Traffic Bureau et al. vs. Director General, A. & V. 
y. eta 
‘414391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
' 15397—Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
° en Chamber of Commerce et al. vs. L. & N. R. R. 


al, 
1 45893 W. G. Baker vs. L. & N R. et al. 

Portions of fourth section "iia tden No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other points on Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La. etc. 

March 21—Denver, Colo.—Examiner Money: 
Sa Portland Cement Company et al. vs. D. & R. G. 
et a 
March 21—Portland, Ore.—Examiner Kephart: 
14564—Rose Lake Lumber Company, Ltd., vs. O. S. L. R. R. et al. 


March 22—Los Angeles, Cal.—Examiner Kephart: 

* 15376—Edw. M. Fowler, an individual doing business under the 
name and style of ‘Edward M. Fowler & Company,” vs. Director 
General, Arizona Eastern R. R., et al. 

* 15518—Klein- Simpson Fruit Company vs. Director General. 

March 22—New York, N. Y.—Examiner Carter: 

* a oe ee Mineral Company, Inc., et al. vs. Norfolk Southern 
R et a 

March 22—Sioux City, Ia.—Examiner Gault: 

* 13908—M. Cohn vs. C. M. & St. P. Ry. 

March 22—New Orleans, La.—Examiner Worthington: 

* 15514—Southern Cotton Oil Company vs. Director General. 


et al. vs. Director 


DIRECTORY OF ATTORNEYS isittusg comments Comission 


T. D. GEOGHEGAN 


COMMERCE SPECIALIST 


Matters Before State and Federal Commissions 
and Departments 


TRANSPORTATION BUILDING 


WASHINGTON, D. C. age Claims esttled 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. Complete traffic de 
and demurrage bills audited. 
Car tracing by 
routes furnished. Reference: St. Louis 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Building 
Washington, D. C. 
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500 Tons 
Daily 
Production 


Solid Fibre 
Shipping Cases 


Corrugated Shipping Cases 


Just a few of the many thousands 

of solid fibre or corrugated ship- 

ping cases and folding paper boxes 
- we manufacture. 


NE of the most important items to be 
considered in connection with your pur- 


chases of shipping containers is The Source 
of Supply. 


Is it reliable? Can it be relied upon for un- 


@y 
Le | 


Folding Paper Boxes 


interrupted service in times of stress? 

A great many of the largest shippers have sian teaiihilt hla ii cit 

found that Consolidated service and uniform your goods and interesting prices 
A : z on request. Write Department T. 

quality measure up to their most exacting 

demands. 


CONSOLIDATED PAPER COMPANY 


MONROE, MICHIGAN 


Branch Sales Offices 
BALTIMORE BUFFALO 


INDIANAPOLIS NEW YORK 
502 Garrett Bldg. 711 White Bldg. 508 Fidelity Trust Bldg. 39 Cortlandt St. 
CLEVELAND 
4th Bidg., 808 Prospect 
BOSTON CHICAGO KANSAS CITY PITTSBURGH 
80 Boylston St. 11 S. LaSalle St. 1401 E. 76th St. Terrace 


Westinghouse Bldg., 9th & Penn Ave. 
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THE CHICAGO & ALTON R.R. 


SERVES 


The Industrial Heart of the 
Mississippi Valley 
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Elements to be considered when seeking location for an industry: 


TRANSPORTATION POWER AND FUEL LABOR 
RAW MATERIALS MARKET SITES 


The Chicago-Joliet District combines all these essentials. 


J OLIET—60,000 population—located 37 miles from Chicago, six railroad lines, 40,000 kw. 
electric generating plant, 165 industries representing an investment of $65,000,000 

and manufacturing products valued at $85,000,000. Chicago freight rates and 

one hour from Chicago loop, with excellent industrial sites available. 

LOCK PORT—5,000 population—located 33 miles from Chicago, served by two railroads, 

———————= with ample power and labor, and many sites available. 


LEMONT—3,500 population—25 miles from Chicago, two railroads, adequate power and 

—~ss====== fuel, several industries operating year-round and surplus of labor. Excellent 
; churches and schools, and many factory sites available. 

ARGO-SUMMIT—tTwelve miles from Chicago and within switching limits of Chicago 


istrict; many large industries now located here and much property 
available for factory sites. 














The Chicago-Joliet District has every advantage with Chicago rates appli- 
cable. Low priced factory sites, ample labor, cheap fuel, water and power with 
short haul to consuming and distributing points. 


Submit your location problems 


S. A. WILLIAMS, Gen’! Freight Agent, Chicago & Alton Railroad, CHICAGO, ILL. 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


! SOO LINE 
| 


ALL POINTS 1n toe EAST ann SOUTH | 








AND 


er oaaewe 


NORTHWEST, WESTERN CANADA 


ul NORTH PACIFIC COAST. 


(Te avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN beet yo ing 
This document must be delivered railroad agent at initial point with the shipment and acoompany same to Canadian port of entry. 


AGENCIES Pittsbargh. Pa., Fee 200 8 > Ave. 


SS SS Be Lol, Me. 2050 Hetlvey Exch. Bldg 
enn., e '° 
Mitwankeo, Wis., 68 Wisconsin St St. Paul, Minn., 1112 “Meschanta National 


Chippewa Falls, Wis. Majestic Bidg. Bidg. 
Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., a Line Bidg., 5th St. Francisco, Cal., 675 Market St. 
a O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. 

t, 


Mich., $11 Bad Press Bldg. + ge Wis. Seattle, Wash., 608 
Duluth, Minn., 820 West Superior St. Yerk, N. Woolworth Bidg. Spokane, Weak. 1006 Old Nat'l Bank Bldg. 
Grand Rapids, Mens 414 Linquist Bidg. Omaha, Neb., 1088 W. O. W. Bidg. Superior, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bidg. hiladelphia, Pa., —— Bldg., Locust St. at Waukesha, 
Kansas City, Me., 788 Railway Ex. Bldg. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 








THE TRAFFIC WORLD 


ADMIRAL ORIENTAL LINE 


Trans-Pacific Service. 


©\@ PORTLAND 
ASTORIA 


Weaving a Bond of Mutual 
Benefit and Profit between 


ORIENT ana OCCIDENT. 


# ROUTE YOUR CARGO 


INGAPORE 


SOERABAIA 


BATAVIA he Shortest and Fastest Route to the Orrent 


_ A Fast Trans-Pacific Freight Service 


—An express service at freight rates—by an 
American company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, Hong Kong and Manila 


Passenger and Freight Service 
11 days to Yokohama 13 days to Kobe 


16 days to Shanghai 
20 days to Hong Kong 


24 days to Manila 


OUTWARD SAILINGS—From Seattle onal t8 Fat” 21006 nn speed 35 Te 
Refrigerator *PRESIDENT McKINLEY preety dy ee! issued to destina- 
Service ma "PRESIDENT JACKSON 


** Cargo berth service to Japan, = 
**ELDRIDGE China, Shanghai, Yokohama, Kobe, V ladi- 


vostok, Hankow, Dairen, Tientsin and 
Tsingtao. 
Insurance 


*** Cargo berth service to Japan, South 
R t the China and Philippine Islands. 
ates 


ie t For rates, space and other information apply: 
wes New York—17 State Street, Phone Bowling Green 9234. ; 

Mari Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone Randolph 7739. 
arine 


Detroit—Dime Bank Building. 
Classification San Francisco—Robert Dollar Building. Portland—424 Railway Exchange Building. 
the Highest Los Angeles—429 Pacific Electric Building. Seattle—409 L. C. Smith Building. 


L. L. BATES. GENERAL FREIGHT AGENT, SEATTLE, WASH. 


Managoi ng Operators 
U.S.Government Vessels. 
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The San Antonio and Aransas Pass Railway Co. 


t Vice Pree, & Gen. Mgr., UI Uh ™ Yp 


OEnid 
San Antonio, Tex. Y 
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Z 
J. C. Mangham, 
Gen. Fre Agt., UY, ZY, Gear EI Rieno y Muskogee 
San Antonio, Tex. ; * Y QOklahomaCity 
Amarillo //, : 
J. B. Brooks, : 
A. G. F. y = Y; Y Anadarkod oChicie a : 
San Antonio, Tex. ’ y McAlester Little Rock 
Yy C4 : 
H. C. Franks, d Myr Fh 
Gen. Agt. Frt. Dept., seth, 
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San Antonio, Tex. 
W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Co 


m. * 
Houston, Tex. 
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“aM EX 1 CO 
Mey, 
SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 





List of Direct Connecting Rail Lines: 
SE Soyo — Corpus Christ Alice __ Taree sta Ae praeee Teer Send + “ed 
Peereeees > ese eeeeee eo 20 32 r jurg ern y: 
Bel eerie (hae 3 Gulf Coast Lines 
_| 18%hrs. | __....---- Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 
San Antonio, Uvalde & Gulf R. R. 
San Antonio Southern Ry. 
St. Louis Southwestern By.(Cotton Belt) 
Su Land Ry. 
Trinity & Brazos Valley Ry. 
Texas Mexican Ry. 






eeese 













Proportionate service to above is rendered to all intermediate points. 
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Where they reach Where to reach them 


He That Knows ! de 


He that knows not and knows not that he knows not, or 
He is a fool—Shun him. 


He that knows not and knows that he knows not, an 
He is learning—Help him. Bch 


He that knows and knows not that he knows, a 
He is asleeb—Wake him. be 


He that knows and knows that he knows, rt 
He is a sage—Follow him. wd 
—EASTERN PROVERB th 


It is an encouraging characteristic of present day discussion of D 
transportation problems that the great body of criticism from those 
most familiar with transportation matters is friendly, constructive and 
helpful; and against this, the destructive demagogy of “he that knows 
not and knows not that he knows not” cannot prevail. 


meester terre Few iG. LINES 






